ORDER-TO-BORDER 
DAST-TO-COAST 


ST.LOUIS-SAN FRANCISCO RY. 


oA Great Ratload 











Dade Brothers, Inc., have one of the tough- 
est packaging and delivery jobs you ever 
heard of. They package and ship Thunder- 
bolts... and nearly every other type of plane 
that can’t safely be flown to the battle areas. 


The preparation of these costly machines- 
of-war for shipment is a precise engineering 
job. But actually the most difficult task is 
transporting the huge loads to the ship-side 
. « . usually many miles away and through 
congested metropolitan traffic. 


Truck-Trailers were the answer for Dade 
Brothers. In fact, there’s no other transport 
method remotely practical for this work, Dade 
officials will tell you. 


The Dade experience is typical of thousands 
of others in more than 100 lines of business 
. « « where Truck-Trailers are doing work 
that couldn’t be done as well, if at all, by 
any other method. America could not get 
along without them. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 
DETROIT, MICHIGAN 


Service In All Principal Cities 


TRUCK - TRAILER TRANSPORT i) 
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Dade Brothers, .Inc., are technical advisers to the Army Air Forces Materiel 
Commarid. Airplanes prepared by them for export shipment are so mounted 
that the stress and strain centers are exactly the same as those encountered in 
flight and tanding. If the cases are tipped on end, or overturned, the planes 
will still net touch the cases except at the mounting points. 


Right—A Vought “Corsair” be- 
ing readied for travel to the 
battle zone. Wing-butts have 
been weather-sealed and the 
fuselage mounted on the floor- 
stringer of the export case. 


Below——High speed automatic 
winches on the Truck-Trailers 
help get the cases aboard ship 
quickly and safely. These pre- 
clous cargoes are handled as 
if they were fragile glassware. 
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Lugging Logs for Liberty 
with DiamMonp T reliability 


HIS is a battlefield picture—right in the 
heart of Washington’s timberland, far 
removed from gunfire. 

The battle is real—a sadly thinned army 
of loggers must get out the lumber to 
keep our fighting forces supplied. 
This mammoth load of Sitka 
Spruce is war material, vital to 





Victory. This driver is fighting oo NS 


Liberty every day. from dawn to dusk. 

On the highway, the thousands of Dia- 
mond T transport trucks and drivers have 
even a greater share in the winning of the 
war. Day and night, through every hazard 
of weather and road, they are delivering 










the essential materials and goods to main- 
tain the supply-lines of the nation. 

For nearly two years now, we of Dia- 
mond T have necessarily devoted our ener- 
gies to the building of military vehicles 
for the army. But hundreds of fleets 
of earlier Diamond T’s like this 
lumber-lugger are working for 
Victory as truly as tanks and howitzers. 
The records which these veteran Diamond 
T’s are making will be remembered when- 
ever experts gather to “talk truck’’ after 
Peace is won. | 
DIAMOND T MOTOR CAR COMPANY 


Established 1905 
CHICAGO, ILLINOIS 


DIAMOND T MOTOR TRUCKS 
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yl dNY, specialized truck tire experience 
z... complete, modern equipment 
yp... trained truck tire personnel 








... available at your General Tire Dealer’s 
to help you SAVE THE CARCASS! 




























The critical truck tire year is here. No question 
about it—you must save those precious truck tire 
carcasses. Unless you do—you may not roll. 





Ready and equipped to help you is a man who has 
specialized in truck tires for years—your General Tire 

- Dealer. He is fully aware of the problems confronting 
you today—and is making it a point to give truck 
tires priority in his shop. 


For maintenance service, he offers you his expert 
knowledge of how to protect tires through proper 


: inflation, loading, matching—his ability, by regular 

LU n- inspection, to discover trouble before it becomes 
serious. 

Jia- Repairing is done by men who know how—on the 


latest equipment. Recapping is by his exclusive 


1er- General Tire-Kraft System . . . bringing you the 
cles only balanced recaps and assuring you up to 25% 
more mileage. — 

ts 
- To get every last mile from your carcasses, put the y. 
this entire responsibility up to your General Tire Dealer. / fe : 
ers. mes - EEN 
ond a eg ee oe ae : eee s ee ‘ “ 

® = s ba ical - 
1en- TO SAVE YOUR J08 y, 
“a “a 2 

fter Free, Save the Carcass” Reminders 

» a oe Ce sine: To help you remind your organization of the very vital 
N Sa Sa" 


- 
oe - 
oe. 


DASH STICKERS need to save the carcass—we have developed the straight- 









(3%a"" x 3%") talking garage poster and dash sticker shown here. 
Hundreds of operators are already using this FREE 

(Left) ° ° 
GARAGE POSTERS material. See your local General Tire Dealer for any 


(12ve" x 19”) quantity required, or write us in Akron. 
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Yow vo (Wit @ trailer ta v0 vme atallf 


LOAD (7 with more weight than it was designed to 
carry. 


WIGHBALL (7 over a jungle trail. Or frozen Arctic 


tundra. Or slam it over shell-pocked roads 
strewn with land mines. 


BAM £ Along comes a near-hit by an enemy bomb. It 


hurls the trailer 20 feet. Presto! One ruined 
trailer. 


That’s what happens to thousands upon 
thousands of trailers in this war. That’s why 


lf you need Trailer Service 


. .. Trailmobile operates serv- 
ice centers at strategic points. 
Let us help you keep your old 
equipment rolling until you get 
new units. Write for the loca- 
tions of the Trailmobile Serv- 
ice Centers near you. 





Cincinnati 9, Ohio 





such military equipment must be replaced 
at a fantastic rate. 


And that’s why Motor Transport at 
home hasn’t gotten the trucks and trailers 
it needs. But even so, it has done a mag- 
nificent job with too few trucks, trailers, 
tires and men. 


GOOD NEWS FOR YOU 


Trailmobile is making trailers again for 
civilian uses! 


Recent government allocations permit us 
to make several thousand commercial 
trailers during 1944. We will make our en- 
tire allotment without any let-up in our 


production of vital equipment for the 
Armed Forces. 


Our one’aim is to serve the needs of 
Motor Transport—on the fighting fronts 
and on the highways of America. 


See your nearest Trailmobile distributor 
or branch right away. Or write us. 





RAILMOBILE 


The Trailer Company of America 
Berkeley 2, Calif. 


Commercial Trailers for War and Peace © The Vital Link in Flexible Transportation 


March 





March 18, 1944 


Tank Trouble 


HEN an Army 

tank comes a 
cropper, as this one did, somewhere on 
the invasion front, it’s a job for M-type 
heavy wreckers, specially designed for 
tank recovery. Weighing fifteen tons, 
with power delivered to all ten wheels, 
armed with hoist, power winches and 
special gear, these big fellows com- 
mand the situation. 
* When our present job, producing 


wreckers like these for Uncle Sam is 


finished, you may well want similar 
trucks for the tough jobs in your 
civilian business. Many will. Or you 
may be thinking in terms of over-the- 
road tractors, heavy duty trucks, dump 
trucks, plows, fire apparatus, or other 
motorized equipment engineered to 
the particular work it is to do. One 
thing is sure ... if it's Ward LaFrance, 
it will be right for its job. Our engi- 
neers are ready to start working with 


you now. 


WARD LaFRANCE 


\ 
Y 


TRUCK DIVISION 


“ / 
[ vous TRIES 


QS ELMIRA, NEW YORK 


© 1944 G.A.1., Inc., Meriden, Conn. 
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WHITE KNOWS-TRANSPORTATION FROM THE GROUND UP 


A Quarter-Century Experience in Aviation 


In 1918... when Air Mail Service was first truck transportation will play a vital role in it 
established in the United States . . . this sturdy because the ground transportation, to and from 
White was on hand to supply the dependable airports, is a necessary part. 

ground link. Since that pioneering day, air 


White has had a quarter-century background of 


transport has grown to become a vital factor in 7 j : “Pra 
experience in meeting the specialized needs of the 


global transportation. Whatever form air cargo 


' ; aviation industry and a keen interest in being a 
takes after the war . . . dependable, time-saving 


part of the bettered world-wide transportation of 


the future which aviation’s progress has assured. 


THE WHITE MOTOR COMPANY « Cleveland 


WHITE PERSONALIZED SERVICE is an extra plus of White ownership... available 
to help you keep your White trucks running efficiently and longer. Your local White 
Service Station has the skilled mechanics, special equipment and Personalized Service 
material to put the Plan to work for you..regardless of where your service work is done. 
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In February, 1937, representatives of twelve of the 
® thirteen shippers’ regional advisory boards met at 
Chicago to lay plans for a special month-long drive to 
promote adequate packing of freight shipments, good 
stowage, and careful handling by the railroads. The 
result of that meeting was the determination to observe, 
in April of that year, a Perfect Shipping Month. For 
the eighth successive year, Perfect Shipping Month will 
be observed in April, 1944. 


From its inception, the goal of the campaign was 
not merely the reduction in the amount of money paid 
out by the railroads for lost and damaged freight, but 
the avoidance of the economic and commercial loss, 
beyond the money loss, involved in imperfect transpor- 
tation. Shippers and railroads were quick to get behind 
the campaign and, in each succeeding year, the work 
put into it and the interest in it has mounted. Once in 
the sequence, in 1940, when the mounting tide of freight 
traffic gave railroad car service men more work than 
they had had before in a decade, there was the sugges- 
tion that the effort be omitted, but pressure from ship- 
pers’ advisory boards caused a quick change of front 
and the campaign that year was waged with accus- 
tomed vigor and success. 

















A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

















Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 
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Henry A. Palmer, Editor 


Perfect Shipping Month 


OUR PLATFORM 
(THE LONG HAUL) 


18; 1944 


Since the advent of war, there never has been a 
question about the repetition of this month of intensi- 
fied effort to make all concerned with transportation 
aware of the importance of perfect shipping, not only 
to commerce, but to the nation’s war effort. Originally, 
there was some apprehension that the concentration of 
educational effort in the month of April might act to 
lower the interest in loss and damage prevention over 
the rest of the year. That has not proved to be the fact. 
April has come to be a time, so to speak, of “stock 
taking” among shippers of their packing and stowage 
practices. The result, generally, has been that those 
who paid particular attention to those factors in April 
acquired the habit of keeping a closer continuous watch 
on their packing and shipping departments. Perfect 
shipping has come to be .a year-round effort, even 
though it is intensified in April. 

Highlight of the 1944 campaign will be the whole- 
hearted participation of highway carrier interests. Last 
year, the American Trucking Associations, Inc., coop- 
erated in a limited way, but this year the associations’ 
freight claim division has thrown itself into the cam- 
paign with the same intensity and enthusiasm that has 
in the past marked the participation of the freight 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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claim and car service divisions of the Association of 
American Railroads. The special Perfect Shipping 
Month issue of the Traffic World, which will be the 
March 25 number, will feature, among other things, an 
article on the A.T.A. claim section’s activities in claim 
prevention, by its secretary, Carl Jackson. 

For several years, the Traffic World has had a part 
in the campaign through stressing in “feature” stories 
and in other ways in its last issue of March, the preven- 
tion of loss and damage to freight. Next week we shall 
carry a number of illustrated articles detailing develop- 
ments in claim prevention activities among the rail- 
roads and the truck operators, as well as an article on 
what the United States Navy is doing to insure safe 
and prompt delivery of the thousands of items that go 
into its world-wide battle effort. 

We asked a number of men important in transpor- 
tation to contribute to that issue brief statements cov- 
ering their own views of the wisdom and the value of the 
campaign. These will also appear next week. 


Among those we asked was Joseph B. Eastman, 
Director of the Office of Defense Transportation, who, 
until his death this week, was probably the most im- 
portant and certainly one of the best loved men in the 
field. With his usual graciousness, he complied, and 
with his keen insight he said, briefly and to the point, 
some things of special significance to the campaign. 


The goal of the campaign, he said, was the con- 
servation of materials, man-hours, and transportation. 
At this time, he said, it represented a real contribution 
to the war effort, because waste through improper 
loading and careless handling dissipated, in some de- 
gree, the work being put in that effort. 


Everyone, he said, knew about the importance of 
transportation in war, but too few understood the part 
played by the shippers, handlers, and receivers of 
freight. He called them the “unsung heroes of the 
battle that is being waged on the home front” without 
whose cooperation “the magnificent wartime accom- 
plishments of the railroads would not have been pos- 
sible.” 

In this year of war, he continued, perfect shipping 
would have to transcend mere efforts to insure safe 
handling of materials. The present volume of traffic 
was so great, he said, that there could be “no relaxation 
in our efforts toward better and still better shipping 
practices” if we were to continue to wage successful 
war. 


“The manner in which our total transportation 
facilities are utilized will determine, to a considerable 
degree, the time that will be required to bring this war 
to a successful conclusion,” he said. ‘Thus far, there 
have been no serious interruptions in the movement of 
our military and essential civilian traffic, and for this 
the major part of the credit belongs to the shippers and 
receivers of freight. Perfect shipping will shorten the 
war.” 

With praise from such a source newly before them, 
shippers and receivers can hardly do less than to put 
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a little extra effort behind the 1944 Perfect Shipping 
Month campaign. 

There will be an extra distribution of 5000 copies 
of the Traffic World next week, beyond those going to 
subscribers. They will be sent to executives of industry 
and to others with interests in transportation not go 
close as those of the industrial and transportation 
traffic men, but who, nevertheless, have an interest in 
perfect shipping and whose cooperation in the Perfect 
Shipping Month campaign may be useful. To assist in 
carrying the extra expense of this issue, we have s0- 
licited additional advertising. Those who have availed 
themselves of this opportunity are to be congratulated 
on their willingness to assist and also on their good 
business judgment in grasping an opportunity to get 
this increased advertising coverage at no extra cost. 
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Death of J. B. Eastman 


In the death this week of J oseph B. Eastman, the 

country, especially in the transportation field, 
loses a valuable servant. As a member of the Interstate 
Commerce Commission, Director of the Office of De- 
fense Transportation, and Coordinator of Transporta- 
tion he served the public well. With almost a premoni- 
tion of his approaching end we paid our respects to him 
in this column February 12, the occasion being the cele- 
bration of his twenty-fifth anniversary as a member of 
the Commission. We are glad we said what we did at 
the time we did. There is nothing we can add to it. 
Able, honest, lovable, all those who knew him or did 
business with him will mourn him as a man who was 
esteemed and an administrator of public affairs who 
was respected and trusted. 
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Chicago Freight Terminal Plan 


The office of the United States Army’s six transportation 
zone at Chicago has before it a plan for the construction of 
$2,000,000 consolidated freight station which it intends to sub- 
mit to transportation agencies to see whether its construction 
can be privately financed. Zone officers would not say who 
evolved the plan, but said they had received favorable com- 
ment on it from officials of a number of transportation com- 
panies and that they intended to submit it to the Chicago Plan- 
ning Commission, to the railroads, airlines, waterways, truck- 
ing companies and freight forwarders, and to government plan- 
ning agencies. 

According to Dan A. Hardt, commanding officer of the 
zone, the plan calls for erection of a large terminal and con- 
struction of a nearby landing field for helicopters at the “sug- 
gested” location at Thirty-third Street and Ashland Avenue on 
the Chicago Drainage Canal. He said zone officers “felt justi- 
fied in studying this plan and submitting it to such agencies as 
are concerned” because of the recognized feeling among trans- 
port officials at Chicago that there was urgent need for cen- 
tralization of facilities “for interchange of war freight in Chi- 
cago.” 

At present approximately 4,000,000 pounds of freight are 
handled daily at the Army-Navy consolidating station at Chi- 
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cago, but large amounts of war material are handled at other oe 
smaller terminals elsewhere in the city. The announcementhy.) 4 





said the proposed terminal would have a great utility not only 
during but after the war. It said that “several larger inter-city 7 
trucking operators are backing the plan, which would be p!fload ra 
vately financed.” Major airlines had shown a “decided interestf(1) fro 
in the terminal,” particularly in details about facilities forfline te; 
pick-up and delivery of air cargo by either feeder planes ffrom 
express trucks operating to and from the Chicago municipaiterritoy 
airport, it said. It added that reports from city, state and yomi 
regional planning agencies would be considered before a sitéfline tey 
for the project was agreed on or construction begun. in Arke 
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stin| Petroleum Transport Purchase 


rfect The Commission, division 4, with Commissioner Mahaffie 
st in | dissenting, has dismissed the application in MC F-2439, Re- 
finers Transport & Terminal Corporation—Purchase—Petro- 


E 80- | jeum Transport, Inc., involving an application of the parties 
ailed | for the purchase by Refiners Transport & Terminal Corpora- 
lated tion, of Detroit, Mich., of 20 pieces of motor-vehicle equipment 
| from Petroleum Transport, Inc., of Lansing, Mich. 

good The report said the instant transaction concerned the pur- 
0 get chase of physical property only, and that there was nothing to 


indicate that control over any portion of the operations of 

st. Petroleum Transport was intended to be effected by the trans- 

action, directly or indirectly, or that the intended discontinuance 

by Petroleum Transport of its establishment and service out 

of Toledo was part of the agreement with Refiners. In a foot- 

note, the situation was distinguished from those in which, co- 

n, the f incident with the purchase of equipment, the selling carrier 

field agreed to cease operating as a motor carrier. The majority 

‘BR report said the Commission was without jurisdiction to ap- 

rstate § prove or deny the proposed purchase as it was not a transaction 
f De- within the scope of section 5(2) (a). 


Commissioner Mahaffie said he did not cocur in the find- _ 


porta- f ings that the equipment by which a carrier rendered transpor- 

moni- } tation service lawfully could be sold by one carrier to another 

~~ | without the Commission’s authorization. Section 5(2)(a), said 

oO him he, made it lawful, with the approval of the Commission, for 

e cele. | any carrier to purchase, lease, or contract to operate the prop- 

erties, or any part thereof, of another carrier. The motor vehi- 

ber offcle equipment, he added, was often the most important part 
did at}of the properties of a motor carrier. He continued: 

to it. In section 207(b) and in section 216(h) it is indicated that the cer- 

4 tificate of operating right confers no proprietary or property rights in 

OY Gid§ the use of the public highways. -Neither may they be treated ‘‘as evi- 

dence or elements of value of the property of such (motor) carrier.’’ 

10 Was Therefore, it is obvious that the motor vehicle equipment is, in many 

‘Ss who vases, the most important element of the property of a motor carrier 

7 io which the provisions of section 5(a)(a) relate. 

The construction adopted by the majority seems to me to disregard 
the terms of the statute. Under this construction. a motor carrier may 
so denude itself of equipment as to reduce its service to a mere token 
operation, if it desires to keep effective its operating authority. If it 

does not desire to keep its operating authority effective, under the con- 
ortation struction here adopted it may sell to another carrier all its equipment 


and abandon its operations entirely. This may leave the shippers who 


— . have been dependent upon the carrier service without remedy. 
Oo su 
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Petroleum Products Rates 


In making its findings in No. 28760, Midland Cooperative 
Wholesale vs. Abilene & Southern Railway Co. et al. (see Traffic 
World, March 11), the Commission, division 2, gave considera- 
tion to the economics of the production of petroleum and its 
products; the relationship between production and consumption; 
pricing methods; the competition of coal with fuel oil; and pipe- 
line, water carrier, rail, and truck competition. The embraced 
proceedings were: 


No. 28760, Sub. 1, Illinois Petroleum Marketers Association vs. 
encies as 4. & S. et al.; No. 28760, Sub. 2, Iowa Independent Oil Jobbers Asso- 
: _Piation vs. A. & S. et al.; No. 28760, Sub. 3, Wisconsin Petroleum 
ng traMs-Bissociation vs. A. & S. et al.; No. 28760, Sub. 4, Iowa Farm Service 
for cef-B%. et al. vs. A. & S. et al.; No. 28760, Sub. 5, Missouri Independent 
it in Chi-§>il Jobbers Association vs. A. & S. et al.; No. 28782, Petroleum 

Shippers’ Association vs. A. & S. et al.; No. 28793, Indiana State 
eight are thamber of Commerce vs. Algers, Winslow & Western Railway Co. 
n at Chi- tt al.; No. 28801, Standard Oil Co. (Indiana) vs. A. & S. et al.; No. 



















































at other 8811, Highway Emulsions, Inc., vs. A. T. & S. F. et al.; and No. 
ment 8817, Yale Oil Corporation of South Dakota et al. vs. Chicago & 

unce orth Western Railway Co. et al. 

’ not only 

inter-city 


The report said the proceedings collectively embraced car- 
ld be pri-Hoad rates on petroleum products below the grade of kerosene 
d interestl(1) from midcontinent field to destinations in western trunk- 
ilities fotfline territory, Illinois and Indiana; (2) to those destinations 
planes %lfrom certain points in Indiana, Illinois, and western trunk-line 
municipal 
state and Wyoming to destinations in the northern part of western trunk- 
ore a Sitélline territory; also rates on asphalt to Dayton, O., from points 
in Arkansas, Louisiana and Texas. 











erritory; and (3) from points in the states of Montana and’ 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





The Commission’s finding were as follows: 


Finding 1. We find that the rates assailed on low grade petroleum 
products, namely, distillate fuel oil not suitable for illuminating pur- 
poses, residual fuel oil, heating oil, furnace oil, burning oil, diesel 
fuel, tractor fuel, gas oil, coal-spraying oil, road oil and asphalt, in 
tank car loads, from points in Kansas, Oklahoma, Arkansas, Texas 
and Louisiana to all points in Minnesota, the northern peninsula of 
Michigan, Wisconsin, Illinois, North Dakota, South Dakota, Nebraska, 
Iowa and Missouri on and north of the line of The Chicago, Rock 
Island and Pacific Railway Company (Frank O. Lowden and Joseph 
B. Fleming, trustees) extending from Kansas City to St. Louis, are 
and for the future will be unreasonable to the extent that they exceed 
80 per cent of the rates on gasoline, in tank car loads, from and to 
the same points, resulting under Finding 1. of this Commission in 
No. 28106, Petroleum Rail Shippers’ Assn. vs. Alton & S. R., 243 
I. C. C. 589, whether specifically prescribed, or published by defendants 
pursuant to the direction of the Commission. 

Finding 2. We find that the rates assailed on petroleum distillate 
fuel oil not suitable for illuminating purposes, petroleum residual fuel 
oil, petroleum gas oil, and crude petroleum oil, in tank-car loads, 
from points in Kansas, Aklahoma, Arkansas, Texas and Louisiana to 
points in Indiana are and for the future will be unduly prejudicial of 
points in Indiana, and that points in Illinois are and for the future 
will be unduly preferred to the extent that the differences between the 
rates which are or may be concurrently maintained to Indiana and to 
Illinois, are or may be less favorable to Indiana points than rates 
which would result from the application of 80 per cent of the maximum 
rates prescribed on gasoline to Indiana groups and to the key points 
Effingham and Chicago, Ill., in No. 28106, Petroleum Rail Shippers’ 
Assn. vs. Alton & S. R., supra. 

Finding 3. We find that the rates assailed on low grade petroleum 
products in carloads, from Whiting, Indianapolis and Evansville, Ind., 
Wood River, Sugar Creek (Kansas City) and Cape Girardeau (Mar- 
quette), Mo., Superior and Green Bay, Wis., Winona, Minn., Sioux 
Falls, S. Dak., Des Moines, Council Bluffs and Bettendorf, Iowa, to 
points in Indiana, Michigan, Illinois, Wisconsin, Minnesota, North 
Dakota, South Dakota, Iowa, Nebraska, Kansas and Missouri are not 
shown to be unreasonable or unduly prejudicial. The complaint in No. 
28801 will be dismissed. 

Finding 4. We find that the rates assailed on low grade petroleum 
products, in carloads, from Billings, Laurel, Great Falls and Kalispell, 
Mont., Worland, Lovell, Cody, Thermopolis and Casper, Wyo., to 
points in North Dakota, South Dakota, Nebraska, Minnesota and Iowa 
are not shown to be unreasonable or unduly prejudicial. The com- 
plaint in No. 28817 will be dismissed. 

Finding 5. We find that the rates assailed on asphalt, in carloads, 
from points in Arkansas, Louisiana and Texas by way of Memphis, 
Tenn., and Cincinnati, Ohio, to Dayton, Ohio, are not shown to have 
been or to be unreasonable. The complaint in No. 28811 will be 
dismissed. 


The report said, in discussing the title case and sub cases, 
and No. 28782, that the Commission, in No. 28106, Petroleum 
Rail Shippers’ Assn. vs. Alton & S. R., 243 I. C. C. 589, had 
prescribed reduced rates by railroad on gasoline, other refined 
petroleum products taking the same rates, and natural gasoline, 
from midcontinent territory to points in substantially all of the 
destination territory embraced in these proceedings; also re- 
duced rates on those commodities moving by pipeline from mid- 
continent territory to the pipeline terminals in the destination 
territory. The prescribed rates became effective June 11, 1941, 
it said, and cuntinued: 


Distillate fuel oils, such as tractor fuel and. furnace oil, are con- 
sidered clean stocks, and cars in which they have been loaded can be 
used for kerosene and gasoline without cleaning. When the pipelines 
published the reduced rates, they made them applicable on distillate 
fuel oil. Prior to this time their tariffs had not named rates on this 
commodity. It appears also that truckers, whose competition the 
rail lines encountered, applied the same charges on this commodity 
as on gasoline. Therefore, the rail carriers on November 5, 1941, 
made the rates which had been prescribed on gasoline, maximum rates 
on distillate fuel oil, and at the same weight per gallon as gasoline, 
except to Indiana. Gasoline and kerosene normally move by rail at an 
estimated rate of 6.6 pounds per gallon, while the lower grade oils 
move at an estimated weight of 7.4 pounds per gallon. ; 


The report said defendants did not contest the facts that 
the production of gasoline necessarily resulted in the produc- 
tion of a volume of low grade oils and asphalt that could not 
be consumed in the origin territory; and that the margin of 
profit on the gasoline was not sufficient to permit wastage of 
the low grade oils and asphalt. Therefore, it said, if the mid- 
continent producers were to continue in business, they must 
under normal conditions find an outlet for the latter in the desti- 





















































































704 





nation territory embraced in these complaints, since these were 
the deficit territories nearest and could be reached at the low- 
est transportation costs. : 

The report said, after discussing the method of pricing 
petroleum products, that it was clear that many factors entered 
into the determination of the tank-car market price. At a par- 
ticular point on a particular day, it said, a major oil company 
might make the low tank-car price, and at the same point on 
another day an independent refiner or jobber might make the 
low price. 

“Certainly the midcontinent refiners cannot generally con- 
trol prices in this destination territory; hence their transporta- 
tion costs are an important factor in the determination of 
whether or not they can profitably do business there,” the re- 
port said. 

Midland Cooperative Wholesale, the report said, was an 
association of Minnesota farmers having a membership of over 
60,000 farm families. Its petroleum products purchases in 1941 
were the equivalent of over 8,000 carloads of 8,000 gallons, 
each, it said, of which the equivalent of 1,700 carloads had 
moved at the rates on heavy oils. Of the latter, approximately 
400 carloads had moved from the Chicago area, 450 carloads 
from such pipeline or water terminals as Champlin, Ia., Green 
Bay and Sheboygan, Wis., and Winona and Minneapolis, Minn., 
and the remainder from the midcontinent area. It continued: 


Originally this complainant obtained all its petroleum products 
from mid-continent territory. In 1933 it began making some of its 
purchases from the Chicago area. The movement from both origin 
territories originally was all-rail, which continued until 1937 or 1939, 
at which time an increase in other modes of transportation, and par- 
ticularly water transportation, began to affect the marketing situation 
and made it necessary for complainant to seek transportation on a 
more favorable basis than afforded by the rail rates from mid-con- 
tinent territory. Since then its rail movement from mid-continent 
territory has steadily declined. Some of complainant’s shipments have 
been trucked from as far away as Kansas City, Mo. 


__ The report said that some independent refiners had estab- 
lished water terminals, but that water transportation was not 
available to midcontinent refiners generally. A witness for the 
complainant, it said, had thought that three-fourths of a cent 
a gallon would represent the approximate reduction in the rate 
from group 3 that would be necessary for the midcontinent 
refiners to obtain the business, that being the margin under the 
trade journal published price at which complainant could buy 
heavy oils at the terminals. 

After discussing the situation of the other complainant co- 
operatives, jobbers, and marketers who, the report said, had 
been compelled by the price situation to transfer their pur- 
chases to the oil companies doing business at the terminals, it 
said that they would restore purchases to the complaining 
midcontinent refiners if the latter prevailed to obtain the rates 
sought in the complaints. The purchasers, it pointed out, 
sought reliable sources of supply, and as wide a range of 
sources as possible, and that they therefore sought a rate adjust- 
ment that would retain all the refiners in the market. 


The Commission had generally prescribed on low-grade 
products in the west rates made 80 per cent of the rates on the 
high grade products, the report said, and quoted Midcontinent 
Oil Rates, 1925, 112 I. C. C. 421, to the effect that a rate 
situation where higher charges a car resulted on fuel oil than 
on gasoline appeared to be contrary to sound principles of rate 
construction. 


After a lengthy discussion of the assailed rates, and the 
proposed rates, the report said that the maintenance of rates 
on the low grade oils embraced in the complaints as high or 
higher than maximum reasonable rates on gasoline was con- 
trary to well-established principles of rate-making for five 
reasons, set forth in the report. 

“No substantial reason appears why the percentage relation 
of rates on low grade oils to rates on gasoline many times 
prescribed by this Commission and for many years maintained 
by these defendants, should not be observed with respect to 
rates from and to the points herein considered,” said the report. 
“Defendants’ contentions to the contrary in the final analysis 
are predicated upon their conclusion that the rates on gasoline 
prescribed in No. 28106 are less than maximum reasonable 
rates despite the direct statement of the Commission to the 
contrary. As the gasoline rates are maximum reasonable rates, 
it follows that the assailed rates which are higher than rates 
— a reasonable relation to the gasoline rates are unrea- 
sonable.” 


In connection with the assailed Indiana rates, the report 
said that, pursuant to the finding of undue prejudice and pref- 
erence in No. 28106, the defendants had revised the Illinois 
grouping as to gasoline, but had made no change in the group- 
ing as to low-grade products. The record in the instant pro- 
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ae it said, warranted a finding similar to that in No, 

The complaint in No. 28801, said the report, had been filed 
by Standard Oil Co. (Indiana) solely because of the filing of the 
complaints assailing the rates from the southwest. It asked 
that relatively the same rates be prescribed for application 
from its shipping points as might be prescribed for applica. 
tion from the southwest, the report said, suggesting consider. 
ation of a basis of 17.5 per cent of the first-class rates for the 
entire rate adjustment, or the application of that basis within 
western trunk-line territory with differentials, higher than 
those on the high grade products, added for the hauls in the 
southwest. In other words, said the report, the complainant 
would relate the rates on the low grade products to the class 
rates rather than to the rates on the high grade products. The 
17.5 per cent basis applied from group 3 would generally result 
in increases except to North and South Dakota and some points 
in Nebraska, the report said, while from complainant’s refineries 
at Kansas City, Wood River, and Whiting it would result in 
reductions in nearly all instances. 

Complainants in No. 28760 and the related cases pointed 
out, in connection with the Standard Oil contentions, that 
the plants of Standard were located in the destination territory, 
its hauls were much shorter than theirs, and that from all of 
its plants Standard had available and used water transporta- 
tion to the various marine terminals in the destination territory, 
Rates on low grade petroleum products were more logically 
related to maximum reasonable rates on high grade petroleum 
products than to class rates, the report said, and that Standard 
had not shown the rates on high grade products from its 
refineries, nor the relation of the assailed rates to such rates, 
Whether the assailed rates were unreasonable or unduly preju- 
dicial, measured by the standards applied in determining the 
reasonableness of the rates assailed in 28760 and the related 
cases could not be determined on this record, said the report, 
adding that the evidence of the somewhat higher level of the 
rates on low grade products from the three refining points than 
that of the rates from the farther distant midcontinent refiners 
was not in itself sufficient to establish unreasonableness or 
undue prejudice and preference. 

The complaint in No. 28817 had been filed principally be- 
cause of the complaints of the midcontinent refiners, to preserve 
the present relation of the rates of these complainants to the 
rates from midcontinent territory, the report said. The as 
sailed rates from Billings, Laurel, and Casper were as low as, 
or lower than, bases that the Commission had found to be 
reasonable from and to the same points or in the same general 
territory it said, and that they did not exceed 80 per cent of the 
rates on the high grade products, except in instances where the 
latter had been reduced below the reasonable bases found by 
the Commission, to meet truck competition. The situation, 
therefore, was clearly distinguishable from that presented in 
No. 28760 and the related cases it said, and that the record did 
not warrant a finding of unreasonableness or of undue prejudice 
and preference. 

In reaching its finding in No. 28811, that, judged by the 
standards applied by the Commission in the cases referred to, 
the rates assailed were not shown to be in excess of maximum 
reasonable rates, the Commission said the general basis for 
rates on asphalt in official territory was 70 per cent of sixth- 
class rates. The complainant, however, did not advocate making 
its rates with relation to class rates, it said. It pointed out 
that asphalt in carloads was rated class D in western territory 
and that, on that basis, rates to Dayton would be 3 cents higher 
than to Cincinnati. Complainant sought rates made 3 cents 
higher than rates to Cincinnati, the report said and added that, 
as its outbound rates to Ohio points were generally one cent 
under rates from Cincinnati, such a basis would enable it to 
compete with the Cincinnati processor of this commodity. 

After discussing the rate situation from the origin groups, 
the report said the southwestern carriers contended that the 
rates to both Cincinnati and Dayton were less than maximum 
reasonable rates. 


Central territory defendants pointed out that the rates 
on asphalt from the southwest to Ohio applied to rather large 
destination groups, the report said. From the El Dorado 
Shreveport group, it said, a rate of 44 cents applied to a group 
in southwestern Ohio ending at Middletown, about 15 miles 
southwest of Dayton. From there a destination group taking 
a rate of 46 cents extended up to and including Cleveland and 
Toledo, and into Michigan, it said, those rates applying by 
way of St. Louis. Dayton was in this 46-cent group, it said, 
and had a 39-cent rate restricted to.the route through south- 
ern territory, only because of the lower combination rate 
that could be made over that route. Central territory defené- 
ants said they exercised no control over the rates via this 
route through southern territory, the report said. 
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The order required that the defendants, according as they 
participated in the transportation, cease and desist from pub- 
lishing and collecting the rates found unreasonable, eliminate 
undue prejudice and preference, and publish tariffs containing 
the rates resulting under finding No. 1, on or before June 7, 
on not less than 30 days’ notice. 


Federal Barge Authority 


Following. a petition of Inland Waterways Corporation, 
operating the Federal Barge Lines, the Commission, division 4, 
has issued a report, amended certificate and order in W-381, 
Inland Waterways Corporation Common Carrier Application, 
modifying the authority granted in the prior report of Decem- 
ber 17, 1942, to authorize continuance of operation by the 
applicant as a common carrier by towing vessels in the per- 
formance of general towage, in addition to the authority de- 
scribed in the prior report. 

The Commission found, on reconsideration: 


That the applicant was in bona fide operation on January 1, 1940, 
in interstate or foreign commerce, as a common carrier by non-self- 
propelled vessels with the use of separate towing vessels in the trans- 
portation of commodities generally, and by towing vessels in the per- 
formance of general towage between ports and points along (1) the 
Mississippi River from Minneapolis to its mouth, including Cairo, 
(2) the St. Croix River from Stillwater to its confluence with the 
Mississippi River, (3) the Illinois Waterway, and Lake Michigan be- 
tween Waukegan and Gary, inclusive, (4) the Missouri River from 
Kansas City to its confluence with the Mississippi River, (5) the Gulf 
Intracoastal Waterway from the Mississippi River to Mobile, and (6) 
the Mobile, Tombigbee, Warrior, and Black Warrior Rivers including 
the Locust and Mulberry Forks of the Black Warrior River and Short 
Creek, including the ports named, except as such operations have 
heretofore been authorized by the Commission in certificates issued 
to applicant under the Inland Waterways Corporation Act. For the 
reasons given in our prior report, applicant is denied authority to serve 
points on the Missouri River above Kansas City. 


The Federal Barge Lines had asked the Commission to 
amend its certificate so as to grant it authority to continue 
operations as a common carrier by towing vessels in the per- 
formance of general towage between the ports and points speci- 
fied in the certificate issued to it December 17, 1942 (see Traffic 
World, Feb. 5, p. 331). The barge line said it desired to con- 
tinue towage service as performed in the “grandfather” period 
and also desired to perform such services as general towage 
without entering into any arrangement for the purpose of mak- 
ing the shippers’ barges a part of its equipment in performing 
a complete freighting service. 


The report said that, since the prior report in the instant 
proceeding, in a report on reconsideration in Eastern Transp. 
Co. Contract Carrier Application, 250 I. C. C. 635, the Com- 
mission had modified its prior report in that proceeding and 
had granted separate authority to perform general towage. 
This action, it said, had been affirmed and clarified in the 
Commission report on reconsideration in Campbell Transporta- 
_ Co. Common Carrier Application, W-78, decided Decem- 

er 14, 1943. 


General Commodity Rights Question 


With Commissioner Lee dissenting in part and taking the 
view that commodity restrictions should not be placed on the 
return operations of the applicant, the Commission, division 5, 
by a report and order in MC 73165, Sullivan, Long & Hagerty, 
Inc., Common Carrier Application, embracing MC 73165, Sub. 1, 
Same, Extension, on reconsideration in each case, has granted 
the following authority: 

In MC 73165, as to continuance in operation in common car- 
riage of (1) iron and steel and iron and steel articles from 
Birmingham, Ala., and points within 10 miles thereof to points 
in a described area of Florida, points in Georgia, those in a 
described area of Louisiana, and all points in Mississippi and 
Tennessee, with return of damaged or rejected shipments of 
these commodities to points of origin; and (2) hides and pelts 
from Columbus, Miss., textile products from Stonewall, Mass., 
and canned goods from Newport, Tenn., to Birmingham and 
points within 10 miles thereof, over irregular routes. 

In MC 73165, Sub. 1, the division found public convenience 
and necessity to require operation by applicant as a common 
carrier of (a) fire brick and refractory materials from 
Bessemer, Ala., to points in the described area of Florida, and 
to all points in Georgia, Mississippi, and Tennessee; and (b) 
contractors’ outfits and equipment between Bessemer and points 
In Alabama within 100 miles thereof, on the one hand, and, on 
the other, points in Florida, Georgia, Mississippi, and Tennessee, 
within 300 miles of Bessemer, over irregular routes. 
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As to the authority granted for the return movements from 
the destination territory in the “grandfather” case, Commis- 
sioner Lee said that, in the cases of many southern carriers, 
the Commission had found it necessary to take a very liberal 
view of the evidence of past operations, particularly of the evi- 
dence of transportation of general commodities to the base 
areas. This, he said, he thought was proper. One-way opera- 
tions, he observed, were necessarily inefficient and uneconom- 
ical, and added that “we should encourage motor carriers to 
transport pay loads in both directions, rather than prevent 
them from doing so. Well balanced traffic results in lower 
over-all operating costs and, in the long run, in lower trans- 
portation costs for the public.” 

In his opinion, he said, the evidence justified the issuance 
of a “grandfather” certificate authorizing the transportation of 
iron and steel articles of all kinds from the Birmingham area 
to places in Alabama, Florida, Georgia, Louisiana, Mississippi, 
and Tennessee, and general commodities from places in those 
states to the Birmingham area. Issuance of such a certificate, 
said he, would have little, if any, effect on the operations of 
regular-route carriers. 

Commissioner Lee said he also thought the record war- 
ranted the issuance on the extension application of the author- 
ity sought to transport clay and clay products and contractors’ 
outfits and equipment. 

The majority report, in granting authority to transport fire 
brick and refractory materials, said there was no evidence 
showing that the applicant’s proposed service was needed for 
the transportation of clay or other clay products. 

In the extension application, the applicant had asked for 
authority to transport clay and clay products, contractors’ out- 
fits and equipment, textile products, alum or sulphate of 
alumina, paper and paper products, agricultural commodities, 
agricultural implements, concrete pipe, petroleum or petroleum 
products, in containers, cotton, canned goods and iron and steel 
articles between Bessemer and points within 100 miles thereof, 
on the one hand and, on the other, points in Alabama, Florida, 
Georgia, Louisiana, Mississippi, and Tennessee, on the other, 
over irregular routes. 

Commenting on the request for general commodity author- 
ity on the inbound movements, the majority said applicant, 
and its predecessors, had depended on the regular and substan- 
tial outbound movements of heavy commodities for revenues. 
It said that, while there had been, in a number of instances, 
“fortuitous return movements of several commodities in addi- 
tion to certain commodities which have moved with some regu- 
larity, neither applicant nor its predecessors were at any time 
prepared or equipped to obtain the return movement of such a 
number of commodities as to justify the conclusion that the 
coverage of the commodities transported were sufficient to 


come within the category or the commonly accepted definition 
of general commodities.” 


Potash from the West 


Dealing with an industry that was furnishing at the end 
of 1918 about one-fifth of normal domestic requirements for 
potash, and was furnishing 55 per cent of the product at the 
beginning of the second world war, the Commission, division 2, 
by a report and order in No. 28820, Potash Co. of America vs. 


—— & Rockfish Railroad Co. et al and related cases, has 
ound: 


That the assailed rates on muriate of potash, sulphate of potash, 
and manure salts, in carloads, minimum weight 80,000 pounds, for the 
future will be unreasonable io the extent that they may exceed: to 
points in western trunk-line territory, including St. Louis, Mo., East 
St. Louis, Ill., and points taking the same rates, rates equal to the 
present. rates on the same commodities to the same destinations from 
Wendover, Utah; to Chicago and points taking the same rates to the 
extent they exceed rates 50 cents less than the present rates from Wen- 
dover, Utah; and to other points in central territory, to the extent that 
they exceed vates equal to $1 per ton less than the present rates from 
Wendover, Utah, to the same destinations. We further find that the 
rates assailed were not unreasonable. 

Undue prejudice to which complainants are alleged to be subjected 
wiil be removed by the establishment of rates prescribed. Complainants 
are not shown to have been damaged by unduly prejudicial rates. 


The report pointed out that a reasonable relation of rates 
from Carlsbad, N. M., to prescribed rates from Wendover re- 
quired grouping of destinations in Illinois and east thereof the 
same as was maintained in connection with the rates from 
Wendover. The groups referred to in its findings, said the 
Commission, were the groups maintained in connection with 
the Wendover rates. 

The cases joined with the title case were No. 28820, Sub. 1, 
Armour & Co. vs. Alton Railroad Co. et al.; No. 28820 Sub. 2, 
Darling & Co..vs. Alton & Southern Railroad et al.; No. 28820, 
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Sub. 3, International Minerals & Chemical Corporation vs. Al- 
ton & Southern Railroad et al.; No. 28839, Diamond Fertilizer 
Co. et al. vs. Akron, Canton & Youngstown Railway Co. et al.; 
and No. 28868, Swift & Co. vs. Alton Railroad Co. et al. 
Competition between domestic producers of potash salts, 
and in normal times between their products and imported ma- 
terials, was very keen, said the report. It said that total pro- 
duction at Wendover was 30 to. 60 carloads a month. Output 
of the Carlsbad, N. M., producers averaged 67 to 68 carloads a 
working day, it added. The Wendover company billed the 
major portion of its products to points in western trunk-line 
and central territories, said the report, while Carlsbad pro- 
ducers sold less than one-third of their tonnage in these areas. 
As to present rates, the report said: 


The present rates are either $10.20 or $11 from Carlsbad to 18 desig- 
nated points within, or on the boundary line of, central territory, 
namely, Fort Wayne, Indianapolis, Jeffersonville, Peru, and Seymour, 
Ind., Detroit, Grand Rapids, Lansing, Saginaw, Louisville, Cleveland, 
Columbus, Parma, Sandusky, St. Bernard, Toledo, Butler, Pa., and 
Buffalo. Division 3 prescribed as reasonable from Wendover to these 
points rates of $10.70 to $11.50, earning 26.7 to 30.7 cents per car-mile, 
based on average loading, and 5.5 to 6.3 mills per ton-mile, for dis- 
tances ranging from i,730 to 2,108 miles, and averaging 1,859 miles. 


Distances from Carlsbad average 1,460 miles, a difference of 399, and. 


range from 1,304 to 1,747. For these distances the rates proposed by 
the Carlsbad producers, of $8.30 to $9.50, are lower than the Wendover 
rates by amounts ranging from $1.80 to $2.60. They will earn 5.4 to 6.5 
mills per ton-mile, and, based on average loading of 99,091 pounds, 
from 26.8 to 32.4 cents per car-mile, as detailed in the appendix. 


The report said that the defendants conceded that the 
assailed rates from Carlsbad were unduly prejudicial, but that 
they claimed the Wendover rates should be increased. On the 
question of reasonableness, it said, defendants regarded 16 and 
17.5 per cent of first class as maximum reasonable bases for 
rates on manure salts and muriate of potash, respectively, and 
claimed that the assailed rates, all of which, it said, were lower 
than 16 per cent, were below a maximum reasonable level. 

In Bonneville vs. Alton R. Co., 245 I. C. C. 751, said the 
instant report, division 3 had found no warrant for a finding 
that the assailed rates from Wendover had been unreasonable 
in the past, and had prescribed for the future rates to destina- 
tions in the southeast and southwest related to rates from 
Carlsbad to the same destinations, and had prescribed also 
rates to western trunk-line and official territories related to the 
rates on acid phosphate from Anaconda voluntarily maintained 
by the carriers. 

Considering the level of the rates from Carlsbad to the 
southeast; that the rates prescribed from Wendover were made 
on a.level that would aid greater agricultural production in the 
future; that the revision “herein” required contemplated rates 
from Carlsbad related to those prescribed from Wendover; 
that tonnage substantially greater than from Wendover was 
involved; and that the reduced rates from that point had been 
established after imports of potash salts had virtually ceased, 
the report said that “we conclude that rates in the past did 
not exceed the maximum of reasonableness.” 


Interterritory Rates on Hides 


With Chairman Patterson noting a dissent, Commissioners 
Lee and Miller dissenting, and Commissioner Alldredge joined 
by Commissioner Johnson in concurring, the Commission, by a 
report and order in No. 28729, Schoen Brothers, Inc., vs. Erie 
Railroad Co. (John A. Hadden and Robert E. Woodruff, Trus- 
tees) et al., has found rates on green salted hides, in carloads, 
from points in southern territory to destinations in official 
territory unjust and unreasonable, prescribed just and reason- 
able rates for the future, and in other respects affirmed findings 
in prior report, 255 I. C. C. 501. In the prior report, the Com- 
mission found rates on green salted hides, in carloads, from 
points in southern territory to destinations in official territory 
not unreasonable or otherwise unlawful. The instant report 
modifies those findings in part. 

The Commission said that for the future just and reason- 
able rates should not exceed the following: 


To Endicott, N. Y., from Atlanta, Augusta and Savannah, Ga., 56 
cents; Anniston, Ala., 57 eents; Birmingham, Ala., and Brunswick and 
Waycross, Ga., 58 cents; Jacksonville, Fla., Montgomery, Ala., and 
Albany, Cordele, Columbus, and Moultrie, Ga., 61 cents; Andalusia, 
Ala., 63 cents; and Mobile, Ala., 65 cents. 


To Boston, Mass., and points contiguous thereto in the Boston rate 
group, from Atlanta, Ga., 59 cents. 


Referring to cases cited by the complainant, State of Ala- 
bama vs. New York Central R. Co., 235 I. C. C. 255, and Live- 
stock to and from the South, 253 I. C. C. 241, the Commission 
said that these cases did not lay down a general rule that “any 
or all rates from the south to official territory which exceed 
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the level of corresponding rates within the northern territo 
are necessarily unlawful to the extent of the excess. We hay 
frequently prescribed the northern level on traffic from th 
south, but we have not done so in all instances. The particulay 
conditions surrounding the transportation in and between thy 
two territories may not warrant an exact parity for the estah 
lishment of rates which are just to competing shippers and t 
the carriers which serve them.” 

The Commission continued: 


The conclusion is not justified on this record that the level of tha 
present rates impedes the free movement of this traffic betwee} 
southern points and northern markets. Nevertheless, having parti 
ularly im» mind the circumstances shown of record which brought 
about the establishment and maintenance of the rates and rate levels 
previously discussed, the substantial differences both in level ang 
amounts between the rates assailed and those applicable to the same 
points of destination within official territory, and the long hauls jp. 
volved in the movements from the south, with substantial portions g 
the hauls in official territory, we conclude that the rates assailed ay 
unjust and unreasonable from and to the points and to the exten 
hereinafter stated. . 


Analyzing a table showing distances to Endicott, N. Y, 
from Georgia, Alabama, and Florida points, the assailed rat 


‘on hides, the corresponding eighth-class rate, the southern anj 


northern level on hides, and the eastern fifth-class rate, th 
Commission said the table showed the southern level to 
125.1 per cent of the northern level. The rates assailed, it said 
were 92.5 per cent of the southern level, and 115.7 per cent ¢ 
the northern level. They were 90.8 per cent of the correspond 
ing eighth-class rates, it said, adding that this was the classi 
fication basis that would govern the traffic in the absence 
exceptions. The northern level on hides, it said, was 84.6 pe 
cent of fifth class, the classification basis in official territory 
and continued: 


The same percentage of the eighth-class rates from the south ti 
official territory would be 25.4 per cent of the corresponding first! 
class rates. If the actual distances to Endicott were used in com 
puting the rates on the northern level, the comparison with the rate 
assailed would show in many instances a slightly greater differencé 
in levels. The assailed rate to Boston is 6 cents or 10.5 per cen 
higher than the northern level; and those to Endicott range from 8 t 
14 cents or 14.8 to 25.5 per cent higher than the northern level : 
shown in the table, and average 9.3 cents or 16 per cent higher. 


The defendants had stressed the fact that the present basi 
of rates in effect from the south to official territory produce( 
rates from and to certain points that were in many instance 
lower than the rates prescribed or approved by the Commis 
sion in numerous proceedings fifteen or more years ago, sail 
the Commission, citing Tolman, Dow & Co. Inc. vs. Tennesse 
Central Ry. Co., 104 I. C. C. 37 (1925), in which it said divi 
sion 2 prescribed, among other things, a rate of 71 cents 0 
hides from Nashville, Tenn., to Boston. The present rate, if 
said, was 69 cents, a reduction of 2 cents, despite the intervening 
general increases. 

“However,” the Commission continued, “we find a moré 
pronounced reduction in the rates in official territory. Tha 
report refers to rates of 59.5 and 69 cents from Chicago and 
St. Louis to Boston, which have now become 50 and 57 cents 
Further, at the time of that report hides were rated sixth class 
in the southern classification. They are now rated eighth class.’ 

After discussing the claim of the defendants that the leve 
of rates within official territory reflected water and truck com 
petition and was, therefore, not a maximum reasonable level 
the Commission said that, as justification for a level withi 
official territory lower than from southern territory to easte 
destinations, the conditions described were not persuasive in thé 
face of the large proportion of the northbound shipments 0 
hides that normally moved by water. The Commission said i 
was not convinced on this record that there were difference 
in competitive conditions that would justify the level of rate 
assailed in comparison with those in effect on similar traffi 
within official territory. 

Commissioner Lee, in his dissent, said that the issue con 
cerning which the evidence and argument was, in his opinion 
largely directed—whether the rates assailed were unduly preju 
dicial and preferential—was not discussed nor properly deter: 
mined in the majority report. According to his views, the Com 
mission should have found that the rates on hides, in carloads 
from points in Alabama, Georgia and Florida to Endicott and 
to Boston and points contiguous thereto were, and for th 
future would be, unduly prejudicial to the complainant and 
its traffic and to the localities from which it shipped such traffiq 
and unduly preferential of shippers of hides at Chicago, 9 
their traffic, and of Chicago, tod the extent the rates exceeded 
or might hereafter exceed rates made the same percentage 
of constructive first class rates, subsequently described, from 
points in the three named southern states to Endicott ané 
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Boston and points contiguous to Boston as the rates that were 
or might be concurrently maintained from Chicago to the same 
destinations were of the first-class rates now in effect from and 
to those points., He said the constructive first-class rates should 
be determined by use of the first-class distance scale prescribed 
in Eastern Class Rate Investigation, 164 I. C. C. 314 and 171 
I. C. C. 481, extended beyond 1,500 miles at the same rate 
of progression as shown from 1,300 to 1,500 miles, increased 
by 10 per cent to reflect the 1938 general increases. 

Commissioner Miller said the majority had condemned as 
unreasonable rates that, in his opinion, were now below a 
maximum reasonable level. The conclusions reached in the 
prior report should be affirmed without modification, he added. 

Commissioner Alldredge said he concurred in the results 
of the report “because the rates which are found to be just 
and reasonable for the future will improve complainant’s un- 
favorable situation.” The rates prescribed, said he, approxi- 
mated parity, distance considered, with those available to com- 
plainant’s competitors in the territory of destination, but that 
they were to be limited in their application to those origins 
from which complainant had made its principal shipments in 
the past. 

“Granting that the proof does not support a revision of the 
rates from the full extent of the territory embraced in the 
complaint,” he added, “I am of the opinion that it does justify 
the prescription of rates from all origins in the states of Ala- 
bama, Georgia, and Florida where complainant is actively en- 
gaged in the business of purchasing hides for shipment. The 
evidence is sufficient in my judgment to support a finding of 
undue prejudice to complainant.” 


GREAT CENTRAL CONTROL 


By a report and order in MC F-2207, John Bridge—Control; 
Lacrone-Benedict Ways, Inc.—Purchase—Great Central Trans- 
port Corporation, the Commission, division 4, on reconsidera- 
tion, has modified its prior findings so as to exclude authority 
for purchase by Lecrone-Benedict Ways, Inc., and acquisition 
of control by John Bridge through said purchase, of Great Cen- 
tral operating rights in MC 5655, over irregular routes between 
Chicago, on the one hand, and, on the other, points within the 
Chicago commercial zone, and Detroit, on the one hand, and, 
on the other, points in Michigan within 10 miles of Detroit. In 
J respects the prior findings were affirmed. (39 M. C. C. 


The report said that, by joint petition, Lecrone-Benedict 
and Great Central had asked reopening of the proceeding and 
had said that it had been their intention also to exclude from 
the proposed purchase certain irregular-route operating rights 
of Great Central in the metropolitan areas of Chicago, Cin- 
cinnati, O., and Detroit. 

The proposal of applicants also “to carve out and exclude 
from the purchase vendor’s irregular-route rights to serve 
points presently served by vendee” over four regular routes 
described in the report would be an impracticable refinement, 
said the report, and had not been shown to be consistent with 
the public interest. 


ALLEN BROTHERS MOTOR PURCHASE 


By a report and order in MC F-2319, Harry B. Miller—Pur- 
chase—Allen Bros., Inc., the Commission, division 4, has ap- 
proved, with conditions, the purchase by Harry B. Miller, doing 
business as Southern Tier Trucking Co., of Middletown, N. Y., 
of certain operating rights of Allen Bros., Inc., of Monticello, 
N. Y. 

The Allen rights covered common carriage of general com- 
modities between New Jersey and New York points, and of 
household goods between Middletown and points in New Jersey 
and New York within 30 miles of Middletown, on the one hand, 
and, on the other, points in Connecticut, New Jersey, New York, 
and Pennsylvania. 


D. & R. G. W. REORGANIZATION 


_ The Commission, division 4, by a report and order in 
Finance No. 11002, Denver & Rio Grande Western Railroad 
Co. Reorganization, has approved a maximum limit of $248,- 
398.42 as compensation for services rendered and expenses in- 
curred, generally between May 20, 1940, and July 1, 1943, by 
parties in interest in connection with the proceedings and the 
plan of reorganization. Petitions had been filed asking for a 
total of $403,800.69. 

_ A claimed $23,000 for services of counsel to the debtor 
railroad was cut to $15,000. The claim of Hunton, Williams, 
Anderson, Gay & Moore, counsel for the insurance group com- 
mittee, for $72,662.18, was fixed at $49,000.62. Similar reduc- 
tions ranging from $10,000 to $15,000, were made in claims of 
counsel for Central Hanover Bank & Trust Co., Guaranty 
Trust Co. of New York, United States Trust Co. of New York, 
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Chase National Bank of New York, and City Bank Farmers 
Trust Co. 


RELIABLE TRANSFER CONTROL 


By a report and order in MC F-2324, W. R. Dobson, Jr.,— 
Control—Reliable Transfer Co., Inc.; Reliable Transfer Co., 
Inc.—Purchase—W. R. Dobson, Jr., the Commission, division 
4, has approved and authorized, with condition, acquisition by 
W. R. Dobson, Jr., doing business as W. R. Dobson, Jr., Truck 
Line, of Augusta, Ga., of control of Reliable Transfer Co., Inc., 
through ownership of capital stock, and purchase by Reliable 
Transfer Co., Inc., of the operating rights and property of W. R. 
Dobson, Jr. 

The rights of both parties involve common carrier rights 
between Georgia points, and between Georgia points and points 
in South Carolina. 


ROCK ISLAND REORGANIZATION 


Allowances to be paid out of the estate of the Chicago, 
Rock Island & Pacific Railway Co. as compensation for services 
rendered and expenses incurred by the protective committee 
for the debtor’s first and refunding mortgage 4 per cent bonds 
and the debtor’s secured 4% per cent bonds, series A, for the 
period from February 1, 1941, to October 31, 1943, have been 
limited by the Commission, division 4, to a total of $56,876.90, 
in a report in Finance No. 10028, Chicago, Rock Island & 
Pacific Railway Co. Reorganization. In the same report, the 
Commission also approved maximum allowances of $3,910 for 
services of Root, Clark, Buckner & Ballantine, counsel, and 
$3,790 for other expenses of the committee after October 31, 
1943, a total of $7,700, the amount the committee requested. 

In its petition for approval of maximum allowances, the 
Commission said, the committee asked a total allowance of 
— for the period from February 1, 1941, to October 31, 
1943. 

The committee had asked for allowances of $27,448.20 for 
compensation of depositaries and $4,682.91 for expenses of the 
depositaries; accountants had asked for $675, counsel had asked 
for compensation of $21,500.and an expense allowance of 
$3,044.90 for the 33-months period after January, 1941, accord- 
ing to the report. The Commission approved, as the maximum 
allowance for counsel (Root, Clark, Buckner & Ballantine), a 
total of $18,044.90 for that period, including expenses as well 
as services. It also approved allowances of $6,025.89 for ex- 
penses of the committee, $675 for the accountants, Lybrand, 
Ross Bros. & Montgomery, and amounts for services rendered 
and expenses incurred by depositaries, as follows: Central 
Hanover Bank & Trust Co., $16,895.22; Harris Trust & Savings 
Bank, $3,833.66; City Bank Farmers Trust Co., $10,458.69, and 
Continental Illinois National Bank & Trust Co., $943.54. 


CENTRAL OF GEORGIA REORGANIZATION 


By a report and order in Finance No. 12950, Central of 
Georgia Railway Co. Reorganization, the Commission, division 4, 
has authorized William A. Spanier, Addison W. Warner, and 
W. F. Wagner to serve as a protective committee for holders 
of Mobile division 5 per cent first mortgage bonds, Macon & 
Northern division 5 per cent first mortgage bonds, and Middle 
Georgia & Atlantic division 5 per cent first mortgage bonds. 
The committee was authorized to solicit authorizations to repre- 
sent such holders, without deposit, in accordance with the 
provisions of an approved authorization form, with certain 
conditions. 


Railroad Abandonments 


Canton and Carthage 


Canton & Carthage Railroad Co., by an application in 
Finance No. 14503, has asked the Commission for permission 
to abandon freight operations by it between (a) Sand Hill and 
Koch, Miss., 1.5 miles in Rankin county, and (b) between 
Carthage and Edinburg, Miss., 14 miles, in Leake county. 

The railroad said it did’ not own the line, but was merely 
operating freight service thereover. So far as the Commission 
was concerned, it said, abandonment of such operations would 
be the same as abandonment of the line. 


A: G2 


Saying that the involved branch could not be operated 
profitably on an average of less than four carloads a month 
from one tobacco company, the Commission, division 4, by a 
report and certificate in Finance No. 14365, Atlantic Coast Line 
Railroad Co. Abandonment, has granted the Atlantic Coast Line 
permission to abandon the branch, extending from Otisca to 
Amsterdam, approximately 10.3 miles, in Decatur county, Ga. 

The report said the protestants had been willing that the 
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agency station at Amsterdam be discontinued and train service 
on the branch reduced to one or two trips a week. However, it 
pointed out that while agent’s salary, $144 a month, would be 
saved under the proposal, substantial additional savings would 


be necessary to off-set the dearth of traffic in the tributary 
territory. 


F.S. S. & R. 


By an order in Finance No. 14484, Fort Smith, Subiaco & 
Rock Island Railroad Co., the Commission, division 4, has dis- 
missed the application of the railroad, at the latter’s request. 
The proceeding involved a proposal to abandon a line of rail- 
way approximately 16 miles in length, extending from Paris 
to a point near Scranton, Ark. 


ARTICLES OF STEEL 


No. 28873, Andrews Hardware & Metal Co. vs. Calmar 
Steamship Corporation et al. The Commission, by Commis- 
sioner Splawn. Rates assailed on shipments of chairs, tool 
stands, work benches, work-bench drawers, and locker-room 
benches applicable. Rates assailed on shipments of stools, in 
so-called less-than-carload quantities, inapplicable. The ap- 
plicable rates thereon, the report said, were $1.65 prior to May 
1, 1940, and $1.73 on and after that date. Reparation, with 
interest, awarded as to the latter shipments. All of the ship- 
ments were transported by water from Philadelphia, Pa., to 
Los Angeles Harbor, Calif., in 1940 and 1941. 


COMMON BRICK 


No. 28961, Mason City Brick & Tile Co. vs. Chicago,-: Mil- 
waukee, St. Paul & Pacific Railroad Co. (Henry A. Scandrett, 
Walter J. Cummings, and George I. Haight, Trustees) et al. 
By the Commission, Commissioner Miller. Dismissed. Rates 
on common brick, in carloads, from Mason City, Ia., to Fort 
ee Neb., found not shown to have been or to be unrea- 
sonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed coptes of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 3080, Charles Louis Adley, South Gate, Calif. Cer- 
tificate granted. Continuance of operation as to general com- 
modities, with exceptions, between points in Los Angeles, Calif., 
commercial zone, on the one hand, and, on the other, points in 
Los Angeles Harbor commercial zone. ° 

*MC 42329, Sub. 4, Hayes Freight Lines, Inc., Mattoon, III., 
extension. Certificate granted. Alcoholic liquors, serving Law- 
renceburg, Ind., as an intermediate point on existing route be- 
tween Cincinnati, O., and Shoals, Ind., over U. S. highway 50. 

*MC 48569, Connecticut Motor Lines, Inc., New Haven, 
Conn., common carrier, embracing MC 48569, Sub. 1, Same, 
Extension. Certificate granted in MC 48569, and denied in MC 
48569, Sub. 1. In MC 48569, continuance in operation, general 
commodities, with exceptions, and special commodities, between 
specified points in Connecticut, Massachusetts, New Hampshire, 
New Jersey, New York, Rhode Island, and Vermont, over reg- 
ular and irregular routes. In MC 48569, Sub. 1, filed as a pre- 
cautionary measure, found that public convenience and neces- 
sity have not been shown to require that portion of the pro- 
posed operations not authorized in MC 48569. 

*MC 64501, Sub. 1, United Transportaiton Co. of Rhode 
Island, Cranston, R. |., extension. Certificate granted, on fur- 
ther hearing, and finding in prior report, 34 M. C. C. 815, modi- 
fied. Green, green-salted, and pickled hides, pelts, and skins, 
between New York, N. Y., and Jersey City, N. J., on the one 
hand and, on the other, Norwood, Somerville, Peabody, and 
Salem, Mass., over irregular routes. 

*MC 80430, Sub. 9, Gateway City Transfer Co., Inc., La- 
Crosse, Wis., extension. Certificate granted. General commod- 
ities, with exceptions, over described regular routes between 
specified points in Ia. and Wis., for operating convenience only 
in connection with presently authorized regular-route opera- 
tions. 

*MC 95740, Sub. 1, Franklin W. Streeter, Cummington, 
Hampshire county, Mass., extension. Certificate granted. For- 
est products, lumber, and Christmas trees, from points in de- 
scribed areas of Vt. and N. H., to points in western Mass. and 
Conn., over irregular routes. 

*MC 31444, Samuel Schreiber and Mrs. Harry Schreiber, 
Pittsburgh, Pa., common carrier, embracing MC 31444, Sub. 1, 
Same, Extension, and MC 31444, Sub. 2, Same, Extension. Cer- 
tificate denied in MC 31444, on further hearing, continuance in 
operation as a common carrier, on a finding that applicants had 
failed to establish that Harry Schreiber was on June 1, 1935, 

and that he and his successors in interest, continuously since 
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had been in bona fide operation. Certificate granted in MC 31444, 
Sub. 1, and MC 31444, Sub. 2, general commodities, with excep- 
tions, between described territories in Ill., Ind., O., Pa., N. Y,, 
N. J., Md., Del., and D. C., over regular. and irregular routes, 

*MC 72444, Akron-Chicago Transportation Co., Inc., Akron, 
O., common carrier. Certificate proposed, on recommendation, 
and findings in prior report, 42 M. C. C. 559, modified. Con- 
tinuance in operation, general commodities, with exceptions, be- 
tween certain points in IIl., Ind., O., Pa., and N. Y., over speci- 
fied routes, serving certain intermediate and off-route points. 

MC 104242, John S. Teeter & Sons, Inc., Gettysburg, Pa., 
common carrier. Certificate denied, on finding applicant’s oper- 
ations not to be those of a common or contract carrier. Crushed 
stone and crushed stone products, from Gettysburg and Bit- 
tinger, Pa., to points in Carroll, Frederick, and Washington 
counties, Md., over irregular routes. 


COMMISSION ORDERS 

No. 28898, Clarence Brown et al. vs. A. C. L. Petition of complain- 
ants for reconsideration denied. 

FF-110, Houston Shippers Assn., freight forwarder application. Pe- 
tition of applicant for reconsideration, or in alternative, for further 
hearing, denied. 

FF-144, Gulf Carloading Co., Inc., freight forwarder application. 
Effective date of permit and order of January 24, postponed to April 29. 

No. 28759, Alabama By-Products Corp. et al. vs. Ahnapee & West- 
ern et al. Order of Dec. 7, 1943, modified to become effective May 18 
on not less than 30 days’ notice instead of March 18. 

FF-108, Pacific Consolidators, Inc., freight forwarder application. 
Petition of Acme Fast Freight, Inc., protestant, for further hearing and 
for rulings on objections and motions, denied. 

Finance 14219, Missouri-Kansas-Texas Railroad Co. of Texas, aban- 
donment. Assigned for further hearing at a time and place to be 
designated. 

W-1, Erie & St. Lawrence Corp., contract carrier application. Ef- 
fective date of certificate and order of June 16, 1943, further postponed 
to May 15. 

W-154, Great Lakes Transit Corp., applications. Effective date of 
certificate and order of June 18, 1943, further postponed to April 15. 

MC F-2164 (supplemental), Joseph Pomprowitz, purchase, John F. 
Noble. Order of December 2, 1943, modified to approve and authorize 
transaction on revised terms and conditions, including a provision for 
reduction of purchase price to $10,000 from $15,000. 

W-773, Columbia Transportation Co., contract carrier application. 
Effective date of certificate and order of March 22, postponed to 
May 1. 

Finance 14400, Burlington-Rock Island lease. Proceeding assigned 
for further hearing at a time and place later to be designated. 

No. 28791, Rates on road aggregates within state of Georgia. Order 
of February 7, modified to become effective April 10, on not less than 
one day’s notice, instead of March 16. 

No. 28876, Corporation Commission, State of Oklahoma vs. A. T. 
& S. F. et al. Order of December 24, 1943, further modified to become 
effective June 3, on not less than 30 days’ notice, instead of May 3. 

FF-122, Carloader Corp., freight forwarder application. Effective 
date of permit and order of January 20, postponed to May 25. 


PETITIONS FOR REHEARING, ETC. 


W-814, United Boat Lines, common carrier application. River Lines 
(California Transportation Co. and Sacramento & San Joaquin River 
Lines, Inc.) protestant, ask for a review of a certain ruling of trial 
examiner in course of hearing of December 6, 1943, and for a reversal 
of such ruling. 

FF-2, Pitt & Scott, freight forwarder application. Applicant asks 
for amendment or clarification of order of Division 4. 

MC F-2358, Motor Transport Co., lease, Potashnick Local Truck 
System, Inc. Motor Transport Co. asks for authority temporarily to 
operate motor carrier properties of Potashnick Local Truck System, 
Inc. 

No. 29039, Acme Fast Freight, Inc., et al. vs. Central Package Car 
Co. et al. Complainants and National Carloading Corp., an intervenor, 
ask that complaint be dismissed. 

No, 29039 Sub. 1, Middlewest Motor Freight Bureau vs. Central 
Package Car Co. et al. Complainant asks that complaint be dismissed. 


UNCONTESTED FINANCE CASES 


Amended report and order in F. D. No. 14467, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co., Trustees Equipment-Trust Certificates, 
granting authority to assume obligation and liability in respect of not 
exceeding $7,260,000 of Chicago, Milwaukee, St. Paul & Pacific Rail- 
road equipment-trust certificates, series X, to be issued by the Con- 
tinental Illinois National Bank & Trust Co. of Chicago, as trustee, 
and to be sold at 100.0056 and accrued dividends in connection with 
the procurement of certain equipment. Approved. 

Report and certificate in F. D. No. 14466, Norfolk & Western Rail- 
way Co. Construction, authorizing construction by the Norfolk & 
Western Railway Co. of a line of railroad in Pike county, Ky., and 
Buchanan county, Va. Approved. 

Report and order in F. D. No. 14491, Chicago & North Western 
Railway Co., Trustee Notes, granting authority to issue at par not 
exceeding $1,894,500 of promissory hotes in further evidence of the 
unpaid purchase price of certain equipment acquired under a condi- 
tional sale agreement. Approved. 

Report and order in F. D. No. 14492, Atlantic & East Carolina Rail- 
way Co. Secured Note, granting authority to issue a secured note for 
$50,000 to evidence a loan for a like amount to be used for applicant's 
lawful corporate purposes. Approved. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Pullman Pooling Agreement 


Pointing out the many respects in which the agreement 
was not definite, Examiner Charles W. Berry, in a proposed 
report in No. 29040, Application for Approval under Section 
5(1) of the Interstate Commerce Act of an Agreement Between 
the Pullman Co. and the Canadian National Railway Co. et al. 
has recommended that: 


The Commission should find that the evidence does not show that 
the contract or agreement for the pooling or division of traffic, service 
and earnings is in the interest of better service to the public or of 
economy of operation, and that an order approving it is not war- 
ranted. 


The agreement, made between the Pullman Co., on the 
one hand, and the Canadian National Railway Co., Grand Trunk 
Western Railroad Co., and the Central Vermont Railway, Inc., 
on the other hand, had been filed with the Commission with a 
letter expressing uncertainty as to whether certain provisions 
came within the pooling provisions of section 5(1) of the act, 
requiring Commission approval. The letter asked an expression 
of the Commission’s views, and on being advised by the secre- 
tary of the Commission that certain provisions seemed to come 
within the provisions of that section, a hearing was held at the 
request of the Pullman Co. The Commission was asked by the 
Pullman Co. to issue an order approving the pooling or division 
provisions that came within the meaning of the section, the 
examiner said. 

After setting forth the various sections of the agreement 
providing for sieeping cars to be furnished by the Pullman Co., 
and discussing in detail the lack of clarity in the provisions, the 
report said the company’s operations under the terms of the 
agreement were conducted at a very heavy loss. Payments to 
it by the Canadian National only covered actual operating ex- 
penses and did not include anything for depreciation or any 
return on investment, it said. This was said to be due in part 
to the fact that rates in Canada were about 15 per cent lower 
than those in the United States, although the costs of operation 
were substantially the same, it said, and continued: 


The provisions of the contract clearly contemplate pooling and 
division of traffic, service and earnings, which under section 5(1) 
requires the specific approval of the Commission. Under that section, 
before the Commission is authorized to approve such an arrangement, 
it must find affirmatively that it is in the interest of better service to 
the public or of economy in operation and will not unduly restrain 
competition. We are asked to make those findings principally on a 
contract which fails to provide definitely and unambiguously for the 
division of earnings; that even insofar as it purports to provide spe- 
cifically for the establishment of regular sleeping car lines or runs 
and the division of mileage and earnings thereon is subject to change 
without notice to the Commission at the pleasure of the parties by 
mutual agreement; that fails to establish any minimum or maximum 
limitation on the obligation of the Pullman Co. to furnish cars or any 
limitation on the territory in which those cars may be operated; that 
fails to set any definite ascertainable compensation for the cars used; 
and under which it is admitted that the Pullman Co. is operating at a 
heavy loss without any compensating advantages. 


Midwest Commodity Motor Rates 


Examiner L. J. Kassel, in a proposed report in I. and S. 
M-2293, Commodity Rates in Middlewest—Cancellation of 
Routes, embracing I. and S. M-2299, Restrictions and Increases 
Between Missouri and Kansas, has recommended finding just 
and reasonable proposed increased motor common carrier, less- 
than-truckload rates on hardware and related articles between 
Kansas City, Mo., and St. Joseph, Mo., and points taking the 
same rates, in interstate or foreign commerce. 

At the same time, he recommended finding not shown just 
and reasonable increased motor common carrier rates resulting 
from proposed cancellation of commodity rates (1) between 
certain points in Kansas and Missouri, and (2) between certain 
points in Kansas, Minnesota, Missouri, and South Dakota, on 
the one hand, and, on the other, points in Iowa and Nebraska. 
He recommended vacating the suspension order as to proposed 
rate on hardware and related articles, and cancellation as to all 
other rates, and that. the proceedings be discontinued. . 

_ In the title proceeding, by schedules filed to become effec- 
tive September 9, 1943, and later, Union: Transfer Co., doing 


business as Union Freightways, and Watson Bros. Transporta- 
tion Co., Inc., parties to a tariff of Middlewest Motor Freight 
Bureau, agent, proposed to discontinue the application over their 
lines of certain less-than-truckload and truckload commodity 
rates between points in Kansas, Minnesota, Missouri, and South 
Dakota, on the one hand, and, on the other, points in Iowa and 
Nebraska. 

In I. and S. M-2299, by schedules filed to become effective 
September 14, 1943, motor common carriers parties to another 
tariff of the bureau proposed to increase the less-than-truckload 
commodity rate from 32 to 34 cents on hardware and related 
articles between Kansas City, Mo., and St. Joseph, Mo., and 
certain listed carriers, parties to the same tariff, proposed to 


‘discontinue the application over their lines of certain less-than- 


truckload and truckload commodity rates between certain points 
in Kansas and points in Missouri. On protest of the Price Ad- 
ministrator and the Director of Economic Stabilization opera- 
tion ofthe schedules in the title proceeding was suspended until 
April 9, and in I. and S. M-2299, until April 14. 

As to the 34-cent rate on hardware and related articles, 
the report said that, in reissuing a supplement the tariff agent 
had inadvertently excluded the 6 per cent increase of March, 
1942, and that, in these circumstances, it appeared just that the 
respondents should be permitted to re-establish the 34-cent rate. 

The examiner said no evidence had been adduced to justify 
proposed discontinuance, by one of the carriers, of the rates on 
certain commodities between Kansas and Missouri points, and 
that Union Freightways had canceled, and Watson Bros. pro- 
posed to discontinue the schedules insofar as they would restrict 
the application of the commodity rates over their lines, with one 
exception. ‘i 

There remained, he said, the commodity rates that Watson 
Bros. proposed to discontinue over its lines on single-line or 
joint-line movements. In general, said he, Watson Bros. con- 
tended that the rates it would discontinue were not, in relation 
to its submitted costs, reasonably compensatory. Very little evi- 
dence had been presented in respect of the revenues received 
by Watson Bros., said the examiner, and that no evidence had 
been adduced to show that the resulting higher rates were just 
and reasonable. 


Motor Rate Restrictions 


“Disregarding the improprieties inherent in class-rate 
stops generally, the proposed rates may not be approved even 
as a temporary measure,” said Examiner L. J. Kassell, in a 
proposed report in I. and S. M-2260, Rate Restrictions in Cen- 
tral and Western States. 

He recommended finding not shown just and reasonable 
proposed increased motor common-carrier joint class rates be- 
tween points in western trunk-line territory, and between points 
in central territory, on the one hand, and, on the other, points 
in western trunk-line territory, and that the proceeding be 
discontinued and the proposed schedules order cancelled. 


By schedules filed to become effective July 3, 1943, the 
motor common carriers participating in certain tariffs of West- 
ern Trunk Line Motor Common Carriers Bureau, agent; and 
other agents, proposed (1) to cancel certain joint class rates 
and apply increased combination class rates generally in west- 
ern trunk-line territory on traffic interchanged with Riss & 
Co., Inc.; (2) to establish an increased class-rate stop of 37.5 
per cent of first class for application generally between points 
in Wisconsin, on the one hand, and western-trunk line territory, 
on the other; and (3) to establish increased class-rate stops 
and combination class rates between points in western trunk- 
line territory, and between points in central and western trunk- 
line territories on traffic interchanged with the Brady Transfer 
& Storage Co. On protests of the Price Administrator and the 
Director of Economic Stabilization, operation of the schedules 
was suspended until February 3, and, with exceptions, indef- 
initely postponed by the respondents. 

Brady Transfer, said the examiner, was the only respond- 
ent that adduced evidence. In comment on the general use of 
class rates by motor carriers, the examiner said: 


The motor common carriers, for the most part, adopted the rail 
plan of class rates and classifications of property. A primary difference 
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between them is that the motor carrier class rates and ratings gen- 
erally are not as low as those of the rail lines. Motor carrier tariffs 
frequently make inapplicable the lower class rates contained therein, 
particularly for the longer distances and on multiple line movements, 
and provide certain class rates as minima. These minimum class rates 
or class rate stops are the lowest basis of rates at which the motor 
carriers believe they can afford to transport property. The affected 
tariff contains class rates as low as 24.5 per cent of first class, but 
because the ‘‘west’’ ratings in the governing freight classification gen- 
erally are not lower than 37.5 per cent of first class and because Brady 
generally does not maintain classification exceptions ratings lower than 
35 per cent of first class on joint line traffic, it appears that the pro- 
posed minimum class rates, which are hereinafter described, would 
be increased from 35 per cent of first class rather than from 24.5 
per cent of first class. 


After discussing in some detail the effect of the proposals 
as related to Brady operations, the examiner pointed out that 
the proposal respecting the class rates between Chicago, and 
points in Iowa and Nebraska on Brady’s lines, was designed 
to stop connecting lines from compelling Brady to participate 
in circuitous routes. Some connecting lines, he said, serving 
Chicago and Iowa points found it more profitable to deliver the 
traffic to Brady at Sioux City, Ia., for transportation to points 
in Iowa that they served, notwithstanding the fact that the 
route through Sioux City was extremely circuitous. 


To avoid the use of unduly circuitous routes, he said, motor 


carriers operating over regular routes should include in their 
tariffs descriptions of routes over which their rates applied; 
and that motor carriers operating over irregular routes should 
include provisions limiting circuity to a reasonable distance in 
excess of the short highway distance. 

The principal purposes of the proposed increased rates was 
to obtain additional revenues because of increased costs, the 
examiner said, but pointed out that no evidence was presented 
to show the relative difference, if any, in the costs of handling 
multiple-line hauls and single-line hauls, and that there had 
been no showing that Brady’s operating costs had increased only 
in the transportation of particular classes of traffic. 


Forwarder Stock Ownership 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders has issued a proposed report in Ex Parte No. 155, 
Ownership of Stock in Freight Forwarders, containing informa- 
tion and recommendations based on sworn returns by sixteen 
out of seventeen respondents to questionnaires sent to them 
pursuant to an order issued by the Commission, division 4, after 
institution of the investigation by it (see Traffic World, May 29, 
1943, p. 1271). The bureau recommended a finding that nine of 
the respondents were in violation of section 411(c) of the act 
and that, therefore, they should be ordered to resign from the 
present positions as officers or directors of motor carriers or 
dispose of their interest in freight forwarders. 

The purpose of the inquiry was to determine whether any 
or all of the respondents—stockholders of freight forwarders 
and officers, directors, or owners of motor common carriers— 
were violating the provisions of section 411(c). That section 
makes it unlawful for any director, officer, employe or agent 
of any common carrier by rail, motor or water “or any person 
controlling, controlled by, or under common control with” such 
a common carrier to own, lease, control or hold stock in any 
freight forwarder, directly or indirectly. The water carrier- 
forwarder bureau cited in its report the provisions of section 
411(g) of the act, in effect making it lawful for any common 
carrier by rail, motor or water, or any person controlling such 
carrier, to have or to acquire control of a freight forwarder or 
freight forwarders. The bureau made the following comment 
on those provisions: 


It is clear that if a director, officer, employe, or agent of a com- 
mon carrier subject to parts I, II, or III of the act does not control the 
company of which he is a director, officer, employe or agent, he may 
not have a personal pecuniary interest in a freight forwarder. On the 
other hand, if a director, officer, employe, or agent controls a common 
carrier subject to parts I, II, or III of the act, he may control a freight 
forwarder without being in violation of section 411(c). Such a con- 
trolling director, officer, employe, or agent may not, however, own a 
minority interest in a freight forwarder without being in violation of 
section 411(c). 


With respect to the nine respondents whose stock owner- 
ship status the bureau said the Commission should find to be 
in violation of section 411(c), the proposed report contained the 
following recommended findings: 


1. That H. F. Snure is president and sole stockholder of the Amer- 
ican Carloading Corporation, a common carrier subject to part II of 
the act, owns in his own right 1,300 shares, and jointly with his wife 
100 shares, of the capital stock of the United States Freight Co., which, 
in turn, owns all of the capital stock, except director’s qualifying 
shares, of Universal Carloading & Distributing Co., Inc., a freight for- 
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warder subject to the act, and does not control said United States 
Freight Co. 

2. That F. G. Dorsey is an officer of the Union Transfer & Storage 
Co., a common carrier subject to part II of the act, owns 16% shares 
of the stock of Lone Star Package Car Co., Inc., a freight forwarder 
subject to the act, and does not control the last-named company. 

3. That James Gallagher, Jr., is an officer of James Gallagher 
Incorporated, a common carrier subject to part II of the act, does not 
control that company, and as an individual is engaged in the perform- 
ance of a freight forwarder service subject to part IV of the act under 
the trade name and style of Gallagher Carloading Co. 

4. That Harold L. Raymond is an officer of Raymond Brothers 
Motor Transportation, Inc., a common carrier subject to part II of the 
act, does not control that company, and as an individual is engaged in 
the performance of a freight forwarder service . . under the trade 
name and style of Midwest Dairy Despatch. 

5. That L. M. Glendenning is an officer of Glendenning Motorways, 
Ine., a common carrier subject to part II, does not control that com- 
pany, and as an individual is engaged in the performance of freight 
forwarder service . . . under the trade name and style of Glendenning 
Forwarding Co. 

6. That J. L. Robinson is an officer of the North East Texas Motor 
Lines, Inc., a common carrier subject to part II, and holds as trustee 


16% shares, a minority interest. in the Lone Star Package Car Co., 
(ae 


VA That Charles J. Noeding is an officer of Charles Noeding Truck- 
ing Co., Inc., a common carrier subject to part II, and owns stock in, 


but does not control, the Knickerbocker Despatch, Inc., a freight 
forwarder, . . 


8. That George M. Williams is a director of Milwaukee Truck 
Srevice, Inc., a common carrier subject to part II, and owns 199 shares 
of the 400 shares of the capital stock issued by the Central Freight 
Forwarding Co. ... but does not control this last-named company. 

9. That Wilbur C. Bacon is president and director of Milwaukee 
Truck Service, Inc. . . . owns 199 of the 400 shares of capital stock 
issued by the Central Freight Forwarding Co. . . . and does not con- 
trol this last-named company. 


The bureau proposed that the Commission by an order re- 
quire those nine respondents to resign their positions as officers 
or directors of motor common carriers or dispose of their stock 
in the named freight forwarders ‘within 90 days after the serv- 
ice of said order.” 

Other respondents named in the proposed report were: 
R. E. Shutt, identified as an officer of, and owner of 45 per cent 
of the stock of, Oil Field Service, Inc., a motor common carrier, 
formerly engaged in freight forwarder operations; C. A. Bacon, 
an officer and director of Milwaukee Truck Service, Inc., and 
owner of director’s qualifying shares in Central Freight For- 
warding Co.; J. C. Netzer, and J. P. Tarry, individual motor 
common carriers, as to whom the bureau said that the provi- 
sions of section 411(c) should not apply because they were not 
associated with corporate common carriers; E. D. Balcom and 
G. K. Weatherred, officers of common carriers and one-time 
owners of stock in Lone Star Package Car Co.; N. S. von Phul, 
president of Scobey Fireproof Storage Co. and former holder, 
as a trustee, of stock of Lone Star Package Car Co.; W. W. 
Callan and Dorothy P. Callan, officers of Central Package Car 
Co. and officers and stockholders of Central Freight Lines, Inc., 
a motor common carrier. 

The bureau said the Commission should issue no further 
order against these nine respondents, for reasons shown in each 
instance, but that the proceeding should remain open “so that 
an investigation may be made promptly and the necessary order 
issued if the Commission’s attention is called to any other in- 
stance where a director, officer, employe, or agent of a common 
carrier subject to parts I, II, or III of the act holds in his own 
name stock in a freight forwarder subject to part IV of the act.” 








ADEQUATE SERVICE 


MC C-374, Aero Mayflower Transit Co. et al. vs. William 
Schafer & Son, Inc. By Examiner Paul Coyle. Defendant 
found not to be rendering reasonably continuous and adequate 
service under its certificate of public convenience and necessity. 
Recommends defendant be ordered to institute reasonably con- 
tinuous and adequate service on penalty of a revocation of its 
certificate. The report said defendant’s certificate in MC 74651 
authorized it to transport household goods as a common carrier 
between points in Essex, Hudson, Union, Passaic, and Bergen 
counties, N. J., on the one hand, and, on the other, points in 
New York, Rhode Island, Connecticut, Massachusetts, Mary- 
land, Delaware, Virginia, and the District of Columbia. It said 
that at a hearing MC-FC-16717, involving an application for 
approval of a transfer of defendant’s operating rights to Fed- 
eral Storage Warehouses, Inc., defendant’s secretary-treasurer 
had testified that from the date its certificate was issued, Feb- 
ruary 13, 1942, to the date of the hearing, October 16, 1942, 
defendant had not moved any shipment in interstate commerce 
and had not advertised for interstate business; that it had in 
fact refused shipments offered. The testimony at the finance 
hearing, and at the hearing in the complaint case, said the 
report, showed conclusively that there had never been a bona 





Marel 


fide 0] 
it was 


z: 
Exam 
fares 
Madil 
Oklau 
tween 
sonab! 
sched 
effecti 
Hugo, 
fares | 
one-W: 
David: 
were | 
ing, a 
makin 
that i 
came | 


Ir 
Freigt 
Water 
the C 
York, 
interst 

Tp 
forwa: 
port, f 
Florid 
remail 
pende: 

T 


porter 
the ax 
shipm: 
agent 
the p1 
sion b 
bureai 
busine 
York, 
freigh 


B 
Co., Ii 
riers ; 
missic 
comm 
eral t 
below 
below 
its co) 

i 
the p1 
towin; 
subjec 
ties su 
ucts, 9 
new \ 
shoulc 
towin; 
port s 


(Ri 
of 20 
becon 
peric 
the ¢ 
in w 
with 


Px 
zenbey 
Mahar 
Over j 

M 
portat 
Ing, P; 
Spring 


LD 


lates 


rage 
lares 
irder 


her 
$ not 
‘orm- 
inder 


thers 
f the 
ed in 
trade 


ways, 

com- 
eight 
nning 


Motor 
“ustee 
Y Coe 


*ruck- 
ck in, 
reight 


Truck 
shares 
reight 
y. 
7aukee 
stock 
t con- 


er re- 
fficers 
stock 
serv- 


were: 
r cent 
arrier, 
3acon, 
., and 
t For- 
motor 
provi- 
re not 
m and 
e-time 
1 Phul, 
holder, 
WwW. W. 
pe Car 
s, Inc., 


further 
in each 
so that 
y order 
her in- 
ommon 
1is own 
1e act.” 


Nilliam 
fendant 
lequate 
cessity. 
‘ly con- 
n of its 
C 74651 
carrier 
Bergen 
oints in 
, Mary- 
It said 
tion for 
to Fed- 
reasurer 
2d, Feb- 
6, 1942, 
ymmerce 
- had in 
finance 
said the 
1 a bona 


March 18, 1944 


fide operation pursuant to the authority in the certificate, since 
it was issued. 


BUS FARES 


I. and S. M-2338, Jordan Bus Co.—Increased Rates. By 
Examiner Allan F. Borroughs. Proposed increased passenger 
fares between Denison, Tex., and Woodville, Kingston, and 
Madill, Okla., and between Frederick and Davidson, Okla., and 
Oklaunion and Vernon, Tex., and reduced passenger fares be- 
tween Frederick and Davidson, not shown to be just and rea- 
sonable. Recommends discontinuance, and that the. suspended 
schedules be ordered cancelled. By schedules filed to become 
effective December 1, 1943, respondent, Jordan Bus Co., of 
Hugo, Okla., proposed to increase one-way adult passenger 
fares 5 cents between the aforementioned points, and to reduce 
one-way adult passenger fares 5 cents between Frederick and 
Davidson. On protest of the Price Administrator the schedules 
were suspended until July 1. The report said that, at the hear- 
ing, a representative of the respondent had testified that it was 
making a reasonable profit on the rates presently effective and 
that it made no difference to it whether the proposed rates be- 
came effective. 


HUDSON SHIPPING FORWARDER RIGHTS 


In a proposed report in FF-6, Hudson Shipping Co. Inc. 
Freight Forwarder Application, the Commission’s Bureau of 
Water Carriers and Freight Forwarders has. recommended that 
the Commission find that Hudson Shipping Co., Inc., of New 
York, N. Y., is a freight forwarder subject to part IV of the 
interstate commerce act. | 

The bureau recommended that a permit be issued covering 
forwarding of commodities generally, when consigned for ex- 
port, from points in New York to points in Alabama, California, 
Florida, and Louisiana. Such authority, said the bureau, should 
remain in force until December 31, 1945, unless sooner sus- 
pended, modified, or set aside by the Commission. 

The report said that prior to the present emergency ex- 
porters of freight at inland points consigned their shipments to 
the applicant at New York, where it consolidated the various 
shipments on proper vessels. It had acted in the capacity of 
agent for the shipper, charged a fee for its services including 
the preparation of export documents, and was paid a commis- 
sion by the steamship company. Since early in 1942, said the 
bureau, the applicant had been engaged in the freight forwarder 
business, and that when the present situation changed at New 
York, it desired to resume its normal activities of receiving 
freight at that port and arranging for export therefrom. 


SAND COMPANY WATER RIGHTS 


By a proposed report in W-534, Cumberland River Sand 
Co., Inc., Application, the Commission’s Bureau of Water Car- 
riers and Freight Forwarders has recommended that the Com- 
mission find the applicant entitled to continue in operation as a 
common carrier by towing vessels in the performance of gen- 
eral towage between ports and points on the Cumberland River 
below and including Nashville, Tenn., and the Green River 
below and including Spottsville, Ky., and the Ohio River below 
its confluence with the Green River. 

The report said the applicant’s principal business had been 
the production of sand and gravel, but that in 1939 it began a 
towing service performed for shippers and for other carriers 
Subject to the act. In its service to shippers, it said, commodi- 
ties such as sulphate of ammonia, corn, petroleum and its prod- 
ucts, wire, steel, hardware, empty barges, derrick barges, and 
new vessels from shipyards had been towed. The Commission 
Should conclude that the applicant was a common carrier by 


towing vessels in the performance of general towage, the re- 
port said. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
“he order has been stayed or postponed by the Commission. State 
™ which applicant has home office is shown in “biack face’ type, 
with name of town or city following.) 


_Pennsylvania (Wescoesville)—-MC 1781, Sub. 3, A. R. Lit- 
zenoerger, extension. Certificate proposed. Coal, from points in 
Mahanoy Township, Pa., to points in Somerset county, N. J., 
over irregular routes. 

Massachusetts (Allston)—-MC 30398, Sub. 2, Eastern Trans- 
portation Co., extension. Certificate proposed on further hear- 
Ing. Prior report decided April 29, 1942. New furniture, between 
Springfield, Mass., on the one hand, and, on the other, points in 
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a eee area of Conn., and points in N. J., over irregular 
routes. 

linois (Chicago)—-MC 70203, Sub. 15, Interstate Dispatch, 
Inc., extension. Certificate proposed. General commodities, be- 
tween junction of Ind. highways 29 and 46 (at Greensburg, 
Ind.), and junction Ind. highway 46 and U. S. highway 52, over 
Ind. highway 46, serving no intermediate points, said route 
being an alternate route in connection with presently authorized 
operations between Indianapolis, Ind., and Cincinnati, O. 

Kentucky (Greensburg)—-MC 76436, Sub. 3, James A. 
Skaggs, extension. Certificate proposed. General commodities, 
with exceptions, between Lebanon, and Columbia, Ky., over Ky. 
highway 55; between Campbellsville and Greensburg, Ky., over 
Ky. highway 70, serving all intermediate and off-route points 
within three miles of said routes, and the off-route point of 
Wolf Creek Dam, Ky., subject to restriction that no traffic be 
handled from or to Louisville, Ky., or the Louisville Gateway, 
except said restriction shall not apply to Wolf Creek Dam and 
the intermediate and off-route points between Campbellsville 
and Greensburg. 

New York (Monroe)—MC 104799, Edward B. Garrison, 
common carrier. Certificate proposed. Household goods, between 
points within 12 airline miles of the U. S. postoffice at Monroe, 
N. Y., exclusive of points in the corporate areas of Middletown 
and Newburgh, N. Y., on the one hand, and, on the other, all 
points in Conn., D. C., Mass., N. J., Pa., and R. I., over irregular 
routes, traversing Del. and Md. for operating convenience only. 

Virginia (Bristol) —-MC 4782, Sub. 1, Smith’s Transfer, ex- 
tension. Certificate proposed. Household goods, between Bristol, 
Va., and points in Va. and Tenn. within 10 miles of Bristol, on 
—— hand, and, on the other, points in D. C., over irregular 
routes. 

Kentucky (Pineville)—-MC 23348, Sub. 1, Delaware Powder 
Co., Inc., extension. Permit proposed. Explosives and blasting 
supplies, between Hazard, Ky., and points within 10 miles there- 
of, on the one hand, and, on the other, Nemours, W. Va., over 
irregular routes, traversing Va. for operating convenience only. 

Ontario, Canada (Toronto)—-MC 59355, Martin Transports 
Limited, common carrier. Certificate denied, beyond the scope 
of the authority granted May 9, 1941. Continuance in operation, 
general commodities, between ports of entry on the boundary 
of the United States and Canada at Buffalo, N. Y., Niagara 
Falls, N. Y., and Detroit, Mich., to points in N. Y., and points 
in Mich. located not more than eight miles from the corporate 
limits of Detroit, over irregular routes. 

INMinois (Taylorville)—-MC 104781, Sub. 1, Chas. E. DeHart, 
common carrier. Certificate proposed. Acetylene, in cylinders, 
and empty acetylene cylinders, between all places in Christian 
and Sangamon counties, Ill., on the one hand, and, on the 
other, St. Louis, Mo., over irregular routes. 

Texas (Houston)—-MC 30319, Sub. 13, Southern Pacific 
Transport Co., Extension. Certificate proposed. General com- 
modities, with exceptions, between Rosenberg and Beeville, 
Tex., over U. S. highway 59, serving all intermediate points, 
subject to conditions that service performed be limited to that 
auxiliary to or supplemental of rail service of the Texas & 
New Orleans; applicant not to serve any point not a station 
on the rail line of the railroad; shipments limited to those it 
receives from or delivers to the railroad under a through bill 
of lading or express receipt covering a prior or subsequent 
movement by rail or water. 


Winois (Springfield)—-MC 15317, Sub. 3, Illinois Transit 
Lines, Inc., extension. Certificate proposed. Passengers and 
their baggage, and newspapers in the same vehicle with pas- 
sengers, between Taylorville, Il., and Mattoon, Ill., over a 
specified route, serving all intermediate points. 

Ilinois (Litchfield)—-MC 43246, Sub. 4, Buske Lines, Inc., 
extension. Denial of permit proposed. Canned vegetables and 
fruits, and canned vegetable and fruit juices or extracts, in 
barrels, boxes or crates, in truckloads, from points in Ind., and 
Wis., and those in Mo., except St. Louis, to Litchfield, Ill., over 
irregular routes. 

Indiana (Hammond)—MC 101474, Sub. 5, Red Top Truck- 
ing, Inc., extension. Certificate proposed. Asphalt and road 
building, excavating, grading and underground construction 
machinery and supplies, materials and equipment, used in road 
building, excavating and grading and underground construc- 
tion, between points in Ind., on the one hand, and, on the other, 
points in O. and Mich., over irregular routes. 

New Jersey (Trenton)—-MC 104759, John M. Repko, com- 
mon carrier. Denial of certificate proposed. Household goods, 
between Trenton, N. J., and points within 15 miles thereof, on 
the one hand, and, on the other, points within New York, N. Y., 
and points within a radius of 75 miles thereof, and Philadelphia, 
Pa., and points within a radius of 100 miles of that point, over 
irregular routes. 

New York (Brooklyn)—MC 104797, Irving Walder, Solo- 
mon Steinbrecker, and Irving Marks, common carrier. Denial 
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of certificate proposed, for want of prosecution. Passengers and 
their baggage, between New York, N. Y., and points in Ulster 
and Sullivan counties, N. Y., over irre routes. 

Kentucky (Campbellsville)—MC 20, Sub. 3, McKinley- 
Nance Transfer Co., Inc., extension. Certificate proposed. Gen- 
eral commodities, with exceptions, between Campbellsville and 
Columbia, Ky., over a specified route} serving all intermediate 
and off-route points within three miles of said route, and the 
off-route point of Wolf Creek Dam, Ky., subject to restriction 
that no traffic be handled from or to Louisville, Ky., or through 
the Louisville Gateway to and from any point except the inter- 
mediate and off-route points between Greensburg and Camp- 
belisville, Ky., and Wolf Creek Dam, Ky. 

lowa (Ottumwa) — MC 52407, Robert Young, Signa A. 
Young, Administratrix, contract carrier. Permit proposed, on 
further hearing. Continuance in operation, special commodities, 
between Ottumwa, Ia., and certain points in Ill., and a defined 
territory in Mo. 

New York (Loch Sheldrake)—-MC 104382, Morris Green- 
berg, common carrier. Certificate proposed. Seasonal opera- 
tion, passengers and their baggage, in non-scheduled, door-to- 
door service, limited to the transportation of not more than 
six passengers in any one vehicle, between New York, N. Y., 
on the one hand, and, on the other, points in the town of Falls- 
a Sullivan county, N. Y., over irregular routes through 


MOTOR FINANCE CASES 

MC F-2448, J. F. Rimbolt, Jr., and J. E. Hayes—Purchase—Wm. 
Courtney Smith. Application for authority under section 210a(b) of 
J. F. Rimbolt, Jr., and J. E. Hayes, doing business as W. R. Smith 
Transfer, of Houston, Tex., for temporary operation of motor carrier 
rights and properties of Wm. Courtney Smith, doing business as W. R. 
Smith Transfer, also of Houston, granted with conditions. 

MC F-2290, Matthew Leo McKeone—Purchase—Clayton A. Ratledge. 
Purchase by Matthew Leo McKeone, doing business as Red Ball Trans- 
fer Co., of Omaha, Neb., of the operating rights of Clayton A. Ratledge, 
doing business as Ratledge Cartage Co., of Chicago, Ill... approved 
and authorized subject to condition. 


FINANCE APPLICATIONS 


Finance No. 14500, Seaboard Railway Co. asks authority to issue 
certain securities, and to assume obligation and liability in respect of 
certain securities of others, under the terms of the plan of reorganiza- 
tion of Seaboard Air Line Railway Co. and certain of its affiliated 
companies. 

Finance No. 14501, Seaboard Railway Co. asks authority to acquire 
or lease, under the terms and to the extent contemplated by the plan 
of reorganization of Seaboard Air Line Railway Co. and certain of its 
affiliated companies, the properties of certain carriers, to acquire track- 
age rights over, or joint use of, the properties of certain carriers, and 
to acquire sole control of, or joint control of, certain carriers. 

MC F-2468, W. D. Bradley and Gene Whitehead, of San Angelo, 
Tex., ask authority to acquire all of the common capital stock of 
Merchants Fast Motor Lines, of Fort Worth, Tex. 

Finance No. 14502, Canton & Carthage Railroad Co. asks authority 
to issue a promissory note and deed of trust securing same, in the 
amount of $234,278.65, to cover and extend outstanding note and deed 
of trust, payable to Pearl River Valley Lumber Co. and now owned and 
held by Denkmann Lumber Co. The note is to be dated January 1, 
1944, due five years from date, and to bear interest at 6 per cent, 
payable annually. 

MC F-2469, Roy Stone Transfer Corporation, Roy C. Stone and 
Leonard C. Carter, of Martinsville, Va., ask authority to purchase 
certain operating rights of Abram Jerome Novick, doing business as 
Novick Transfer Co. and H. J. Turner Trucking Corporation, of Win- 
chester and Martinsville, Va., respectively. 

MC F-2470, Great Lakes Greyhound Lines, Inc., of Detroit, Mich., 
asks authority to purchase certain operating rights and motor bus 
equipment of Balcer Bros. Motor Coach Co., of Bay City, Mich. 

MC F-2471, Bowen Motor Coaches, of Ft. Worth, Tex., asks author- 
ity to purchase certain operating rights of L. H. Wheeler, dba Stam- 
ford Bus Line, also of Ft. Worth. 

Finance No. 14505, Guy A. Thompson, trustee, Missouri Pacific 
Railroad Co., asks authority, in a consolidated application, to construct 
and operate a track approximately one mile long, beginning at a point 
approximately one-half mile east of Barrett station on the railroad’s 
main line and extending to a connection with the main line about one- 
half mile west of Barrett station, in St. Louis county, Mo., and to 
abandon the present line between those points, in connection with 
relocation of Barrett depot. 

Finance No. 13487, Supplemental, Baltimore & Ohio Railroad Co. 
asks authority for modification of a trackage arrangement pursuant to 
which it operates over the private line of railroad of the Cherry River 
Boom & Lumber Co., in Webster, Randolph and Pocahontas counties, 
W. Va. The applicant said it desired modification of the existing 
agreements so as to permit handling of traffic to and from points on 
the railroad of the lumber company via a new extension between 
Cowen and Donaldson, authority to construction which was asked in 
Finance No. 14329. 

MC F-2472, Detroit & Canada Tunnel Corporation, of Detroit, Mich., 
asks authority to issue $1,650,000 first mortgage 3% per cent refunding 
bonds for the purpose of refunding presently outstanding first mort- 
gage 5 per cent bonds. 

MC F-2473, Santini Bros., Inc., of New York, N. Y., ask authority 


TRAFFIC WORLD 


to purchase certain operating rights of Vanderhoff-Lafayette Ware. 
houses, Inc., of Newark, N. J. 

FF-103 R. E. Shutt, doing business as Service Carloading Co., of 
Dallas, Tex., and A. C. Shutt, dba Service Carloading Co., also of 
Dallas, ask authority for R. E. Shutt to transfer to A. C. Shutt the 
former’s operating rights as a freight forwarder. 

Finance No. 2693, Supplemental, Illinois Central Railroad Co. asks 
authority to amend the lease under which it operates the railroad and 
property of the Chicago, Memphis & Gulf Railroad Co., effective as of 
January 1, 1943, to provide for increased rental equivalent to the 
amount of depreciation on certain properties plus the amount of re. 


tirements on depreciable and non-depreciable property, as described in 
the amendment. 


Finance No. 2777, Supplemental, Illinois Central Railroad Co. asks 
authority to enter into a new lease, to supersede the agreement now 
in effect, under which it operates the lines of railroad and property of 
the Southern Illinois & Kentucky Railroad Co., to provide for the pay. 
ments of amounts equivalent to the amount of depreciation on certain 
properties plus the amount of retirements on depreciable and non- 
depreciable property, as described in the lease. 

Finance No. 14507, Illinois Central Railroad Co., asks authority to 
amend the lease of the railroad and property of Chicago, St. Louis & 
New Orleans Railroad Co., to provide for increased rental equivalent 
to the amount of depreciation on certain properties, plus the amount of 
retirements on depreciable and non-depreciable property, as described 
in the amendment. 

Finance No. 14508, Illinois Central Railroad Co. asks authority to 
modify the lease of the lines of railroad and property of the Dubuque 
& Sioux City Railroad Co., to provide for increased rental equivalent 
to the amount of depreciation on certain properties plus the amount 
of retirements on depreciable and non-depreciable property, as de 
scribed in the amendment. 

Finance No. 14509, Yazoo & Mississippi Valley Railroad Co. asks 
authority to modify its lease of the line of railroad and property of the 
Baton Rouge, Hammond & Eastern Railroad Co., providing for the 
payment of amounts equivalent to the amount of depreciation on cer- 
tain properties plus the, amount of retirementas on depreciable and 
non-depreciable property, as described in the lease. 

MC F-2474, Durham-Dunn Bus Co., of Fuquay Springs, N. C., asks 


authority to lease certain operating rights of Queen City Coach Co., 
of Charlotte, N. C. 


MID-WEST IRON-STEEL RATES 


Hearing before Examiner J. P. McGrath at Chicago in 
I. and S. iron and steel to Ia., Minn., Mich., and Wis., and 
several related complaint cases, was adjourned March 10 to 
May 17, at which time the railroads will introduce the major 
portion of their testimony (see Traffic World, March 11, p. 647). 

L. S. Hamilton, assistant general freight agent, Milwaukee 
Road, Chicago, the only railroad witness at the present hearing, 
testifying briefly May 17, said that, with the exception of the 
present low commodity rates on iron and steel articles moving 
from Chicago, St. Louis, Peoria, Ill., and related Illinois and 
Indiana points, to Duluth, Minn., the Twin Cities, and related 
points in the four destination states, higher column rates on 
such shipments were applicable in Western Trunk Line terti- 
tory. He said the railroads’ proposal to cancel the commodity 
rates would therefore place all shippers in the area on an 
equal basis. The railroads sought the adjournment in order to 
prepare testimony and exhibits in the complaint cases, which 
were filed recently by groups at Omaha, Duluth, the Twin 
Cities, Sioux City, Ia., and Sioux Falls, S. D. It is also be- 
lieved that additional hearing will be necessary in order to hear 
testimony in a complaint case brought against the railroads by 
the Nebraska Railway Commission. The complaint had been 
filed but had not yet received a docket number and had not 
yet been consolidated with the other cases when the hearing 
adjourned. 


At the final sessions, representatives of the Continental 
Steel Corporation, which has plants at Kokomo and Indianap- 
olis, Ind.; the Carneige-Illinois Steel Company and Inland Steel 
Company, both with plants in the Chicago district, and the 
Chicago Association of Commerce testified in opposition to the 
railroads’ proposal to cancel the commodity rates. It was the 
position of Continental that the railroads should rather reduc¢ 
their rates throughout the territory to the level of the com 
modity rates. The other witnesses took the position that th¢ 
present rates to the Twin Cities and Duluth were just and 
reasonable, and that, if the proposal became effective, the 
would ship to those points by barge and lake vessels. 


FOSS LAUNCH TEMPORARY AUTHORITY 


The Commission, division 4, by an order in W-587, Foss 
Launch & Tug Co. Temporary Authority Application—Rich- 
mond Beach, has dismissed the application. The order sald 
there was now no immediate and urgent need for the service 
involved—car ferry service between Richmond Beach, Wash. 
on the one hand, and, on the other, various points on Pugé 
Sound and that the applicant did not wish to prosecute thé 
application. 
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March 18, 1944 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2376 the Commission has suspended from 
March 10 until October 10 the operation of certain schedules 
published in supplements Nos. 91 and 93 to joint tariff MF- 
I. C. C. No. 58, and supplement No. 8 to joint tariff MF-I. C. C. 
No. 67, issued by Central and Southern Motor Freight Tariff 
Association, Agent, Louisville, Ky. The suspended schedules 
propose to restrict rates on traffic rated lower than fifth class, 
from points in Illinois and central territories to points in south- 
ern territory, so they will not apply over Gordon’s Transpo 
Inc. 

In I. and S. M-2377 the Commission has suspended f 
March 10 until October 10 the operation of certain schedule 
published on first revised pages 35 and 38 to tariff MF-I. C. C. 
No. A-2 (T. A. L. Loretz series) of Charles H. Shannon, Agent, 
Los Angeles, Calif. The suspended schedules propose to in- 
crease charges by revising rules governing shipments of light 
and bulky articles and the distribution of pool shipments. 

In I. and S. M-2378, the Commission has suspended from 
March 11 until October 11 the operation of all schedules pub- 
lished in supplement No. 5 to tariff MF-I. C. C. No.3 of Mor- 
gan Drive-Away, Inc., Elkhart, Ind. The suspended schedules 
propose to increase rates for the transportation of portable 
bungalows between all points in the United States (see Traffic 


In I. and S. M-2379 the Commission has suspended from 
March 13 until October 13 the operation of certain schedules 
published in tariff MF-I. C. C. No. 27 of Bernard Baron, Inc., 
Newark, N. J. On paper and paper products, the suspended 
schedules propose to cancel commodity rates between Newark 
and approximately 200 northern New Jersey points, and to 
establish increased rates between Newark, N. J., and various 
sections of New York City, N. Y., and new commodity rates 
between Harrison and South Kearney, N. J., and the same New 
York points. ; 

In I. and S. No. 5289, the Commission has suspended from 
March 15 until October 15 the operation of certain schedules 
as published in supplement No. 39 to Agent B. T. Jones’ tariff 
I. C. C. No. 3490. The suspended schedules propose to increase 
the rates on pop corn, mill feed, and flax plant by-product feed, 
in carloads, from, St. Louis, Mo., and the Ohio River crossings 
to destinations on the Southern Railway in Virginia. 

The following rates on pop corn, carloads, are illustrative: 


Rates in cents per 100 pounds from Cincinnati, Ohio, to Monroe, 
Present, 25c; proposed, 37c. 


Va.: 


From Cincinnati, O., to Monroe, Va., present rate 25 cents a 
100 pounds; proposed rate, 37 cents. 

In I. and S. No. 5291, the Commission has suspended f 
March 15 until October 15 the operation of schedules 
lished in Detroit and Cleveland Navigation Co.’s tariff I. Cs 
No. 148. The suspended schedules propose to increase the roun 
trip passenger fares between Detroit, Mich., and Cleveland, O., 
and between Detroit and Buffalo, N. Y. 


In I, and S. M-2380, the Commission has suspended from 
March 15 until October 15 the operation of certain schedule 
published in supplement No. 19 to tariff MF-I. C. C. No. 28 o 
Middlewest Motor Freight Bureau, Kansas City, Mo. The sus- ' 
pended schedules propose to cancel rates on paints and mate- 
rials, minima 5,000 and 12,000 pounds, from Chicago, IIl., to 
Omaha, Neb., and Sioux City, Ia., and in lieu thereof to apply\ 
higher class rates. r 


In I. and S. M-2381, the Commission has suspended from@ 
March 15 until October 15 the operation of certain schedules 
as published in various revised pages to tariff MF-I. C. C. No. 
8 of Pacific Inland Tariff Bureau, Inc., Agent, Portland, Ore. 
The suspended schedules propose to cancel joint class rates 
between Portland, Ore., Vancouver, Wash., and ten points in 
Washington; also to cancel joint any-quantity commodity rates 
on cotton gloves from McMinnville, Ore., to nine points in 
western Washington, and in lieu thereof, to apply combination 








rates resulting in increases or no changes. ; 

In I. and S. No. 5290, Terminal Charges on Ammunition 
at Southern Ports, the Commission, division 2, has suspended 
from March 15 until October 15 the operation of certain 
schedules as published in supplements Nos. 35, 36, and 37 to 
Agent Jos. Hattendorf’s tariff I. C. C. No. 70. 

The Commission said the suspended schedules proposed 
to restrict the import rates on ammunition and explosives 
from southern ports to destinations in central, Illinois and 
western trunk-line territories so as not to include the charges 


, charges for some auxiliary services. He said the truckers had 


‘ment of a nation-wide system of thirty percentage classes rang- 
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for tollage, wharfage, handling, or the furnishing and installa- 
tion of bracing or dunnage. 

Suspension of the schedules was asked by Price Adminis- 
trator Bowles, on his own behalf and on behalf of Economic 
Stabilization Director Vinson, and by the Secretary of War. 

The Secretary of War said, that, in attempted justifica- 
tion of the proposed adjustment the rail carriers had stated 
that terminal expenses for handling, loading, and bracing 
explosive ammunition were excessive and that they could not 
afford to absorb such charges. While the operation appeared 
to be expensive, he said, the carriers would still earn approx- 
imately 93 cents a car-mile for transporting 100,000 pounds 

Traffic World, March 11, p. 645). 


entral Truck Rate Proposals \\ 


At a hearing by the standing rate committee of the Central 
States Motor Freight Bureau at Chicago, March 15, several 
shippers criticized trucker attempts to increase revenues by 
canceling various tariffs embodying allegedly non-compensatory 
rates on various commodities. Of the committee’s large docket 
of more than 250 items, more than 80 were initiated by the 
truckers to cancel such rates (see Traffic World, March 4, 
p. 570). William Noorlag, Jr., assistant traffic director, Chicago 
Association of Commerce, speaking generally, said his organ- 
ization would not have supported the truckers’ recent attempt 
to obtain a 4 per cent general rate increase had it known that 
the trucking companies were contemplating making additional 
individual increases in rates on various commodities and in 









not shown that they had need for more than a general 4 per 
cent rate increase. It was possible, he added, that the general 
rate increase and the various proposed increases on individual 
items might amount to an overall increase of between 20 and 
30 per cent. E. F. Stecher, general traffic manager, Stewart- 
Warner Corporation, Chicago; Ken Moore, Automotive Council 
for War Production, Detroit; L. E. Luth, general traffic man- 
ager, National Battery Company, St. Paul, Minn., and others 
said that, if the truckers went too far in making such changes 
as proposed, their companies and other shippers would discon- 
tinue using truck service. 

Comparatively little discussion developed on Item 8406, 
covering a proposed new rule for truck diversion and recon- 
signment. The rule would provide for establishment of a $2 
charge for diversion of a volume or truckload shipment, where 
the diversion takes place at an intermediate point; a charge 
of $5 where diversion takes place at destination, but before 
placement at consignee’s dock; assessment of a combination of 
local. rates where diversion takes place after placement at con- 
signee’s dock; a charge of 12 cents a hundred pounds for recon- 
signment for each additional consignee at point of final desti- 
nation. Mr. Noorlag said the $5.00 and 12-cent charge were ap- 
parently excessive, but that the rule otherwise seemed reason- 
able, Other shippers took the position that the $2 charge should 
also apply for diversion after placement at the original co 
ignee’s dock. Generally they favored establishment of the r 
ich is for application only between Chicago and St. Loys 


t Classification K 


Class I railroads of the western district have filed a ré 
to certain exceptions to the proposed report of Examiners Pau 
O. Carter and William J. Koebel in No. 28310, Consolidated 
Freight Classification, filed by the steering committee for Ar- 
kansas, Kansas, Oklahoma, part of Louisiana, Oklahoma, and 
Texas; by the Nebraska State Railway Commission; and by the 
Commonwealth of Kentucky and the Railroad Commission of 
Kentucky (see Traffic World, Feb. 19, pp. 450, 451, and 453). 
In that proceeding, the examiners proposed the establish- 
















ing from 11 per cent of first class to four times first class (see 
Traffic World, Dec. 11, 1943, p. 1439). 

Except that the three groups supported the idea of clas- 
sification uniformity, said the western railroads, their views 
were not uniform as to the pattern of the uniformity so desired. 
One wanted more columns, another appeared satisfied with the 
proposed thirty columns, the third believed sixteen were suf- 
ficient, said the railroads, and continued: 


All adopt the theoretic approach of essayists who pay no freight 
charges, who will not themselves use the classification and who will 
escape the ‘consequences upon business of a revolutionary freight rate 
readjustment. It is noticeable, too, that they show no concern over 
the permanent effect which their ideas, if adopted, would have upon 
the ability of ra‘Jroads in their respective states to pay taxes, to provide 
the service which modern business demands and to furnish maximum 
employment which is so important to their economic welfare. 


Asserting it should be remembered that it was the Com- 
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mission that gave impetus to the use of percentages of first- 
class in applying rates to particular commodities, the railroads 
said that those who suggested cancellation of exceptions or 
commodity rates, or the fixing of rates in a pattern of static 
rigidity, overlooked their origins. They overlooked, also, said 
the railroads, that the railroads had been compelled to use 
that form in many instances as a means of realizing the rev- 
enue to which they had established a just claim, and of which 
they might not be properly deprived on “such an incompetent 
record as this.” 

“Respondents doubt that the state authorities mentioned 
can commit any individual shipper or group of shippers in their 
respective states to the acceptance of cancellations of excep- 
tions or commodity rates,” said the western railroads, “or any 
material alteration of their classification relationships, without 
protests and requests for their suspension.” 

Some of the exceptors had taken a legalistic view of the 
report of the examiners in No. 28310, and had insisted that the 
examiners had proposed a rigid formula with which there must 
be exact compliance, said the Southern Governors Conference 
in a reply to the exceptions to the proposed report in that 
» proceeding. 

“We do not so read the report,” the conference said. ‘“True, 
the examiners propose that there shall be thirty classes, but 
we do not understand that there is any reason why the re- 
spondent cannot propose additional classes if they so desire. 
We believe that there is no valid objection to making available 
the entire range of percentages in the fixation of rates. Almost 
the entire range is used today and we find no serious objection 
thereto in this record... .” 

The conference said the examiners had asked the carriers 
to set forth in their suggested classification just what the for- 
mula would produce, and if the carriers thought the use of 
that formula produced an improper rating on a given commod- 
ity, they should “come forth with an additional rating which 
they think should be adopted in lieu of what is produced by 
the formula. In other words, the proposal of the examiners is 
not as rigid as some of the exceptants assume it to be.” 

The conference said the examiners had done a constructive 
piece of work in their proposed report and that, while it 
thought there were certain additions the Commission should 
make, that the report “certainly furnishes the basis for an 
order of the Commission requiring the carriers to submit 


uniform classifications. Certainly the Commission should make/ 


a finding of unreasonableness under section 1 of the act.” Pi; 


CHICAGO AREA MOTOR RATES 


The Office of Price Administration has filed with the Com- 
mission a protest against tariff MF-I. C. C. No. 129 issued by 
the Central States Motor Freight Bureau, Inc., Agent, and filed 
to become effective March 20. 

Asking for suspension of the tariff, the O. P. A. said the 
schedule had been filed on behalf of carriers members of the 
Chicago Suburban Motor Carriers Association, “distributing 
carriers for line haul common carriers,” and that its effect 
would be to increase less-truckload and truckload rates, and 
various exceptions ratings, between Chicago and points within 
about 50 miles from Chicago. It said that, while the present 
class rates for various distances, one to five miles up to 21 to 
25 miles, ranged from 36 cents to 44 cents, the proposed rate 
for any of those distances would be 49 cents. 

“Respondents allege,” said the O. P. A., “that the pro- 
posed increases are necssary to offset increased costs of opera- 
tion. Financial figures and a breakdown of shipments trans- 
ported by Roosevelt Cartage Co., one of the respondents, were 
submitted. Although the notice stated that this carrier had in- 
curred a loss of approximately $6,500 for the year 1943, figures 
for that period show that the carrier actually made an over-all 
profit. The traffic survey covers a period of ten months and 
based upon these ten months’ figures, the carriers would have 
earned a profit in 1943 of $7,479. This profit results from an 
allocation of costs based upon the relationship of less-than- 
truckload revenues to the total revenues for the year 1943. 

“Carriers operating in the considered territory recently 
effected a general increase in their rates of 4 per cent. This 
increase was allegedly to offset increases in operating expenses. 
It is respectfully submitted that rate advances in excess of this 
amount should be carefully scrutinized by your Commission 
with a view to determining the actual necessity therefor.” 


CANNED GOODS BARGE RATE 


The Commission has refused: the request of the Norfolk & 
Western and the Southern Railway System lines to suspend 
that portion of item 729, 2-E of supplement No. 75 to American 
Barge Line Co.’s tariff I. C. C. No. 13, effective March 14, pub- 
lishing a proportional rate of 41 cents on canned or preserved 
foodstuffs from Glassport, Pa., to New Orleans, La., when from 
Front Royal, Va. 
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The railroads said the proportional rate from Glassport 
had been published to defeat the decision of the Commission 
in Ex Parte 102, 183 I. C. C. 521. In that case, said the rail- 
roads, the Commission had prescribed through rates and joint 
routes on classes and commodities between certain points in 
Official Territory, on the one hand, and certain Ohio and Missis- 
sippi River ports and interior points in the southwest, on the 
other hand, in connection with American Barge Line Co., but 
that the decision had not included origins in Virginia, and that 
Norfolk & Western was not a party to the order. The railroads 
said the rail-barge combination was 15 cents a 100 pounds less 
my through all-rail rate (see Traffic World, March 11, 
p. ° 
5 In reply to the petition of the railroads for suspension of 
its supplement No. 75 to tariff I. C. C. No. 13, American Barge 
Line said that it “heartily concurs with protestants in that the 
railroads are bending every effort in this emergency, but sub- 
mits that the barge lines, the motor trucks, pipe lines, air 
transport, and ocean transport where available, are all striving 
along with your protestants and other rail carriers to move the 
commerce of the country under war conditions.” 

American Barge said the proposed route was neither waste- 
ful nor illogical, when viewed in its proper light, i. e., as a 
break-bulk route. It was a matter of knowledge, so common 
as to need only mention, that break-bulk routes in many in- 
stances applied via break-bulk points via which the all-rail 
rates did not apply, said the barge line, and referred to I. and 
S. 4815, which, it said, prescribed rates and routes on pipe 
from Official Territory to the southwest via Atlantic ports and 
Gulf ports via break-bulk routes. 

The protestants had failed to support their allegation that 
the 41-cent rate was too low for the water haul involved it 
said, and that, in addition to being on the same basis as exist- 
ing rates from competitive origins, the 41-cent rate was com- 
pensatory to the barge line. It added that there could obvi- 
ously be no question as to the compensatory characteristics of 
the rail rate of 28 cents from Front Royal to Glassport. That 
factor, it said, was on a prescribed class rate basis (I. and S. 
No. 3401). 

By suggesting that other Virginia origins should have rela- 
tive rates, protestants nullified their previous allegations, said 
American Barge, and that the protestants “reveal an effort to 


/gontrol this traffic which is unjustified by the facts as outlined 


ereinbefore.” 


HYER TOWING EXTENSION 


Effective May 29, the Commission, division 4, has issued an 
amended certificate and order in W-344, Hyer Towing Co. Ex- 
tension Application, cancelling and certificate and order issued 
February 11, 1943. The amended certificate and order grant 
the following authority to Hyer as a common carrier by non- 
self propelled vessels with the use of Separate vessels, in the 
transportation of commodities generally: ; 


Between all ports and points on the Mississippi River from Baton 
Rouge to New Orleans, La., inclusive, only on the Gulf Intracoastal 
Waterways, the Gulf of Mexico, and the Atlantic Intracoastal Water- 
way, and tributary waterways between Baton Rouge and Fort Myers, 
Fla., inclusive, by way of the Mississippi River from Baton Rouge to 
New Orleans, the Gulf Intracoastal Waterway from New Orleans to 
Carrabelle (also the Gulf of Mexico from Apalachicola to Carrabelle), 
thence the Gulf of Mexico to St. Marks, Fla., and thence the Atlantic 
Intracoastal Waterway to Fort Myers. 


The ‘amended certificate and order said Hyer had applied 
for authority to extend operations from Apalachicola, Fla., to 
Carrabelle, Fla., by way of the Gulf Intracoastal Waterway, and 
had showed that it had instituted operation over that portion 
of the waterway within 120 days from the date it was ordered 
opened for navigation. 


I. C. C. ACCIDENT REPORTS 


A rear-end collision of two freight trains that occurred 
February 13 on the Pennsylvania Railroad near Roxton, Pa., 
and resulted in the death of two employes and injury of three 
employes was caused by failure properly to control the speed 
of the following train in accordance with signal indications, 
said the Commission in a report, written by Commissioner 
Patterson, on Investigation No. 2774, The Pennsylvania Rail- 
road Co. According to the report, the first freight train had 
stopped and its flagman had reached a point 700 feet to the 
rear of his train, where he was giving stop signals with a 
lighted fusee, when the second freight train passed him.. His 
signals were not acknowledged, and there was no indication 
that the air brakes of the second train had been applied before 
the collision occurred, it was stated in the report. Why the 
flagging signals were not acknowledged and acted on could 
not be determined, as the engineer and firemen of the second 
train were killed in the accident, the report added. 
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Mixed Carload Rule tea 


The Manufacturers Association of Connecticut, Inc., and the 
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ew England Traffic League, have prepared for filing with the 
ommission a joint brief in No. 28989, Illinois Territory Indus- 
ial Traffic League vs. Union Pacific Railroad Co. et al., in- 
olving an allegation that Rule 10 of the Consolidated Freight 
lassification is unreasonable in violation of section 1 of the 
interstate commerce act. The rule provides, principally, that 
ailroads and coastwise steamship lines parties to tariffs mak- 
g reference to the rule, shall charge, on mixed carload ship- 
ents, the rate applicable to a straight carload of the highest 
assed or rated article in the mixed shipment. The rule also 
rovides. that, on mixed carload shipments, rates shall be 
arged on the basis of the carload minimum weight that is 
ihe highest provided for any article in the shipment. 

Examiner C. A. Rice held hearings on the complaint, at 
icago, beginning November 22, 1943 (see Traffic World, 
ov. 27, 1943, p. 1321; Dec. 4, p. 1394; and Dec. 11, p. 1448). 

The association and the league said that, from a transpor- 
ation standpoint, not a single objection could be raised to the 
pplication of the respective carload rates on a mixed carload. 
ey said the Commission should find that “the carload mixing 

es under attack in this complaint are unreasonable, unlaw- 
and in violation of section 1 of the interstate commerce act 
nd that for the future the defendants should be required to 
bublish, file and maintain in the classification a carload mixing 
e substantially similar to the rule proposed in exhibit No. 8.” 

After discussing the elements on which the difference be- 
een carload and less-carload rates were based, the brief said 
hat, due to the penalty provisions (application of highest 
arload rate on mixed carload shipments) of Rule 10 as now 
arried in the Western classification, a considerable volume of 
raffic was moved with mixed carload shipments but was sub- 
ected to the less-than-carload rates. The brief cited charges 
aid on a mixed carload shipment made by the United States 
Rubber Co. from its Naugatuck, Conn., plant to Los Angeles, 
alif. The total weight of the shipment, containing four items 
f 13,821, 4,443, 1,020 and 41,826 pounds, was 61,110 pounds. 
\ccording to the brief a rate of $1.79 was paid on the mate- 
ials as shipped, with charges totaling $1,093.87. Under the 
odified Rule 10, accordnig to the tabulation, the modified 
ates would have been $1.79, $1.48, $1.48 and 99 cents on the 
or items, respectively, and the charges would have totaled 
742.34. The items, in the order of the rates named, were: 
Rubber accelerators; petroleum oil; paraffine wax; and dis- 
ersed reclaimed rubber. 

Thus, said the brief, it had been necessary to increase the 
aie on the 41,826 pounds of dispersed reclaimed rubber from 
9 cents to $1.79 in order to apply the highest rate on any 

icle in the carload, the weight of the highest rated article 
this instance (rubber accelerators) having been less than 
£000 pounds. 

Under the heading, “The economy that results from car- 
ad service is as absolute a factor in the handling of a mixed 
rload of two or more commodities as it is in the handling of 
carload of one commodity,” the brief said: 


The miscellaneous nature of the contents of the car, point of 
ligin, point of delivery, ownership of contents, how, where, or by 
1iom bought or sold, whether manufactured, bought, or sold by one 
I more parties, whether one party or another is permitted to sell 
t buy are not proper factors to consider in the making of a carload 
fe nor in the granting of the privilege of mixing a carload of various 
ommodities at the respective carload rates. Mixed carloads are, in 


Bit, carloads, and, therefore, entitled to the application of the actual 
aload rates. 


‘Among other points raised by the brief were that: Rates 
uld not be built on the theory that jobbers were entitled to 
nonopoly of the trade in their section; that rates on specific 
ixtures of related articles should not be determined on a 
ferent theory than rates on unrelated articles; that the Com- 
Ssion had, in numerous instances, required the carriers to 
poly the respective carload rates on mixed shipments; that 
al freight” rates were not a full and complete answer to the 
ed for a modification of Rule 10 in Western Territory; and 
at any deficit in the minimum weight should be charged for 
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anticipate having a deficit in the carload minimum weight and 
would not have material of this character on hand for inclu- 
sion in the mixed carload. Even if this practice was pursued, 
it continued, the carrier would not actually lose any revenue 
he was entitled to collect. The fact that a carload rate, whether 
class or commodity, had been established between any two 
given points, subject to a specified carload minimum weight, 
meant that either the carriers had voluntarily agreed on that 
rate as representing a fair return for the services afforded, or 


that the rate had been prescribed by the Commission, said the 
brief. 


“Certainly the carriers do not object to transporting com- 


modities such as sewer pipe, in straight carload lots,” it said, 
“so where would they be injured if they were to collect the 
sewer pipe rates for the transportation of air, as represented 
by the deficit in the carload minimum weight?” 
continued: 


The brief 


Again, it will be noted that the shipper has every reason to meet 


the carload minimum weight requirements wherever possible for the 
unit transportation cost of the commodities transported is increased in 
direct proportion to any deficit that may exist in the carload minimum 
weight. 
rule might be manipulated by shippers in the event that provision 
were made for any deficit to be charged for at the lowest rate applic- 
able to any article in the carload, it should be pointed out that, under 
the present rule, if a shipper had a deficit of 8,000 pounds and the 
highest classed article in the shipment were fourth class, it would be 
possible for him to effect a saving by inviting a neighbor manufacturer 
to include in the car, free of any transportation cost, 8,000 pounds of 
merchandise classified lower than fourth class in carload lots. 
that be manipulation? 


Furthermore, in response to the suggestion that the proposed 


Would 


Peden Iron & Steel Co., of Houston, Tex., and Texas Whole- 


sale Hardware Association, intervenors in behalf of defendants 
in No. 28989, have filed a joint brief asking the Commission to 
find that the rules, regulations and practices assailed had not 
been shown to be unreasonable or otherwise unlawful, and to 
dismiss the complaint. 


It had been shown, they said, that general application of 


modified Rule 10 would eventually centralize the maintenance 
of warehouse stocks in large centers located in the vicinity of 
highly industrialized manufacturing districts, far removed from 
consuming points. From such stocks, said they, supplies of mis- 
cellaneous merchandise of all kinds would be shipped direct 
to retailers or large users, by-passing and “strangling” the 
local distributors in destination territory on whose services 
the life of at least the western district‘had been built. 


It. had been shown by witnesses for the defendants, and 


of commercial concerns intervening in their behalf, that the 
effect of the rule would be not only the elimination of the dif- 
ferential, carload versus less-carload, on which wholesale dis- 
tribution depended, but an actual reduction below the carload 
rates even on shipments that ordinarily moved to one consignee 


in quantities sufficient to justify carload shipments, said the 
intervenors. 


The whole record demonstrated, said they, that the effect 
would be, and that “the avowed purpose of this complaint is, 
to secure an advantage in freight rates which would inure to the 
benefit of certain freight consolidators, large mail order houses 
and chain stores. Further, that while the first benefit would 
come from reduction in the carriers’ revenues, even greater 


benefits would come from strangulation of independent com- 
petitors of these concerns located at or near points of con- 
sumption.” 


Motor Transport for Meat Packers 


Action by the Commission through exercise of its powers 


under the second war powers act of March 27, 1942, to effect 
uniformity “for the period of the emergency” in the descrip- 
tion of commodities that motor contract carriers serving 
meat packers are authorized to transport has been requested 


by the American Meat Institute, of Chicago, in a petition filed 


with the Commission. 


The institute asks that such carriers be “lawfully author- 
ized” for the period of the emergency to transport “all such 


the carload rate applicable to the lowest classed or rated merchandise as is produced or shipped or dealt in by meat 


icle in the mixture. 

The brief pointed out that the final suggestion represented 
departure from the modified Rule 10 as present in effect. It 
hid the parties to the brief were not convinced that there was 
y real probability that, if the provision was made a part of 
e rule, shippers would attempt to defeat its purpose by in- 
uding in a mixed carload that was less than the required min- 
mum, a small quantity of an item that was subject to both a 
. and relatively low carload minimum weight, such as 
wer pipe. 

In the first place, the brief said, shippers did not ordinarily 


packing companies and, in connection therewith, equipment, 


materials, and supplies used in the conduct of such business.” 


It says its membership comprises about 400 companies, produc- 


ing “approximately 90 per cent of the volume of meats and 
packing house products shipped in interstate commerce” and 
operating ‘in excess of 700” meat packing plants in the United 
States. 

“Many members of the American Meat Institute,” it asserts, 
“are facing a serious situation in connection with the distribu- 
tion of their food products by motor vehicle, and especially by 
contract carriers, because of the limitations in the commodity 
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descriptions in permits issued to such carriers. The shipments | 
which. must necessarily be made by some meat packing con- 
cerns consist of all types and kinds of fresh and cured meats, 
dressed poultry, butter, eggs, and cheese, commonly known as 
dairy products, soap, soap powders, and various other by- 
products, such as salad dressing, various kinds of canned goods, 
etc. Materials, supplies, and equipment used in packing houses 
are a necessary part of customary shipments... .” 

In appendices attached to the petition, the institute listed 
a number of motor contract carriers that performed transpor- 
tation service for its members, together with the commodity 
description in the permit of each carrier. It pointed out that, 
while some carriers were specifically restricted to transporta- 
tion of “fresh meats and packing house products,” others were 
restricted to “packing house products and supplies” while still 
others held more liberal authorizations, including such addi- 
tional commodities as canned goods, poultry, soap and soap 
products, eggs, dairy products, etc. 


It said that Carlos A. Stilwell, dba Stilwell Truck Service, 
of Detroit, Mich., had been notified by a district supervisor of 
the Commission’s Bureau of Motor Carriers, at Springfield, Ill., 
that under an interpretation “from Washington” the commodity 
description “fresh meat and packing house products” as to 
which ‘Stilwell had operating authority was so limited that the 
carrier might not lawfully transport canned goods (other than 
packing house products), soap, soap powder, and other washing 
compounds, ice cream, eggs, feed in bags, butter, and similar 
items. 

“This interpretation of the terms of the permit,” said the 
meat institute, “would eliminate many of the articles normally 
produced, shipped or dealt in by packing houses. It is the under- 
standing of the institute that practically all meat packing com- 
panies doing a nationwide business (or a substantial interstate 
’ business), prepare and distribute commodities which would be 
eliminated from transportation by contract carriers under the 
interpretation above quoted.” 

The institute averred that practical difficulties that arose 
from this lack of uniformity in commodity descriptions were 
“very real and urgent.” It said restoration of the movement to 
the railroads by peddler cars would be impossible, because the 
service was not available and because many of the destinations 
were not served by rail; that the tonnage could not be trans- 
ferred to common carriers, becausé generally they did not have 
the necessary refrigerator equipment and because their routes 
and territorial permits were such that they would be unable to 
perform the service if the traffic were offered to them, and 
that, on the other hand, the contract carriers in question fre- 
quently operated “through an entire group of small towns oc- 
cupying roughly the circumference of a circle, so that the end 
of their route may be near their commencement.” The insti- 
tute noted that the Office of Defense Transportation had called 
for maximum loading of trucks through its general order 
O. D. T. 17. 

The institute observed that the Commission, by its action 
in. Keystone Transportation Co. Contract Carrier Application, 
19 M. C. C. 475, and McAteer Contract Carrier Application, 42 
M. C. C. 35, had established uniformity of Commodity descrip- 
tions as to motor contract carriers transporting commodities for 
chain store groceries. It suggested like action with respect to 
the carriers serving the meat packers. 

Viewing a possible suggestion that the filing of an applica- 
tion for an amended permit by each of the contract carriers 
here involved might meet the situation, the institute said it be- 
aye _ ar. effort would be futile, under present conditions. 
It added: 


One of petitioner’s members operates 40 packing houses scattered 
from coast to coast in the United States and approximately 100 dairy 
and poultry plants likewise situated in all parts of the country. Each 
one of these shipping units employes one or more contract carriers, 
and some of the larger plants employ many such carriers. This one 
company has contracts with hundreds of different contract carriers. 
This situation is typical of those meat packing companies which do 
a nation-wide business. It has been the experience of such companies 
that it is not easy to induce the contract carriers to present applica- 
tions of this type because many of them are small operators who are 
not well acquainted with the legal procedure involved and do not de- 
sire to incur the necessary expense. Even if it were possible to induce 
all of these contract carriers to file proper applications for amend- 
ments to their permits, it is not likely that action thereon could be 
completed in less than two years. The emergency here described is 
urgent and immediate. ... 


STOKERS FOR LOCOMOTIVES 
The New York, New Haven & Hartford Railroad Co. 
(Howard S. Palmer, James Lee Loomis and Henry B. Sawyer, 
trustees), a defendant in No. 24049, A. Johnston, Grand Chief 
Engineer of the Brotherhood of Locomotive Engineers, et al., 
vs. Atchison, Topeka & Santa Fe Railway Co. et al., has filed 
with the Commission in that proceeding a petition for extension, 
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until October 15, of the time required by the Commission's 
order of March 18, 1939, for equipping certain coal-burning 
locomotives with mechanical stokers. The petitioner noted that 
April 15, 1944, was the date set in the Commission’s order for 
completion of the mechanical stoker program. It said that in. 
stallation of such stokers on 30 locomotives had been completed 
in 1942, that 17 additional locomotives had since been included 
in the stoker program, that eight of the 17 had been go 
equipped and five others would be so equipped prior to Apri 
15, but that the remaining four, out of the 17, could not be 
equipped with mechanical stokers until after that date, because 
of a shortage of men and motive power. 


Protective Service Against Cold 


Examiner F. L. Sharp held a further hearing at Chicago, 
March 15, in No. 20769, charges for protective service to perish. 
able freight, protective service against cold. The examiner 
issued a supplemental proposed report in the matter last August 
in which he said, among other things, that the railroads should 
assess increased charges for heater service on shipments of 
perishables, and that such charges should be based on a mile- 
age or “average distance scale” basis (see Traffic World, Aug. 
14, 1943, p. 357). The railroads asked for a further hearing in 
order to testify in support of other bases for increasing their 
charges for heater service. They said that the practical result 
of establishment of the examiner’s proposal would be disrup- 
tion of “the present equalization of charges from competing 
origins to competing markets and to gateways of exit from 
heater territory” (see Traffic World, Jan. 22, p. 204). 

Representatives of the Pacific Fruit Express, Great North- 
ern, Northern Pacific, the Department of Agriculture, Maine 
Potato Growers and Shippers Company, and the United Fresh 
Fruit and Vegetable Association testified in opposition to the 
mileage scale. There were no witnesses supporting that part 
of the proposed report. 

The witnesses did not testify concerning the need or lack 
of need for increasing the charges for such service, which at 
present are stated in cents a hundred pounds. H. W. Charleton, 
Pacific Fruit Express, Chicago, said that freight charges on 
perishables were at present “not generally on a mileage basis’ 
and that there was “very little restriction on routes for the 
traffic.” The public could use “any and all’ routes, said he, 
adding that such latitude was necessary because of the general 
system of marketing perishables. He said that heater service 
charges should be equalized to gateways in order that “some 
railroads not be shut out of the traffic.” He suggested that the 
Commission adopt present group bases as set up in existing 
tariffs, ‘increasing or decreasing the charges to these to the 
extent necessary to produce the aggregate revenue that the 
Commission decides the railroads are entitled to for the serv: 
ice,” and converting charges into dollars and cents a car. He 
said that if the Commission should find, however, as the exam 
iner had, that the present groups were wrong, it should fix 
charges based on at least six distance bases. Examiner Sharp 
had proposed charges based on four average-distance bases. 

Other witnesses testified that the railroad witnesses had 
not previously testified about the necessity for equalization of 
exit gateways because they had not suspected that the examine 
would propose changes in groupings. 


OIL FIELD EQUIPMENT BY WATER 


Rene A. Stiegler, of New Orleans, La., has filed petitio 
on behalf of five water carriers, in Ex Parte 146, Oil Fiel( 
Equipment, Marshlands, Louisiana and Texas, asking that thf 
effective date of the Commission’s order in that proceeding bf 
extended from September 25, 1944, to September 24, 1947. 

The Commission’s order in Ex Parte 146, effective Septe 
ber 25, 1941, and expiring September 25, 1944, exempted fror 
regulation by the Commission the leasing or chartering of ves 
sels for the purpose of transporting machinery, supplies, mate 
rials, and equipment incidental to, or used in the constructio 
of, facilities for the discovery, development and production 0 
natural gas and petroleum, to and from points in the marshlant 
oil fields of Louisiana and Texas. 

In some of the petitions, Mr. Stiegler asked that the Com 
mission issue a tentative order in the form of a proposed repo 
carrying the requested extension of time. This, he said, would 
give the interested parties a period of thirty days to file objec 
tions, should there be any objections with which the companle 
he represented might not be acquainted. : 

The petitions were filed om behalf of Clooney Constructio 
& Towing Co., Inc., Lake Charles, La.; A. J. Cenac and 0. 
Cenac, doing business as Cenac Towing Co., Houma, La. 
Louisiana Materials Co., New Orleans, La.; George Buras, Ne 
Orleans, La.; and Harry Allsman, Harvey, La. 
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Textiles, South to East 


Cotton and textile interests of the south have filed ten ex- 
ceptions to the proposed report of Examiner H. C. Lawton in 
MC C-358, Minimum Rates on Textile Products to Eastern 
Ports (see Traffic World, Jan. 15, p. 134), in which he proposed 
reasonable minimum rate restrictions for carriers not observ- 
ing commodity rates. : 

“While his comprehensive analysis of the evidence and the 
involved issues should be commended,” said the exceptants, “it 
appears that the high levels of rates suggested by the examiner 
result from a failure to reach proper conclusions based upon 
full consideration of the evidence in certain respects as dis- 
cussed herein. ao of the proper legal principles to these 
facts should result in approval of the examiner’s finding that 
the present minimum rate restrictions are unlawful and should 
be cancelled but should also’ result in the prescription of lower 
bases of rates than those he recommends for application on the 
particular traffic now affected by the involved minimum rate 
provisions.” ' 

The southern interests said it was their position that the 
maximum level of minimum rates that would be reasonable for 
application over the routes of carriers now maintaining mini- 
mum rate restrictions affected by the issues involved, or those 
higher than present commodity rates, should not exceed, on 
the basic commodity description, item 900, finished cotton piece 
goods, 45 per cent of first class to eastern port cities and 50 
per cent of first class to interior eastern points, maintaining the 
present relationships, in cents a hundred pounds differences 
under or over the rates on the basic description, for articles in 
the unfinished piece goods list, item 905, and the related articles 
list, item 500. 

After saying that it appeared that the respondents had 
misinterpreted some statements in the report as going beyond 
the issues, the southern interests made the following suggestion: 


In order to avoid any possibility of misinterpretation, it is respect- 
fully suggested by these protestants that the report be amplified by a 
specific statement to the effect that the authorized bases of minimum 
rates are approved only for application in lieu of minimum rates which 
are now higher than commodity rates, and that no consideration has 
been given and no conclusions reached or findings made with respect to 
rates not involved within the issues, or commodity rates not affected 
by the minimum rate provisions. 


It was recognized, they said, that in the war emergency re- 
spondents’ operating expenses had increased. Any authorized 
minimum rates, slightly higher than present commodity rates 
on the directly involved traffic, should be terminated not later 
than six months after the expiration of the present war, they 
added. 

The exceptions were filed on behalf of American Cotton 
Manufacturers Association; North Carolina Cotton Manufac- 
turers Association, Inc.; Cotton Manufacturers Association of 
South Carolina; Georgia-Alabama Textile Traffic Association; 
Alabama Cotton Manufacturers Association; and Cotton Manu- 
facturers Association of Georgia. 


Hoch-Smith Southern Grain Case 


National Oats Co., of Cedar Rapids, Ia., has filed two ex- 
ceptions to the proposed report of Examiner Frank M. Weaver 
in No. 17000, Rate Structure Investigation, Part 7-A, Grain and 
Grain Products to and Within Southern Territory, and I. and 
S. No. 4208, Grain to, From and Between Southern Territory, 
and cases joined with those proceedings (see Traffic World, 
Sept. 4, 1943, p. 514). 

Finding 7 (a), said the company in its first exception, was 
without foundation in the present record. In that finding, the 
examiner said the carriers’ practices relating to the movement 
of grain and grain products in out-of-line and back-haul serv- 
ices (a) in the south and from adjoining territories to the 
south, and (b) from and to certain points within the southwest 
and from certain portions of western trunk line territory to the 
southwest should be found to be, and that for the future would 
be, conducive to wasteful transportation and unreasonable to 
the extent indicated in findings 8 (a), (b), and (c). 

All evidence submitted indicated that an absolute parity, 
as to transportation, existed between rolled oats, flour and 
grits, said the company, adding that its sole contention was 
for parity in the rates. 

The company took exception to the statement that “the 
general practice of the carriers is not to apply the grain prod- 
uct rates to rolled oats in the south.” Rolled oats moved on the 
grain product rate under presently effective tariffs, it said, to 
destinations in Kentucky, Tennessee, Mississippi, Louisiana, 
Alabama and Florida, with some exceptions noted. However, it 
said, there were available grain product rates on rolled oats to 
approximately half of the territory covered by the proceeding, 
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and added that rolled oats were granted the grain product rate, 
when for export, via all ports in the southern territory. The 
movement of grain products was of considerable national mag- 
nitude, it said, and that the proposed establishment of a grain 
product list for a small territory would be the basis for un- 
limited litigation. 

_ The company also took exception to finding 7(b), of neces- 
sity, it said, since the proposed grain product list was without 
foundation in law or fact. It pointed out that the company’s 
mill was located approximately 500 miles from the border of 
southern territory, and said that finding 7(b) proposed to “load 
this 500 miles with a penalty.” Oats from this area moved to 
the border of southern territory on local, not proportional, 
rates, it said, and that these local rates would not be affected 
under the proposal since they were all western or C. F. A. rates. 
This, it said, would give mills located at border points undue 
advantage over millers located in the producing territory as 
only their outbound rates, from the border, would carry the 
proposed 15 per cent penalty. It added that the examiner’s pro- 
posed penalty became, currently, a 22% per cent penalty, and 
offered an example in support of the statement. 

The company said the Commission should disregard the 
examiner’s report as to findings 7(a) and 7(b) and asked that 
an order equalizing the rates on flour, grits and rolled oats 
within southern territory be issued. 


WESTERN RATE DIVISIONS 


On petition of the trustees of the Rock Island, the trustee 
of the Missouri Pacific, the trustees of the St. Louis-San Fran- 
cisco, and the Missouri-Kansas-Texas, the Commission, by an 
order in No. 15234, In the Matter of Divisions of Freight Rates 
in Western and Mountain-Pacific Territories, has set aside its 
order of June 10, 1929, in so far as it prescribed divisions of 
— rates on chatt between points on the lines of those rail- 
roads. 

The petitioners, in asking the change in the order, said 
that about 90 per cent of the chatt movement involved—in the 
tri-state ore field embracing parts of Oklahoma, Kansas, and 
Missouri—was for track ballast and constituted company ma- 
— = the destination lines (see Traffic World, Feb. 19, 
p. ‘ 


VIRGINIAN RAILWAY CONSTRUCTION 


In Finance No. 12298, and in Finance No. 11428, the Vir- 
ginian Railway Co. has petitioned the Commission for an ex- 
tension of time within which to complete construction of the 
branch lines involved. 

In Finance No. 12298, involving construction of approxi- 
mately 11 miles of line, connecting with the Morri Branch near 
Oceana, and extending to Huff Creek, in Wyoming county, 
W. Va., the railroad asked an extension of time from April 15, 
1944, to April 15, 1946. 

In Finance No. 11428, the extension was asked from 
June 30, 1944, to June 30, 1946, for the construction of an ex- 
tension of the company’s line from Morri to Simon, connecting 
with the Guyandot River branch, 23.4 miles, and from the 
mouth of Laurel Fork extending up Clear Fork and Toney Fork, 
6.7 miles, all in Wyoming county, W. Va. 


LEE STEAMBOAT APPLICATION 


Effective May 31, the Commission, division 4, has issued a 
certificate and order in W-900, Robert E. Lee Steamboat Cor- 
poration Application. The Commission found that present and 
future public convenience and necessity required continuance 
of operation by the applicant, of Washington, D. C., as a com- 
mon carrier by self-propelled vessels, in interstate or foreign 
commerce, during the season from May to September, inclu- 
sive, in the transportation of passengers in round-trip excursion 
trips from Washington, D. C., to points on the Potomac River 
between Washington and Riverview (near Fort Foote), Md. 

The order said the applicant had asked authority to con- 
tinue the described operation between Washington and points 
on the Potomac River and Liverpool Point, Md. Applicant had 
shown, said the order, that it had performed the operation au- 
thorized since 1938, except for an interruption of service in 1943 
over which it had no control, and that it intended to resume 
operation in 1944. 


SANTA FE TRAIL ACQUISITIONS 


The key point restrictions recommended by Examiner 
Frank A. Clifford in his proposed report in MC F-2198, Atch- 
ison, Topeka Santa Fe Railway Co.—Control; Santa Fe Trail 
Transportation Co.—Purchase—George C. Lebeck, embracing 
MC F-2289, A. T. & S. F.—Control; Santa Fe Trail. Transporta- 
tion Co.—Purchase—Hall Motor Freight Co., should be dis- 
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approved, said the Santa Fe and Santa Fe Trail, in an exception 
to the report, filed with the Commission. 

The examiner said that in order to shorten the authorized 
motor-carrier hauls and thus protect the principal sources of 
traffic of the existing independent motor carriers operating over 
the considered routes, that were, he said, in most instances 
the larger points or centers along the routes, the operating 
authority should be modified by specifying key or break-bulk 
points between and through which service would not be author- 
ized (see Traffic World, Feb. 26, p. 518). 

The Santa Fe and its motor subsidiary said that the error 
of the examiner in regard to the key points lay in the failure 
to perceive that “by reason of the sparsely settled character 
of the territory, the great distances between towns and in- 
habited places, and the almost complete absence of traffic to 
or from points other than the key points, the operations, con- 
ducted as proposed by applicants, would in fact be supple- 
mental or auxiliary to that of the railroad.” 

The examiner had recognized that prior decisions of the 
Commission had not limited the service authorized to trans- 
portation in combination with the railroad or railroad’s freight, 
they said, and had not prevented railroad-controlled motor 
carriers’ operations and service being made directly available 
to the shipping public apart from and in addition to the rail- 
road’s service. But, they added, he did fail to recognize that 
in this instance the broad public interest required that the 
service under the rights sought to be acquired from Lebeck 
and Hall should be made available directly to the public with- 
out the imposition of the key point suggested, as these would 
make the acquired rights practically useless and preclude any 
true coordination of rail and motor service. 


Transportation of Liquor 


Seizure by Oklahoma officials concerned with enforcement 
of Oklahoma’s liquor laws of a motor shipment of intoxicating 
liquors moving from East St. Louis, Ill., to Fort Sill, a U. S. 
military reservation within Oklahoma, was condemned by the 
Supreme Court of the United States, March 13, in an opinion 
delivered by Justice Black in No. 447, Walter B. Johnson, et 
al., petitioners vs. Yellow Cab Transit Co. The court upheld a 
similar decision of the United States Circuit Court for the 
tenth circuit and of the district court. Justices Frankfurter and 
Roberts dissented. 

The liquors had been ordered individually by army officers 
stationed at Fort Sill through the secretary of their Officers’ 
Club. Had the shipment not been seized it would have arrived 
at the club for delivery to the several officers who had paid 
for it, said Justice Black. The district court ordered the liquors 
returned to the carrier and forbade the state officials to inter- 
fere with completion of the shipment. The state officials ap- 
pealed from that decision. 

The carrier, authorized by a Commission certificate to 
transport in interstate commerce various commodities, includ- 
ing wines and liquors, said Justice Black, alleged that the 
seizure constituted an unlawful interference with its authorized 
interstate transportation. He said the answer to the complaint 
admitted the material facts relative to the shipment and seizure 
but denied that the seizure was unlawful. He said the answer 
did not allege that judicial proceedings concerning the seized 
liquor were pending, or were to be begun, in an Oklahoma state 
court. 

Questions involved, said the justice, were (1) Did the 
transportation of the liquors through Oklahoma violate that 
state’s laws so as to justify their seizure, and (2) Should the 
district court have denied the carrier equitable relief because 
of the “unclean hands” doctrine even though seizure of the 
liquors by the officials was illegal? Justice Black said the sec- 
ond question rested on the disputed premise that introduction 
of the liquors into Fort Sill would have violated the laws of 
the United States. 

No contention was made that Oklahoma had the power to 
control liquor transactions on the Fort Sill reservation as the 
general power to govern the Fort Sill area was vested in the 
United States, according to the opinion. 


“Since power to govern Fort Sill is in the United States, 
and since the seized liquors were not to be sold, delivered or 
otherwise disposed of in Oklahoma proper, as distinguished 
from Fort Sill,” said Justice Black, “the only Oklahoma laws 
called to our attention which could have justified the seizure 
are those which apply to liquor transportation. No Oklahoma 
law purports on its face to prohibit or regulate interstate ship- 
ments of liquor into and through the state to another state, 
or to an area subject to the exclusive jurisdiction of the United 
States. . . . Oklahoma law does make it unlawful ‘to import, 
bring, transport, or cause to be brought or transported into the 


state . . . intoxicating liquor. . 
inafter provided’.” 

The argument was, continued the justice, that the’ Okla. 
homa legislature intended this statute to apply to liquor im. 
ported into the Fort Sill reservation because the latter was 
located within the exterior boundaries of Oklahoma. 

However, the justice pointed out, no permit to transport 
liquor into Oklahoma could be obtained at all except for sci- 
entific, mechanical, medicinal, industrial, or sacramental pur. 
poses, 

“To construe the statute in the manner urged,” said he, 
“would be to say that, although Oklahoma admittedly has no 
power directly to regulate the liquor traffic on the reservation, 
the Oklahoma legislature intended practically to exclude from 
the reservation liquor which might be put to legal uses under 
controlling United States laws. .Neither the words nor the 
scheme of the statute in question, nor any other relevant ma- 
terial pointed out to us, indicate that the Oklahoma legislature 
had such a purpose. Had the legislature expressed ‘such a pur- 
pose, questions would be raised which we need not here con- 
sider. . . . Consequently, we find no justification for the seizure 
in Oklahoma law.” 

It was further contended that the consignee could not have 
received the liquors without violating the laws of the United 
States and for that reason the district court should have denied 
the carrier any relief under the “clean hands” doctrine, said 
Justice Black. The transactions in question, concluded the jus- 
tice, were not in violation of the federal law prohibiting sale of 
or dealing in, beer, wines, or any intoxicating liquors in post 
exchanges or canteens. Justice Black did not rule on a conten- 
tion that the transactions were in violation of “the assimilative 
crimes statute.” This statute, it was said, said he, adopted all 
the various penal statutes of Oklahoma relating to liquor and 
made them federal law applicable to the Fort Sill reservation. 
He held that the carrier, in seeking relief in the courts against 
the unlawful seizure, had proceeded in the only “practicable 
and adequate way” available. In conclusion he said: 

If the carrier’s delivery of these liquors on the Fort Sill Reser- 
vation would violate any federal law, federal agencies exist which 
are charged with responsibilities to institute appropriate proceed- 
ings against the carrier in federal tribunals. In such proceedings 
the parties would be the United #tates and the carrier, and the 
issue of violation of federal laws would be directly, and not col- 
laterally, presented. ‘The complicated federal questions involved, 
concerning various federal statutes as well as Army rules and 
regulations, could be answered upon an adequate presentation of 
all factors essential to a right and just determination. 

And, similarly, if the several hundred army officers who ordered 
and paid for these liquors have acted contrary to United States 
statutes, army regulations, or orders of the post commandant, it is 
not to be doubted that the army or some other United States agency 
is capable of determining what course shall be pursued. And it can 
do so at such time and place as will least hamper essential military 
training at Fort Sill. If the United States should proceed in the 
matter, the army officers would be heard before they would be stig- 
matized as law breakers and subjected as such to army discipline. 
We will not, at this time, and upon this inadequate record, resolve 
all doubts against the lawfulness of their conduct in order to deny 
relief against a plainly unlawful seizure of their property from an 
interstate carrier whose good faith has not been questioned. 


The dissenting opinion stated that the ultimate issue “is 
whether a federal court should, by issuing an injunction, aid in 
the consummation of what appears to be a violation of the 
criminal code of the United States.” The penal statute here 
applicable, it said, was a police regulation violation of which 
ought not to be furthered by a federal court. 


. without a permit ... as here. 











HUDSON & MANHATTAN FARES 


Appeals from the decisions of the federal court for the 
New Jersey district, granting an interlocutory and a perma- 
nent injunction, staying the operation of the Commnission’s 
order in I. and S. No. 4394, Passenger Fares of Hudson & Man- 
hattan Railroad Co., have been taken to the United States 
Supreme Court. In the suspension proceeding the Commission, 
by Commissioner Porter, in a second report on further hearing, 
modified its report and order on reconsideration to find an 
alternative basis of 11 tokens for one dollar, or of one dime 
in cash for local interstate application on the H. & M. down- 
town line, reasonable and otherwise lawful for the remaining 
period of the war and six months thereafter (see Traffic World, 
Nov. 13, 1943, p. 1181). 

Docketed as No. 766, Hudson & Manhattan Railroad Co. Vs. 
Jersey City, was the appeal of the H. & M. from the decision 
of the New Jersey federal court granting the interlocutory it- 
junction (see Traffic World, Dec. 11,1943, p. 1455). 

Docketed as No. 767, Interstate Commerce Commission 
et al. vs. Jersey City, et al., was the appeal of the Commission 
from the decision of the New Jersey federal court granting the 
permanent injunction (see Traffic World, Jan. 15, p. 140). 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, inn. 
Copyright, 1944, by West Publishing Company.) 





(Circuit Court of Appeals, Second Circuit.) In suits against 
steamship and her owner for cargo damage caused by sea 
water entering through crack in hull plate, evidence supported 
District Court’s finding that plate cracked under stress of ordi- 
nary seas and weather because of its weakened and wasted 
condition from corrosion and panting before storm encountered 
by ship. 

F In suits against steamship and her owner for cargo dam- 
age, District Court’s finding that owner failed to exercise due 
diligence to make ship seaworthy must be sustained by Circuit 
Court of Appeals, unless clearly erroneous. 

In suit against steamship and her owner for cargo damage 
caused by sea water entering hold through crack in hull plate, 
District Court’s finding that owner failed to exercise due dili- 
gence to make ship seaworthy was not clearly wrong under 
evidence. 

In suit against steamship and her owner for cargo damage 
caused by sea water entering hold through crack in hull plate, 
evidence did not show that defects in plate were latent and 
not discoverable by due diligence in examining hold before 
commencement of voyage. 

In admiralty suits, witnesses’ credibility and persuasiveness 
and weight of their testimony are questions for trial judge ‘as 
fact-finding tribunal. 

In suits against steamship and her owner for cargo dam- 
age, evidence supported District Judge’s finding that all damage 
from sea water, escape of steam and sweat was caused or con- 
tributed to by ship’s unseaworthiness resulting from owner’s 
want of due diligence to make her seaworthy before com- 
mencement of voyage, and not by perils of sea. Carriage of 
Goods by Sea Act Sec. 4(2)(c), 46 U. S. C. A. Sec. 1304(2) (c). 
(Huilever, S. A. Division Huileries Du Congo Belge vs. The 
Otho, 139 Fed. Rep. 2d 748). 





* 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National R 


published by West Publishing Company, St. Paul, 
Copyright, 1944, by West Publishing Company.) 


orter System, 
inn. 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Vermont, Franklin.) Where defendant 
filed no pleadings, the action stood for trial on the general issue. 

Where express receipt and tariff schedules were brought 
into the findings only by reference to the number or letter 
marking them as exhibits, the facts stated therein were not 
properly before reviewing court. 


In determining carrier’s liability to consignor for breach 
of shipping contract by permitting shipment of plants to freeze 
where shipment was interstate, the rights of the parties de- 
pended wholly upon federal statutes, bill of lading and com- 
mon-law rules applied in federal courts. 


At common law, a common carrier is answerable for every 
loss or damage happening to the goods in his custody as such 
carrier, unless caused by an act of God or the public enemies, 
and the liability is imposed from consideration of public policy. 

Prima facie, a common carrier by accepting goods for 
transportation, incurs the responsibility placed upon him by 
the common law, or that law as modified by statute and one 
asserting the contrary assumes the burden of proving it. 

Generally, under federal law, a common carrier is liable 
for damage to goods in the custody of such carrier unless 
caused by the act of God, the public enemies, the fault of the 
shipper, acts of public authority, the inherent nature of the 
property, or some cause against which the carrier had lawfully 
contracted. 

_ Although the term “negligence” is usually used in speak- 
ing of a common carrier’s extraordinary liability for damage 
to goods in the custody of such carrier, the “prudent man rule” 
does not apply thereto but a showing that goods were delivered 


719 


to the carrier in good condition and delivered by the carrier 
in bad condition establishes prima facie liability and then the 
carrier is presumed to be at fault and plaintiff is not bound to 
prove his case and to disprove a defense. 

In consignee’s action against carrier for breach of shipping 
contract by permitting an interstate shipment of plants to 
freeze, where findings showed that carrier received the plants 
in good condition and delivered them in worthless condition 
and that damage to the plants was unexplained, consignee made 
out a prima facie case and where carrier failed to introduce 
evidence to meet such case, judgment was improperly entered 
—— (Ledoux vs. Railway Express Agency, 35 Atl. Rep. 


WEST COAST BUS DECISION 


_The federal court for the northern California district, in a 
decision in North Coast Transportation Co. vs. United States, 
has upheld the Commission’s order in MC 89037, West Coast 
Bus Lines, Ltd. Common Carrier Application. 

The suit was brought to set aside that portion of the order 
of the Commission, of October 6, 1942, authorizing operations 
in the transportation of passengers and their baggage between 
Portland, Ore., and Seattle, Wash. In its order, the Commis- 
sion found public convenience and necessity to require operation 
by the applicant as a common carrier of passengers and their 


a a between San Francisco and Seattle, over a regular 
route. : 


Cc. N. S. & M. EQUIPMENT PURCHASE 

The federal district court at Chicago, March 15, author- 
ized trustees of the Chicago, North Shore and Milwaukee Rail- 
road to offer $1,329,000 to the American National Bank and 
Trust Company of Chicago for 88 pieces of rolling stock the 
railroad has been operating under three equipment trust in- 
dentures dated January, 1926; December, 1927, and December, 
1929 (see Traffic World, Feb. 19, p. 458). . 

The American National Bank is trustee under the inden- 
tures. The Reconstruction Finance Corporation, which holds 
some $2,000,000 of C. N. S. and M. first and refunding bonds, 
objected to the trustees’ proposal to retire the outstanding trust 
certificates. It took the position that the proposed purchase 
price was too high and that such payment would constitute 
partial reorganization of the company for the benefit of only 
one of the several creditors. The court found that the purchase 
price was fair and reasonable; that the payment would not 
consitute partial reorganization; that the payment would 
facilitate progress in the reorganization matter. It ordered the 
trustees to make the offer to the bank, to report May 15 on 
progress in the matter, and to “proceed with reasonable dis- 
patch” to prepare a plan of reorganization. 


PASSENGER FARES, D. C.-VA. 

The Virginia State Corporation Commission, and Arlington 
& Fairfax Motor Transportation Co., Washington, Virginia and 
Maryland Coach Co., and Capital Transit Co. have filed sepa- 
rate suits in the federal court for the District of Columbia, 
asking the court to set-aside the Commission’s order in No. 
28991, Passenger Fares Between District of Columbia and 
Nearby Virginia. 

In that proceeding, with Chairman Patterson objecting that 
Commission had no jurisdiction over any transportation per- 
formed by street cars, and no authority to prescribe joint fares 
between street-car lines and those of a motor carrier, the 
Commission concluded that it had such authority and extended 
the District of Columbia fare. zone to include the Pentagon 
Building and other government installations in nearby Vir- 
ginia (see Traffic World, Jan. 29, p. 261). 

The suits pointed out generally that the service had been 
instituted at: the request of the War Department, and attacked 
the Commission’s order as arbitrary, confiscatory, and discrim- 
inatory. Among the allegations of the Virginia commission was 
one to the effect that the Commission had exceeded its author- 
ity in prescribing fares for the commercial zone of Washington, 
D. C. The Virginia commission contended that such fares were 
exempt from regulation by the Commission. 


GEORGIA INTRASTATE RATES 


Q. Grady Head, attorney general of the state of Georgia, 
has filed suit in the federal court for the northern Georgia 


- district, Atlanta division, on behalf of the Georgia Public Serv- 


ice Commission, asking a temporary restraining order, an inter- 
locutory injunction, and a permanent injunction restraining 
enforcement of the Commission’s order in No. 28791, Rates on 
Road Aggregates within the State of Georgia. 

In that proceeding, the Commission found intrastate rates 
in Georgia on aggregates, in carloads, not shown to be unjustly 
discriminatery, but found them to cause undue preference and 
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advantage of persons and localities in intrastate commerce and 
undue prejudice and disadvantage to persons and localities in 
interstate commerce. .The Commission also prescribed a non- 
prejudicial rate relation between carload rates for intrastate 
application in Georgia and carload rates found reasonable for 
application from points in Alabama, South Carolina, and 
Tennessee, to destinations in Georgia (see Traffic World, 
Nov. 20, p. 1252). 

The complaint contained twelve allegations of error and of 
inadequacy of the evidence to support the findings and order 
of the Commission. It said that, not to grant a restraining 
order would cause immediate and irrevocable loss and damage 
to shippers within the state of Georgia. 


TAMPA NORTHERN REORGANIZATION 


The protective committee for holders of first mortgage 
bonds of Tampa Northern Railroad Co. has filed with the fed- 
eral court for the southern Florida district, and with the Com- 
mission, a plan of reorganization of the Tampa Northern, in 
Finance No. 13500, Tampa Northern Railroad Co. Reorganiza- 
tion. 

The committee pointed out that the plan contemplated the 
reorganization of Tampa Northern in connection with and as a 
part of the reorganization of Seaboard Air Line Railway Co., 
and the filing consists of the amended plan of reorganization of 
Seaboard as proposed by Tazewell Taylor, special master ap- 
pointed by the “Seaboard receivership courts” for the purpose 
of preparing, submitting and recommending a plan of reor- 
ganization of Seaboard. 

In an introductory statement, the committee said that as 
the feasibility of the amended Taylor plan as a plan for the 
reorganization of Tampa Northern might depend on its feasi- 
bility as a plan for the reorganization of Seaboard, the amended 
plan was submitted as a plan for the reorganization of Tampa 
Northern with the proviso that failure for any reason to effectu- 
ate the reorganization of Seaboard under the amended Taylor 
plan would render that plan likewise ineffectual as a plan for 
the reorganization of Tampa Northern. 

At the time the Seaboard plan was filed with the Com- 
mission in connection with the application of the reorganization 
committee for that company for authority to solicit from cer- 
tain creditors and security holders of Seaboard and certain of 
its affiliated companies, deposit of, or assent with respect to, 
their claims, under a deposit agreement, the Commission’s Bu- 
reau of Finance explained that approval of the plan by the 
Commission was not required as the company was under an 
equity receivership. However, it was pointed out, the Commis- 
sion would have to approve issuance of the securities under the 
plan (see Traffic World, Jan. 22, p. 208). 


Cc. & N. W. REORGANIZATION 


The Commission, division 4, has fixed $411,011.28 as the 
maximum limits of allowances of compensation for services 
rendered and expenses incurred by parties in interest, by a 
report and order in Finance No. 10881, Chicago & North West- 
ern Railway Co. Reorganization. The claims filed totaled 
$545,274.99. 

Luther M. Walter and Helen W. Munsert, counsel for the 
debtor, were allowed $36,402.76 by the Commission, out of a 
claimed $51,566.84. The largest maximum fixed was for Sidley, 
McPherson, Austin & Burgess, counsel for the Walker Commit- 
tee, group of insurance companies, holders of various issues of 
bonds, $80,799.60. The firm had asked for $89,299.60. 

Oliver & Donnally, of counsel for Bruere Committee, sav- 
ings banks, holders of various issues of bonds, were allowed 
$45,000 of $50,000 claimed; Mitchell, Capron, Marsh, Angulo & 
Cooney, of counsel for City Bank Farmers Trust Co., trustee, 
first and refunding mortgage, were allowed $20,114.46 of $40,- 
114.46 claimed; and Davies, Auerbach, Cornell & Hardy, of 
counsel for Irving Trust Co., trustee, State Line mortgage, were 
allowed $18,000 of $35,000 claimed. 

“ soar allowances covered the period May 1, 1940, to August 


NEW HAVEN REORGANIZATION 
By an order in Finance No. 10992, New York, New Haven 
& Hartford Railroad Co. Reorganization, the Commission, divi- 
sion 4, has approved $1,837.50 each to the preferred and com- 
mon stockholders’ protective committees as the maximum for 
expenditures to be incurred in the period from February 1 to 
April 30. 


MILWAUKEE ROAD EQUIPMENT TRUST 
The federal district court at Chicago, March 13, authorized 
trustees of the Milwaukee Road to cause to be issued equipment 
trust certificates, series X, in the amount of $7,260,000, bearing 
1% per cent interest. The trust is for the purpose of financing 
the railroad’s proposed purchase of 17 locomotives, 1500 box 
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cars, 35 gondola cars, and 25 cabooses (see Traffic World, 
Jan. 29, p. 270). 

The federal court on March 15 approved the Milwaukee 
Road trustees’ proposal to spend $17,191,112 for improvements 
to road and existing equipment in 1944. The trustees submitted 
their proposed budget of expenditures for the year, showing 
that $4,763,550 would be spent in cash on new equipment, of 
which more than $2,000,000 would represent 25 per cent of the 
cost of rolling stock covered by the series X equipment trust. 
In submitting the budget, they said the company would place 
orders for $15,774,636 of material to be used on roadway bet- 
terments, but expected that only 75 per cent of such material 
would be delivered in the year. They therefor asked for per- 
mission to spend three-fourths of that amount, or $12,427,562, 
on roadway materials. 


ALTON REORGANIZATION 


The independent committee for the guaranteed stock of the 
Joliet & Chicago Railroad Co., of 36 W. 44th St., New York 18, 
N. Y.,. has petitioned the Commission in Finance No. 14030, 
Alton Railroad Co. Reorganization, for authority to solicit, use, 
employ and act under or pursuant to proxies and authoriza- 
tions without the deposit of stock in connection with the pro- 
ceedings of the Alton and the Kansas City, St. Louis & Chicago 
Railroad Co. in reorganization. 

Members of the committee were listed as follows: Aller. 
ton C. Hickmott, of West Hartford, Conn.; Watson Washburn, 
New York 22, N. Y.; Thorvald F. Hammer, Branford, Conn.; 
and Orlando H. Lounsbury, New York 4, N. Y. Perkins, Malone 
& Washburn, 36 W. 44th St., New York 18, N. Y.; and Follans- 
bee, Shorey & Schupp, 135 S. LaSalle St., Chicago 3, IIl., were 
listed as counsel for the committee. 


M. & U. REORGANIZATION 


The appointment of Louis E. Zieres, general manager and 
auditor of the debtor, and also one of its directors, as trustee 
of the debtor’s property, by the federal court for the southern 
New York district, has been ratified by the Commission by 
an order in Finance No. 14316, Middletown & Unionville Rail- 
road Co. Reorganization. 

The order provided that while Mr. Zieres served as trus- 
tee of the debtor corporation, he should receive no salary or 
compensation as an officer or employe of the debtor, and that 
his only compensation should be that allowed him as trustee 
by the judge, within the maximum limit to be approved by 
the Commission. 


Head on Air Future 


There is no way of forecasting accurately what air express 
rates will be after the war, says L. O. Head, president, Railway 
Express Agency. There is such a wide difference of opinion 
about post-war aviation costs that express officials feel the 
question “cannot be satisfactorily answered now,” said he, add- 
ing that, until the cost basis is settled and rates fixed on it, 
shippers cannot determine “what proportion of their traffic 
can move by air when peace comes.” Until some degree of 
exactness is achieved for rates and charges, he says, ‘‘it seems 
to me that continued forecasts of what will be moved by 
air are not constructive and do more harm than good.” 

He criticizes prophecies on the future of air cargo trans- 
portation as having “emanated from uninformed theorists 
rather than from practical far-visioned men of varied trans- 
portation experience.” Men directly concerned with the develop- 
ment of air transportation, he says, “believe that much of 
this inexpert discussion may retard rather than help such 
development.” 

Charges of monopolistic control of air express transporta- 
tion by the Railway Express Agency do not originate among 
air line operators, who are friends of the agency and its “part- 
ners in this enterprise,” he says. Some of the charges rest on 
nothing more than the fact that the agency is railroad-owned,” 
says he, and the word “dominated” is used in that connection. 
The agency is not so “dominated,” he says, adding that “actually 
we have consistently pursued a policy of aggressive promotion 
of the transportation of property by air. We intend to continue 
that policy in the future.”. He points out that the agency 1s 
the “one organization that provides the shipping public with 
a fully coordinated rail and air service, enabling the dispatch 
of shipments under a single receipt between any two points 
in the United States.” ; 

The question of the future of the agency’s air and air-rail 
services can only be answered by the Civil Aeronautics. Board 
and Congress, says he, and “that is something in which the 
public interest should be protected. However, no one organ- 
ization can serve the public, as we have done for more than 4 
century, without creating a customer interest that cannot be 
denied.” 
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Air Transportation 





“Feeder” Air Carrier Proposals 


The Civil Aeronautics Board has announced that it will 
hear oral argument in No. 857, Local-Feeder and Pickup Air 
Services, April 5, in Washington (see Traffic World, March 11). 

In a notice to “all interested persons,” Chief Examiner C. 
Edward Leasure, of the C. A. B., said that the board had tenta- 
tively assigned two days for this argument. 

“Under the circumstances,” he added, “participation and 
time allotments must, of necessity, be restricted depending on 
the number of persons desiring to be heard. Comments on the 
examiners’ report, served on February 9, 1944, indicate that it 
may be feasible to assign time by groups having related inter- 
ests or by issues.” 

He said it would be necessary for all who desired to partici- 
pate to advise his office not Jater than March 20. 

Southeastern Greyhound Lines, in connection with a state- 
ment commenting on the recommendations by Examiners Mad- 
den and Beitel in their proposed report in No. 857, moved that 
the C. A. B. issue new procedural regulations suspending “in- 
definitely” the granting of permanent authority to any appli- 
cant now before it. 


Under the present system, said Southeastern Greyhound, 
“it might be” that before an application was heard, the right 
to render all of the services proposed would have been granted 
to other applicants whose applications had been heard “as a 
consequence of priority in filing or other fortuitous circum- 
stances.” It added that “it can hardly be argued that a well- 
balanced and economic air transportation system can be evolved 
from any such procedure.” It noted that Greyhound Corpora- 
tion had filed a similar motion with the board. 


Statement by E. S. Gorrell 


Exceptions of the Air Transport Association of America, 
comprising presently certificated air carriers, to the proposed 
report in No. 857 were set forth in a letter to the board by 
Edgar S. Gorrell, president of the association. He said, in the 
letter, that any limitation on existing air carriers against ex- 
tension of their service to cities of less than 25,000 population 
would violate sound transportation principles, would invite a 
“wholly needless” burden of government subsidy, and would 
threaten the future coherence and efficiency of the air transport 
system. 

The C. A. B., he said, should aim at a system in which each 
carrier, present or future, should be in position to attain a rea- 
sonable degree of self-sufficiency. Any assumption that existing 
or prospective trunk air routes would not need strengthening 
was a “grave error,” he declared. He added that a prevalent 
impression that existing air transport service was on a secure 
economic foundation was born of “the abnormal and purely 
temporary conditions of wartime.” In the postwar picture, 
there loomed “enormous” improvements in speed and efficiency 
of competing surface transport, and growth of private carriage 
by air was “inevitable,” he said. He argued that exclusion of 
smaller cities from trunk-line air carrier service would, in many 
cases, long postpone, if not destroy, the possibility of their 
obtaining benefits that their ‘“‘more populous neighbors” would 
enjoy. 

Mr. Gorrell attached to his letter a study entitled, “General 
Principles That Should Govern the Expansion of the Domestic 
Airline System,” prepared by Dr. Lewis C. Sorrell, director of 
the Air Transport Association’s division of research and plan- 
ning. The study had not been adopted by the association and 
was submitted to the board only as information, Mr. Gorrell 
said. The study contained a statement that “for the first time 
in United States history, a public agency has been given the 
authority and responsibility to intervene in the process of build- 
ing up a transport system, before the results have been so for- 
malized that only minor changes can be effectuated.” Dr. Sor- 
rell said that the major mistakes of railroad promotion were a 
spasmodic rate of development, local initiative and control of 
much of the growth, and speculative motivation. He said the 
C. A. B. should plan for the future growth of the airlines, but 
should not for the rate faster than the real public need required. 
Past experience indicated, he said, that little business was ex- 
pectable for operations over distances of less than 100 miles. 
His study contained an analysis of the passenger traffic flow in 
the United States and a comparison of rail and air passenger 
traffic data. He took the position that airlines should be per- 
mitted to have different types of service.over and along their 
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trunk line routes, as- railroads now had both local and express 
services on their routes. 

P. M. Willcox, vice-president of United Air Lines, Inc., in 
his comments on the examiners’ report, objected to limitation 
of expansion of service of existing air carriers to cities exceed- 
ing a certain size. Air service to smaller cities, he said, was: 
“simply a natural and logical development of the air transport 
market by existing airlines.” It was the policy and intention 
of United Air Lines, he said, to adapt and develop equipment 
and service appropriate to the fullest cultivation of the cities 
it served and proposed to serve. 


Air Freight Consideration 


He said that the transportation by air of perishable fruits 
and vegetables, as an example, required that a minimum of 
handling be accorded the shipments. A “very small city” might 
be a shipping point for perishables in plane-load lots from coast 
to coast, and exclusion of transcontinental carriers from. such a 
city would “seriously retard the cultivation of a promising air 
cargo market,” he contended. 

Louis P. Wulf, secretary of Automatic Air Mail, Inc.,..of 
Lost Nation, Ia., in a letter relating to the proposed report. in 
No. 857 said that his company, now seeking operating rights in 
five applications before the C. A. B., involving use of a pickup, 
device for transportation of mail by air, wanted to amend its. 
applications so as to request authority to transport passengers 
also. He said the company had developed a new type of pickup 
and deposit gear that could be operated safely with the use of 
passenger-carrying planes. 

Henry G. Bowen, of Fitchburg, Mass., suggested that the 
board grant certificates authorizing use of conventional types 
of aircraft without prejudice to the subsequent operation of 
helicopters over the same routes. He said that at the present 
time sufficient facts were not available to warrant a finding as 
to the cost of helicopter operations. 

Herbert Fox, executive director of the Tennessee Bureau 
of Aeronautics, of Nashville, Tenn., expressed agreement with 
most of the recommendations in the proposed report in No. 857, 
but said that the board’s policy in connection with the setting 
up of feeder carriers should be more liberal than that proposed 
by the examiners and that there should be no fixed limitation, 
at the outset, on the rate of compensation for air mail transport 
by the feeder carriers. 

H. K. Gilbert, Jr., president of State Airlines, Inc., of Char- 
lotte, N. C., took the position that the examiners had not in- 
cluded in their report due allowance for the “growth factor” 
in small city air traffic. Carl Wootten, sales manager of Beech 
Aircraft Corporation, commended the examiners, saying their 
recommendations were “noticeably free of any prejudice or 


bias” and “as fair and considerate of all interests as they could 
possibly be.” 





AERONAUTIC ASSOCIATION PROGRAM 

_ The National Aeronautic Association has announced adop- 
tion of a program “for the unprecedented postwar aviation ex- 
pansion anticipated in this country.” In the interest of private 
flying the association will study and promote a national airport 
plan. With respect to commercial air service the association 
said it would intervene in proceedings before the Civil Aero- 
nautics Board to extend airline service on the basis of studies 
conducted by local chapters, “provided that N. A. A. shall not 
at any time favor one airline over another;” and favor preserva- 
tion and encouragement of private ownership of commercial air . 
service, both domestic and international, operating under reéa-’ 
sonable regulated competition. 


SHIP LINES AND AIR TRANSPORT 

That the Civil Aeronautics Board was discriminating 
against steamship companies by which applications for air car- 
rier authority had been filed was a charge made by Chairman 
Bland, of the House merchant marine committee, in a state- 
ment inserted by him in the Congressional Record. He said 
that the result of the present policy of the C. A. B. with respect 
to such applications by steamship lines would be that the steam- 
ship companies would be deprived of “air rights over trade 
routes which they, with governmental aid, have, throughout 
their existence, struggled to build and maintain.” : 

Members of the C. A. B., he said, had publicly stated two 
reasons underlying the “discrimination” against the steamship 
lines. First, he said, Board Member Harllee Branch had said 
that permission granted steamship companies to enter aviation 
would not be conducive to the development of aeronautics be- 
cause of the size of the investment of money would lead them 
to develop steamship business at the expense of aviation. Sec- 
ond, Mr. Bland said, the board, “relying erroneously upon its 
interpretation of the law,” had held that the history of the 
civil aeronautics act indicated an intent on the part of Congress 
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to limit rigidly the participation of steamship companies in the 
air transport field. 

He said that about 21 applications for air rights in the 
Caribbean area, including six applications filed by steamship 
lines, had been set for “trial” by the C. A. B. for May. 15. 
Unless Congress expressed itself on the subject of steamship 
participation in aeronautics, he said, “the findings of the Civil 
Aeronautics Board and the public expressions of its members 
forewarn that the maritime industry can participate in aviation 
only if certain restrictions not placed upon other applicants 
are removed.” He averred that unless American shipping could 
meet foreign competition on terms of equality, on the water 
and in the air, the U. S. merchant marine stood endangered. 

That the Civil Aeronautics Board had adopted an erroneous 
policy in its treatment of applications by steamship companies 
for air carrier certificates and that the merchant marine act of 
1936 directed the Maritime Commission to consider, and to 
cooperate with steamship owners in, the use of airplanes, either 
in conjunction with or in lieu of overseas shipping service, were 
contentions emphasized in a report submitted to the House 
merchant marine committee by a steamship industry committee 
appointed by the chairman of the House committee, Represen- 
tative Bland, of Virginia. The industry committee had been 
named by Chairman Bland at the close of hearings held by 
the House committee several weeks ago on problems of co- 
ordination of steamship and air carrier service. 

Members of the industry committee were: John J. Burns, 
general counsel, American Merchant Marine Institute, Inc.; 
William K. Jackson, vice president and general counsel, United 
Fruit Co., and Bon Geaslin, Washington attorney for the Water- 
man Steamship Corporation. Chairman Bland had asked that 
group to analyze the testimony submitted to the House com- 
mittee in the hearings and to make a report to him. 

The industry committee said that Congress had always 
treated overseas transportation in a manner different from 
domestic transportation. In the merchant marine act of 1936, 
it said, Congress set forth a “clear policy of cooperation and 
coordination, certainly not one of separation.” Referring to the 
American Export Lines decision of the C. A. B., the industry 
committee said the board’s position with respect to steamship 
companies generally was “wholly untenable and inexcusable 
when it attempts to apply its ill-conceived interpretation to 
those steamship companies which make application for cer- 
tificates in their own name.” 


Purchase by Northeast Airlines 


In a proposed report in No. 1083, Northeast Airlines, Inc., 
Purchase of Assets of Mayflower Airlines, Examiner F. A. Law, 
Jr., of the Civil Aeronautics Board, has recommended that the 
board approve the proposed purchase by Northeast Airlines of 
operating rights and certain property of Mayflower Airlines, 
Inc., for $17,500. 

The examiner observed that Northeast held a certificate 
authorizing transportation of persons, property and mail over 
an air route between Boston, Mass., on the one hand, and 
Caribou, Me., Montreal, Canada, and Moncton, New Brunswick, 
Canada, on the other, via various intermediate points in New 
England, but that operations between Boston and Montreal 
and Boston and Caribou had been suspended because of war- 
time conditions. He said that Mayflower had obtained its cer- 
tificate July 31, 1939, authorizing transportation of persons and 
property, except mail, between Boston and Nantucket, Mass., 
via Provincetown, Hyannis and Oak Bluffs, Mass., but that no 
operations had been conducted by the company since early in 
September, 1939, and that suspension of the service had been 
authorized by the board. 

“On October 13, 1942,” he continued, “an involuntary pe- 
tition in bankruptcy was filed against Mayflower, and its affairs 
are at present under administration by a trustee under juris- 
diction of the district court of the United States for the district 
of Massachusetts. Its assets consisted of a 166%-acre tract of 
land, formerly used as an airport, on Nantucket Island, the 
certificate . . . and about $300 in cash. Total liabilities are 
shown to aggregate approximately $20,000. 

The examiner said the remoteness of the territory served 
by the Mayflower route and the volume of traffic coupled with 
the limited surface transportation facilities available demon- 
strated a public need for the continued operation of air service. 
That result, he said, could best be accomplished by authorizing 
an experienced and adequately financed air carrier to under- 
take the service. 

“While the financial reward may be uncertain,” he said, 
“it is believed that this service can be most economically per- 
formed by the operator of other scheduled service. The public 
interest in the maintenance of operation overcomes in this case 
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any doubt which might otherwise exist as to its maintenance 
because of the uncertainty of financial profit.” 


AIR EXPRESS PROGRESS 


In a booklet entitled “Vision Unlimited,” the Air Express 
Division of the Railway Express Agency relates some of the 
interesting incidents in the early days of air express service. 
It contrasts the comparatively slow and uncertain service of 
the late 1920s with that being rendered today. Total number 
of shipments in 1928, the first full year of the service, it says, 
was 17,006, contrasted with 1,405,320 in 1942. In 1928, it says, 
the total weight of express carried was 64,000 pounds. In 1942 
it was 21,704,323 pounds. In approximately the same period, 
it adds, the New York-Los Angeles rate for a five pound 
express shipment went down from $13 to $4.20. 


AIRCRAFT PRODUCTION 


The United States aircraft industry produced 153,061 planes 
in the last three years, and present production was at the rate 
of 350 planes a day, Charles E. Wilson, chairman of the Air- 
craft Production Board of the War Production Board, said 
March 14, adding: 


Against the declining effectiveness of German aerial strength, the 
production power of the Allies stands in stark contrast. British Produc. 
tion Minister Oliver W. Lyttelton recently told the House of Commons 
that Britain had produced 90,000 planes through the end of 1943. In 
three years, the United States aircraft industry has produced 153,061 
planes of which 105,126 were combat planes. We have retained over 
122,000 of these planes and we have sent approximately 28,000 planes to 
our Allies. And we are adding to our output of planes at the rate of 
350 per day. 


AIRLINE CONTROL RELAXED 


The War Department has announced certain relaxations 
of its control of the commercial airlines that have been subject 
to such control since December 31, 1941. The Civil Aeronautics 
Board, it said, would in the future be responsible for allocations 
to the airlines of planes the department released from military 
service or priority. The C. A. B. also would determine routes, 
schedules, stops and type of service to be rendered, subject to 
War Department redetermination for reasons of military neces- 
sity, it said. The department, it said further, would retain all 
other powers conferred on it by the executive order of the 
President authorizing War Department control of the airlines, 
including control of air priorities and control of all service for 
military purposes carried on by airlines. 


CONSTRUCTION OF LANDING AREAS 

President Roosevelt has asked Congress to extend to June 
30, 1945, the availability of an existing appropriation for de- 
velopment of landing areas for national defense by the Office 
of Administrator of Civil Aeronautics, Department of Com- 
merce. A letter from the President to the president of the 
Senate referred to data in a budget recommendation, prepared 
by the Bureau of the Budget, showing that the “existing ap- 
propriation” referred fo was in the amount of $199,740,000, ap- 
propriated for the fiscal year 1943. 

Budget Director Smith, in a letter to the President, said 
that the appropriations for landing areas were available only 
for construction work approved as necessary for national de- 
fense by a board composed of the Secretaries of War, Navy and 
Commerce. The sites that had been approved so far, he said, 
would require all the funds now provided, and he added that, 
except for possible revisions made necessary by changes in 
military requirements, no additional locations would be im- 
proved, and that it was expected that the program could be 
completed without any additional appropriation. : 

“Unavoidable delays in acquiring the sites, completing engi- 
neering surveys, and letting contracts, together with the neces- 
sity for providing engineering and administrative expenses dur- 
ing the period of construction,” he said, “make it necessary that 
the availability of these funds be extended through the fiscal 
year 1945.” 


PANAGRA AIR MAIL RATE 


The Civil Aeronautics Board has fixed a rate of 31.67 cents 
an airplane mile for air mail transportation by Pan American- 
Grace Airways, Inc., effective from June 1, 1943, over its entire 
system. 

“The new raie of pay for the June-December period of 1943 
represents a reduction of about $390,000 for this period com- 
pared with the old rate and for the period after January 1, 
1944, it is estimated that the carrier’s mail revenue will be re- 
duced approximately $670,000 for the year,” it said. ‘“Panagra’s 
former rate was 50.77 per airplane mile over its system which 
was fixed by the board from July 1, 1942. , 

“The new rate, compiled on an airport-to-airport basis, 
was set with the provision that daily mileage does not exceed 
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10,117 miles for a base poundage of 300 pounds, plus an excess total compensation was 8.34 per cent greater in December, 
poundage rate of 0.05 of a cent per airplane mile for each 1943, than in December, 1942. The compilation said that, to 
pound, or fraction thereof, of mail in excess of the base pound- some extent, the actual compensation paid in December re- 
. flected a higher wage level. Accruals of anticipated wage in- 
“Under a permanent certificate of public convenience and creases not actually paid were not included in the December 
necessity granted by the board, Pan American-Grace operated reports, it said. 
air service for persons, property and mail between Cristobal, A comparison of the number of employes who received pay 
Canal Zone and Buenos Aires, Argentina. However, since De- in the month with the total hours paid for, showed 215 hours 
cember 16, 1941, the terminal point in the Canal Zone was an employe in December, 1943, and 211 hours in December, 
changed from Cristobal to Balboa. The carrier’s scheduled 1942. Employes paid on an hourly basis in December, 1943, 
service also includes intermediate stops in Colombia, Ecuador, received pay for 32,032,165 hours of overtime, which was 12.27 
Peru, Bolivia, Chile and Argentina.” per cent of the straight time paid for. The corresponding per- 
HS. LoS Se — for sa eg 1942, was ~— 
ompensation for “time paid for but not worked” for 
Privileges and Waste on Railroads December, 1943, was reported as follows: Executives, officials 
: in i and staff assistants, $62,890; professional, clerical, and general, 
The view that privileges granted by railroads to employes $2 496,964; maintenance of way and structures, $611,894; main- 
and patrons are standing in the way of efficient utilization of tenance of equipment and stores, $1,788,923; transportation 
the railroad transportation plant is reflected in the monthly (other than train, engine, and yard), $1,387,821; and transpor- 
review, “The Marketing and Transportation Situation,” issued tation (yardmasters, switch tenders, and hostlers), $128,061. 
by the Bureau of Agricultural Economics of the Department In the train and engine service, compensation for Decem- 
of Agriculture. It says: ber, 1943, was reported as follows: Straight time actually 
Ordinarily the railroads are not under such pressure to avoid worked, $60,323,852; straight time paid for, $71,888,205; over- 
wastages of manpower as they are today. In fact the effort on their time paid for, $10,898,858; constructive allowances, $3,299,834; 


part to satisfy their patrons and employes has caused them to concede total, $86,086,897. Miles actually run totaled 577,259,213 and 


many privileges in the past which have resulted in the waste of man- miles paid for but not run totaled 64,530,975. 
power over and above what has been due in some measure to imperfect EE oe NT tee 


management. 
As to matters wholly within their discretion, the railroads have 


tJ 
been called upon since the war began to improve the quality of their Motor Carrier Employes Status 


management. Consequently, some of the practices attributable wholly 





















to managerial discretion which were wasteful of Manpower have been ‘ Questions as Pe Ww: et ae carrier pry ey phy 
modified or abandoned either by voluntary action or by government ject to the jurisdiction o e Commission or to that o e 
direction. Wage-Hour Administrator will in future be submitted to a 


The question of privileges accorded the patrons and employes of committee composed of a representative of the Department 


the railroads involves much more than a matter of managerial discre- of Labor and a representative of the Commission’s Bureau of 
tion. The privileges have come into existence partly through agree- 


Motor Carriers for joint consideration and recommendation 
ments between og gy mag peer and pend henna <v a this to their respective agencies, according to a letter written by 
latter illustrated by the full-crew and train-limit laws. e agree- A A . P 
ments reached by the various interests have found expression in W. Y. ee mage vim He = order he —— Rice, chief 
freight tariffs in the case of shippers and contracts and rules in the Counsel, American Trucking Associations, Inc. _ . 
case of employes. The railroads are bound by these agreements. It The letter was written to. answer Mr. Rice’s question as 


follows that in order to eliminate any waste of manpower resulting to whether there was such an agency of the Commission that 
from the existence of these obligations, the railroads must have the 


would determine whether a particular employe was considered 

consent of the shippers and the employes for whose benefits the waste subject to the Commission’s safety jurisdiction. Said Mr. 
has been tolerated, unless the government intervenes. Experience Blanning: 
gained in this war demonstrates that the consent of a majority of the y 
interests involved is not always sufficient to eliminate abuses, particu- In Ispass et al. vs. Pyramid Motor Freight Corp., decided recently 
larly where a certain number has insisted on retaining their privileges. in the United States District Court for the Southern District of New 
To give an example, the Interstate Commerce Commission has been york, in a suit involving the exemption in section 13(b)(1) of the Fair 
compelled to exercise its authority to impose penalties for the undue labor Standards Act, the court held that the Interstate Commerce Com- 
detention of refrigerator cars. This shows that, even with the coopera- mission should initially, subject to judicial review, determine the ques- 
tion of large numbers of their patrons and employes, the railroads tion of whether the function of the employes suing affected the safety 
have not been able to eliminate some important abuses without gov- of »peration and whether employ2s are within the classifications already 
ernment intervention. Appeals have been made, including those by established by the Commission. No proceedings for such determination 
government agencies, to shippers and organized labor in the hope that py the Commission have yet been filed with us. If any such proceedings 
those groups would refrain from the exercise of some privileges are instituted, I presume they will be handled in accordance with the 
granted to them by the provisions of freight tariffs or working agree- Rules of Practice of the Commission. 
ments so far as the privileges involve waste of manpower. 

The efforts to secure such cooperation among the interested groups Mr. Blanning said that, in order to avoid conflicts be- 
a = onary roe ee B. he rn ate a mg aneg — tween informal advice given by employes of the two agencies, 
rganized committees throughou e country whic ave been active : j ini 
in supervising the better loading and unloading of freight cars with a he had recently conferred with L. Metcalfe Walling, adminis- 
view of preventing delay in use of the cars. Also, to some extent, trator, Wage and Hour and Public Contracts Division, De- 
shippers have been deprived of the privilege of routing traffic.as Partment of Labor, with the result that the committee afore- 


they see fit. mentioned had been set up. It was expected, he said, that 
Rail labor, likewise, has made concessions in respect to their this procedure would result in uniformity of advice in most 
working rules, some of which have had the effect of underutilizing 


cases. 
manpower. An outstanding example of such cooperation is the general He said that, if the two members of the committee were 
relaxation of the monthly mileage limitations applicable to the crews : : j : 
in the train and engine service. The average number of hours worked unable to agree as to the a of the nope moe to 
by employes in the train and engine service has been high, standing Particular situations, there would a further consultation 
at 48.3 hours in Novmber, 1943. between the two agencies for the purpose of devising a more 
However, there is evidence that much remains to be accomplished. formal Jest sas for determining such questions. 










































The railroads, for instance, have yet to make effective their reported 


og for short-routing empty cars returning to their owners. Until 
S is done, manpower will be wasted in such unproductive service. \. 
The a on the part of shippers to clean cars after unloading and to rua k age Case \ 
properly mark packages shipped in less-than-carload lots still results~ . : oui ps 
in Much waste of rail manpower. And organized labor, for its part,/ The National War Labor Board Trucking Commission has 
still has to decide what further contributions to increased efficiency it announced its decision m-a dispute between some 100 Michigan 
can make through the modification of working rules which waste trucking companies and various locals of the International . 
manpower, Brotherhood of Teamsters, Chauffeurs, Warehousemen and 
oo Helpers, A. F. L., covering approximately 1,400 workers in ten 
RAIL WAGE STATISTICS Michigan cities. 


The commission denied a request by the union, that nego- 

Class I steam railways, exclusive of switching and terminal tiates uniform contracts covering local cartage operations in 

companies, reported a total compensation of $287,524,230 Michigan excluding the city of Detroit, for a 20 cent an hour 

paid to 1,349,668 employes (as of the middle of the month) in increase for drivers of straight trucks and semi-trucks on the 

December, 1943, according to a compilation of wage statistics ground that these workers had already received increases since 

of those roads, statement M-300, prepared by the Commission’s January. 1941, in excess of the amount allowable under the 
Bureau of Transport Economics and Statistics. 


: “Little Steel” formula. The labor member of the commission 
The employment was an increase of 42,023, or 2.87 per dissented from this denial. 


cent, over the number reported for December, 1942. The total An increase of 5 cents an hour was ordered for drivers 
number of hours paid for was 4.89 per cent greater and the of “double-bottom” trucks. The commission ordered this in- 
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crease, which creates a differential of 5 cents an hour between 
the rates for drivers of single bottoms and double bottoms, to 
compensate for the greater .skill and hazard involved in the 
handling of the double bottoms. The resulting rates will be 
y shan and 85 cents, respectively, for single and double bottom 
rivers. 
The increases resulting from the commission’s order are 
subject to approval by the Director of Economic Stabilization. 
The commission also directed that overtime at the rate of 
time and a half be paid for work in excess of 9 hours a day, 
or 54 hours a week, he paid for all operations, with the proviso 
that overtime should not be paid twice for the same work. The 
order also provided for overtime rates for Sunday work, and 
for six holidays in the year. 
The old contracts made no provision for overtime rates. 
A request by the union for an increase in the vacation 
schedule was denied by the commission. The present schedule 
calls for one week vacation for employes with ten months of 
service within a given year. 
The companies that are party to the disputed contracts 
are located in the following cities: Flint, Pontiac, Lansing, 
uskegon, Battle Creek, Saginaw, Bay City, Port Huron, Jac 
and Hillsdale. 


ALASKA RAILROAD WAGES 


Delegate Dimond, of Alaska, has introduced H. R. 4375, to 
authorize increases in wages of certain employes of the Alaska 
Railroad for services in the period from May 1, 1943, to Sep- 
tember 30, 1943, inclusive. Earlier, Delegate Dimond had intro- 
duced a similar bill, H. R. 4325 (see Traffic World, March 11). 
Provisions of H. R. 4375 differ from those of H. R. 4325 only 
with respect to payment of overtime rates, such overtime being 
limited to trainmen and enginemen in the new bill, on a basis 
differing from that proposed in H. R. 4325. 


MOTOR WAGE INCREASE DENIED 


_The National War Labor Board Trucking Commission has 
denied the request of the International Brotherhood of Team- 
sters, Chauffeurs, Warehousemen and Helpers Union, A. F. L., 
for a wage increase for truck drivers employed by 45 Akron, 
O., trucking companies. 

The union had requested a 22 cents an hour wage increase 
for the approximately 700 drivers employed by the companies, 
who were represented before the commission by the Akron 
Motor Transportation Association, said the commission. 

The commission, with the labor member dissenting, ac- 
cepted the findings of a W. L. B. hearing officer that these 
workers, who received an increase of 5 cents an hour in March, 
1943, at the direction of the trucking commission, were not en- 
titled to any. further increase under the Little Steel formula 
or any other part of the W. L. B. wage stabilization program. 


og present rates average 88 cents an hour, the commission 
said. 


MOTOR MAINTENANCE MANPOWER 


Plans to extend and augment community automotive main- 
tenance manpower programs on a nationwide basis have been 
announced today by the Office of Defense Transportation. Im- 
mediate attention would be forcused on the centralization of 
deferment requests and the negotiation of industry transfers 
~~ a Manpower Commission requisites are met, the O. 

. T. said. 

The action taken jointly by the O. D. T. and its automotive 
maintenance manpower committee is a further attempt to 
stabilize manpower in this field by unified cooperation of the 
small and diversified shops of which the industry is composed, 
says the O. D. T. and added: 


A working program, formulated by maintenance men in New Eng- 
land in cooperation with the O. D. T. state selective service officials 
and the War Manpower Commission’s regional office, will serve as a 
basis for the stabilization move. Details of this plan will be distributed 
by the O. D. T. through its division of transport personnel field force 
and its motor transport district maintenance advisory committees, 
and by the industry, through its trade associations. The O. D. T. 
said it would suggest that similar plans be organized where no formal 
manpower action has been taken, or where the plan can improve 
existing programs. 


oO. D. T. MOTOR COMMITTEE REPORT 

The continuance of certain essential over-the-road truck 
operations was threatened by the critical financial condition of 
the carriers, the National Motor Transport For-Hire Carrier 
Consulting Committee to the Office of Defense Transportation 
said at the conclusion of a six-day meeting, the O. D. T. re- 
ported March 14 (see Traffic World, March 11, p. 673). 

The committee recommended that the O. D. T. explore the 
question of government financial aid “to insure the continued 
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operation of trucking companies which are necessary to the 
successful prosecution of the war or the maintenance of the 
essential civilian economy.” A special subcommittee was cre- 
ated to discuss the matter in detail with the O. D. T. 

Principal factors contributing to the critical financial con- 
dition of the carriers, the committee said, were the general 
rigidity of rates and the steady increase in operating costs 
caused by over-age equipment, increased wages, increased cost 
of parts, and deterioration in the quality of parts and fuel. 

The committee proposed an immediate survey by the 
O. D. T. field staff of the 1945 vehicle requirements of for-hire 
carriers, both as to type and capacity, so that the 1945 produc- 
tion program could be scheduled properly and without delay, 

Improvement in the parts situation was reported by the 

committee. It proposed, however, that the O. D. T. take steps 
to remove sub-standard engine valves, bearings and radiators 
still in dealers’ hands and replace them with the new improved 
standard parts. 
e committee adopted a resolution requesting the O. D. T. 
evise and to bestow upon duly qualified motor carriers an 
hghor award similar to the Army-Navy “E” and the Maritime 
ommission ‘“M.” 

Importance of the O. D. T.-sponsored joint-action plans in 
conserving and fully utilizing equipment fuel and manpower 
was emphasized by the committee. 

Other matters discussed by the committee included new 
equipment needs, new vehicle financing, 1945 vehicle produc- 
tion, maintenance and rehabilitation, truck tire problems, man- 
power problems, and the cost and quality of available fuels. 

In explanation of its request that the O. D. T. explore the 
matter of government financial assistance to the trucking in- 
dustry, O. D. T. officials said that the National Motor Transport 
For-Hire Carrier Consulting Committee to the O. D. T., had 
referred to a report made to the O. D. T. late last year, in 
which the committee had said that the idea of having the 
business subsidized was distasteful, but that it must be sub- 
sidized if considered essential to the war effort and if it was 
to continue in operation. 

In its latest recommendations to the O. D. T., the committee 
said that everything in its prior report applied with greater 
emphasis now. The financial situation was so serious that there 
must be no further delay, it said, and asked the O. D. T. to 
find out at once about the approach or approaches to the 
subsidy question and to inform the committee how to proceed 
in order to get one. In the meantime, it said, the O. D. T. 
should do what was necessary to insure the continued operation 
of the trucking companies that might stop operations, or be 
about to stop operations, when those companies were necessary 
to the prosecution of the war and the maintenance of essential 
civilian economy. 









Motor Maintenance 


A pamphlet entitled “Rehabilitation and Preventive Main- 
tenance,” dealing with the Office of Defense Transportation’s 
rehabilitation program for trucks and busses and the kindred 
subject of preventive maintenance measures to maintain existing 
transportation equipment, is being distributed to automotive 
trade publications and industry groups, the O. D. T. has an- 
nounced. Dial: 

The 13-page booklet discusses 1944 prospects for civilian 
commercial motor vehicles, the O. D. T. truck rehabilitation 
program for 1944, preventive operation, preventive maintenance, 
and a short guide for having vehicles checked and repaired in 
filling stations, garages and repair shops after 1,000 miles of 
operation. 

As to 1944 truck production prospects, the booklet says: 

The job ahead in 1944, for all truck, bus and passenger car owners, 
is to maintain and rehabilitate the vehicles they now own. It is very 
evident that the demands of the war will prevent any extensive 
replacement of civilian automotive vehicles during the year. The few 
trucks and buses that can be built under the War Production Board's 
program will be needed for critical replacements. 

The stock pile of new 1941 model trucks has been practically ex- 
hausted. The 1944 schedule of new truck manufacture contemplates 
64,000 medium class trucks, 24,000 heavy class trucks and 28,000 trailers. 
Only approximately 25 per cent of these trucks are scheduled for pro- 
duction in the first half of 1944. If this production schedule is measured 
against a potential normal and accumulated demand for more than 4 
million trucks, it is obvious that no truck owner should be encouraged 
to expect that he can obtain a new truck as a replacement for the 
worn or out-moded truck which he now owns. 





MONEY FOR O. D. T. 

President Roosevelt has transmitted to Congress an esti- 
mate of appropriation for the Office of Defense Transportation, 
for the fiscal year ending June 30, 1945, amounting to $18,811, 
000. The amount appropriated by Congress for the O. D. T. for 
the current fiscal year was $16,650,000. 
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the | Direetor Eastman Dead 

the The Traffic World Washington Bureau 
a Joseph B. Eastman, Director of the Office of Defense Trans- 
con- portation and member of the Interstate Commerce Commission, 
neral died in Washington, at the Emergency Hospital, shortly after 
costs six a. m., March 15. He had called his 
cost nurse at six o’clock and died a few 
fuel, minutes after she answered the call. 

the His death came as a great shock to his 
-hire associates because they had understood 
oduc- that his condition had been consider- 
lelay, ably improved by the rest he had had 
y the since February 19, when he entered the 
steps hospital. He had suffered from a heart 
ators ailment that it was believed would be 
roved helped by a rest. : 

Stephen Early, Secretary to Presi- 
D. B dent Roosevelt, said the President had 
Ts an heard with deep regret of the death of 
ritime “Joe’’ Eastman. . 

“On February 19,” said “Mr. Early, 
ans in “Joe called me on the phone and said: 
power ‘As you know, I have been in the hands 

of my doctors about two _— ee 
. B. Eastman angina trouble. Now they haven’ 
Foe . asked me, they have told me, that I 
man- must go to the hospital for at least two months. I may be away 
fuels. longer. If the President would like me to do so, I will offer my 
re the resignation as director of the O. D. T.’” , 
ng in- Mr. Early said that, on the same day, the President sent, 
nsport by messenger, a letter to Mr. Eastman at the Emergency Hos- 
’., had pital, reading as follows: 
Par, in Dear Joe: I am so corry to hear that you are feeling somewhat 
ng the below par. Your health is the primary concern and must receive 
e sub- every consideration. Follow strictly the doctor’s orders, and take that 
it was much needed rest. Do not for a moment think of resigning. Get 
yourself back in good form, for the job needs you and the country 
umittee needs you. 
grees Mr. Early also called attention to the letter that the Presi- 
 T. to dent had sent to Director Eastman on the occasion of the testi- 
to ‘the monial dinner in Washington, February 17, honoring him on 
sroceed the completion of twenty-five years as a member of the Com- 
DT. mission (see Traffic World, Feb. 26, p. 540). 
eration In announcing the death of Mr. Eastman, the O. D. T. said 
or be that his condition took a sudden turn for the worse early the 
cessary morning of March 15 when he suffered a heart attack. : 
ntial It was announced that the funeral would be held Friday, 
_ 2 p. m., at All Souls Episcopalian Church, Washington. The 
body was to be cremated and the ashes sent to Binghampton, 
N. Y., for burial in the family plot. 
, Young Acting Director 
Boner 4 _ President Roosevelt has made Deputy Director Young Act- 
kindred § "8 Director of the Office of Defense Transportation. In a letter 
existing dated March 15, he wrote as follows to General Young: 
omotive Pending the appointment of a successor to the late Honorable 
has an- Joseph B. Eastman as Director of the Office of Defense Transportation, 
you are hereby designated and appointed Acting Director of the Office 
civilian § °f Defense Transportation with full authority to perform all the duties 
ilitation and functions of the office of Director. 
tenance, Mr. Eastman’s death created a vacancy not only in the 
aired M § directorship of the O. D. T. but also on the Commission of 
miles of § which he had been a member since early in 1919. 
let says: The O. D. T. issued the following about General Young: 
r owners, General Young has had a long and varied experience in the trans- 
It is very portation field. Born in Washington, D. C., in 1878, he served in the 
extensive Navy during the Spanish-American War. He was graduated from 
The few f§ Cornell University in mechanical engineering in 1902. Starting his 
n Board’s @ Career with the Pennsylvania Railroad in 1900 as a special apprentice 
in the mechanical department, he has continued in.its service ever 
tically ex- J Since, except for periods of army and government assignments in both 
templates § the last war and the present war. 
0 trailers. After holding various positions in the operating and mechanical 
d for pro- § departments of the Pennsylvania Railroad, he became vice-president in 
“measured § Charge of purchases, stores and insurance in 1932, and assumed the 
re than a § added duties of vice-president in charge of real estate and taxation 
ncouraged in 1938. 
nt for the In the last war, he served with the Army Transportation Corps, 
and subsequently held a commission in the Engineer Corps Reserve. 
He was a Colonel in the Engineering Reserves and chief of the railway 
section under the chief of engineers, U. S. Army, when Mr. Eastman 
. § 4Ppointed him to the staff of the O. D. T. on January 14, 1942, as 
; an eStl B Director of the Section of Materials and Equipment. The following 
portation, month he resigned from the O. D. T. when called to active duty with 
) $18,811, | the supply division (G-4) of the War Department General Staff. Subse- 
D. T. for #auently, with the establishment of the Services of Supply, General 





Young was named its Director of Procurement and Distribution. 
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July, 1942, having been placed in an inactive status after reaching the 


army retirement. age of 64, he returned to the O. D. T. as assistant 
director. 


General Young was appointed deputy director of the O. D. T. in 
January, 1943. In announcing that appointment, Mr. Eastman ex- 
plained that General Young would act for him in times of his absence, 
and in addition would have direction and control over all matters per- 
taining to the O. D. T.’s responsibilities as a claimant agency for 


domestic transportation under the controlled materials plan of the 
War Production Board. 


A past president of the American Society of Testing Materials, 
General Young is an inventor of devices associated with mechanical 


arts. He is a trustee of Drexel Institute of Technology, Philadelphia. 
His home is in Philadelphia. 


Speculation on Successor 


President Roosevelt’s letter to General Young left open, it? 
was pointed out, the question of who might be made directo 
of the O. D. T. Doubt was expressed in some quarters tha 
General Young would be made director on the theory that th 
President would select some one not having been identifie 
with one form of transportation as General Young had been) 
The name of Commissioner Johnson, who has had charge of 
emergency car service matters for the Commission, was mené: 
tioned as a possible successor to Mr. Eastman. Mr. Johnsorw 
was Assistant Secretary of Commerce before he was appointe 

ito the Commission by the President. The name of Henry Ff 
\ McCarthy, director of the division of traffic movement of th 
‘0. D. T. was mentioned. However, he, as did General Young 
came to the O. D. T. from the railroad branch of transporta 
‘tion service, having been with the Boston and Maine Railroad 

With the army having such a vital interest in transporta 
tion performance, it was believed likely that the Presiden 
/would have the views of General Somervell and Maj. Gen. C. P 
'Gross, chief of transportation, Army Service Forces, with re 

popect to Mr. Eastman’s successor. 







Eastman’s Career 


Mr. Eastman was born at Katonah, N. Y¥., June 26, 1882, 
the son of a Presbyterian minister, and received his bachelor’s 
degree from Amherst in 1904. He was the holder of an Amherst 
fellowship at South Ends House (social settlement), Boston, 
Mass., in 1905. The following year he became secretary of the 
Public Franchise League and held that position until 1918. He 
was counsel for employes of various street railway. companies 
in wage disputes. He entered public service as a member of the 
Massachusetts Public Service Commission and served, under 
appointments by Governor Walsh (now U. S. Senator) and 
Governor McCall. He came to the Commission February 17, 
1919, by appointment by President Wilson and confirmation of 
the Senate. He was reappointed by Presidents Harding, Hoover 
and Roosevelt. President Roosevelt made him Federal Coordi- 
nator of Transportation under the emergency railroad trans- 
portation act of 1933 and again made him director of the Office 
of Defense Transportation which the President established by 
executive order December 18, 1941. In each instance Mr. East- 
man retained his membership on the Commission and cast votes 
to break “ties” in the Commission when occasion demanded. 


Unusual tribute was paid to Mr. Eastman in honor of his 
twenty-five years of service as a member of the Commission at 
the testimonial dinner February 17 and at the annual meeting 
of the Associated Traffic Clubs of America at Cleveland, O., 
February 24 (see Traffic World, Feb. 26, p. 537). 


Mr. Eastman had served as chairman of the Commission 
several times and was serving a three-year term as chairman 
when he was made O. D. T. director. He had declined to take 
his turn as chairman, under the Commission’s rotation plan, in 
1920 when Edgar E. Clark was reelected chairman. He thought 
it better, in view of the fact that Mr. Clark had served as chair- 
man in the first world war period and had had played an im- 
portant part in the framing of the transportation act of 1920, 
that Mr. Clark continue as administrative head ofthe regulat- 
ing body. The act of 1920 terminated federal control of rail- 
roads. Mr. Eastman had been in favor of continuing federal 


operation of the railroads for an experimental period after the 
restoration of peace. 


An Independent 


Mr. Eastman said he was an independent in politics. He 
might well have applied that word to himself not only in politics 
but in his official life. He early attracted nationwide attention 
in the. transportation world by. taking a favorable position 
toward public ownership and operation of the railroads. In 
later years, however, he did not speak so much of that view 
and, as director of the Office of Defense Transportation, he re- 
peatedly asserted there was no need for government operation 
of the railroads to meet war demands as the railroads, under 
private ownership and operation, were doing the job unusually 
well. 


Another instance of the “independence” of Mr. Eastman 
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Shipment at one time of the 1943 potato crop 
in the region served by Great Northern would 


require a train of at least 25,000 cars. 


This huge crop couldn’t be moved in one ship- 
ment, of course. But, from spud-picking season 
through late Spring, Great Northern will have 
delivered nearly the entire crop of high quality 
table and certified seed potatoes to North Amer- 


ican markets. 


More than dependable transportation is pro- 
vided the Northwest potato-growing industry by 
Great Northern. The railway’s Agricultural 
Development Department affords growers scien- 


tific aid and co-operation. 
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Big scale potato production requires large, modern plants for washing, sorting, packing... 
Encouragement of industries along its line is one of the many things that make Great Northern great. - 
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was reflected in the position he took against “housing” the 
Commission in a Cabinet department when that was being pro- 
posed in the early days of the Roosevelt administration. He was 
not afraid to speak out in behalf of maintaining the independ- 
ence of the Commission, even though that view might clash with 
that of the President. Notwithstanding his independence, Presi- 
dent Roosevelt thought highly of him and his ability, as indi- 
cated in letters and other public utterances of the President. 
Mr. Eastman was in no sense a member of the so-called “palace 
guard,” but the President turned to him when the nation was 
attacked at Pearl Harbor in December, 1941, and put him at 
the head of the agency set up to handle the transportation serv- 
ice problems of wartime. : 

Through the years Mr. Eastman exerted great influence in 
the making of transportation legislation. He appeared many 
times before congressional committees and had the respect and 
confidence of the lawmakers. His ability to answer questions 
asked by members of Congress was regarded as remarkable. 
There were few transportation situations as to which he could 
not speak with authority. ; 

Though he was 61 years old and read, as it is said, “om- 
nivorously,’’ Mr. Eastman’s eyes served him without glasses. 
One of his closest associates said that to his own knowledge 
Mr. Eastman, following the theory that six hours’ sleep a night 
was sufficient, had worked night after night until 11 or 12 
o’clock, and then had read detective stories and “pulp” maga- 
zines—probably his chief pastime—for an hour before going 
to sleep. 

It was never difficult to “get to” Mr. Eastman, newspaper- 
men found through the years. Recently, when he had spoken 
extemporaneously at a meeting in New York City, and was 
asked by a newspaperman on his return to Washington to “fill 
him in” on the meeting, Mr. Eastman took the time to dictate 
a summary of his remarks, though there were persons outside 
his office waiting to see him. 

Mr. Eastman had never married. He lived with his sister, 
Miss Elizabeth Eastman, who survives him. 


Commission Comment 


Chairman Patterson, of the Commission, issued the follow- 
ing memorandum concerning Mr. Eastman’s death: 


The Commission has learned with deep regret of the death this 
morning of our beloved colleague, Commissioner Joseph B. Eastman. 
His genial, helpful and splendid personality, indefatigable industry, 
sterling integrity, unswerving loyalty and broad fair-mindedness won 
our affections, regard and esteem to a superlative degree. His unex- 
pected passing is a tremendous loss, not only to the Commission, but 
to the country as a whole. 

Were we to follow our personal wishes and inclinations, we should 
suspend business affairs for a time, but the demands of the public 
service are such as to lead us to forego those inclinations and to 
proceed with the work, knowing that no formal action which we could 
take would add to the honor and esteem which he so fully and ably 
earned, and realizing that neither formal action nor words could 
adequately express the profound sorrow that has entered deeply into 
each of our hearts, and that can never be overcome. 


Senator Wheeler 


Commenting on Mr. Eastman’s death, Chairman Wheeler, 
of the Senate interstate commerce committee, said: 


Mr. Eastman was an ideal government administrator—one of the 
finest and best that I have come in contact with in my 20 years in 
Congress. His passing will be a distinct loss to the I. C. C. and to 
the people of the country generally. If we had more Eastmans as ad- 
ministrators in Washington, there would be far less criticism of 
federal bureaus. 


Federal Power Commission 


The Federal Power Commission adopted the following 
resolution: 


The members of the Federal Power Commission have, with deep 
regret and a keen sense of personal loss, learned of the untimely 
death of Joseph Bartlett Eastman, member of the Interstate Com- 
merce Commission and director of the Office of Defense Transportation. 

Throughout his public career in Massaschusetts and his twenty- 
five years’ service on the Interstate Commerce Commission, his in- 
tegrity, intellectual capacity, diligence and unceasing devotion to the 
public interest have brought him widespread recognition. His success- 
ful performance of the difficult tasks and responsibilities which have 
been his as director of the Office of Defense Transportation during the 
period of the war emergency has constituted a national service of 
incalculable value. These accomplishments, together with his modesty 
and sweetness of character which have so endeared him to those who 
have known and worked with him, have made his career a genuine 
inspiration to his fellow public servants. 

Be it resolved, therefore, that this expression of respect, affection 
and regret be spread upon the records of the Commission and that 
copies be sent to the Interstate Commerce Commission, to the Office 
of Defense Transportation and to Miss Elizabeth Eastman. 


The member of the Power Commission are: Leland Olds, 
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ae Manly, Claude L. Draper, John W. Scott, and Nelson Lee 
mith. 
General Young 


General Young in a statement said: 


Mr. Eastman is a war casualty: He refused to measure out his 
strength in the face of need. His death is more than a personal loss to 
us; it is occasion for a nation’s sorrow. He was deeply appreciative of 
the fine and loyal service of all of us who served with him, in the field 
no less than in Washington. We can do no other, in recognition of 
his unselfish and splendid work, than to close ranks and seek even 
more earnestly the attainment of the goal for which Mr. Eastman 
gave so generously—that transportation shall not fail a nation and a 
world in need. 


Secretary Patterson 


Robert P. Patterson, Under Secretary of War, issued the 
following statement: 


The nation has suffered an irreparable loss by the death of Joseph 
B. Eastman. As coordinator of defense transportation he kept a criti- 
cal phase of the American war effort from being a chaotic one, and 
did so with absolute fairness and impartiality. The army, especially, 
has suffered a deep loss, for it was always given his cooperation and 
support, his expert counsel, without stint. As an individual and as a 
citizen, he was without a peer. 


General Somervell 


Lt. Gen. Brehon Somervell, the Commanding General, Army 
Service Forces, who had much to do with Mr. Eastman in con- 
nection with war transportation demands, said: 


The death of Joseph B. Eastman leaves a gap that will not be 
easy to fill. The nation has lost an outstandingly brilliant expert 
on transportation, one who never lost his deep-rooted impartiality in 
a controversial field. As coordinator of defense transportation Mr. 
Eastman was a tower of strength in a critical period. The army 
particularly will feel a deep sense of deprivation. It has lost a wise 
and sympathetic counselor, one who has given wholehearted support 
to its problems and needs. Personally, I have lost a friend. 


Chairman Lea 


Chairman Lea, of the House interstate and foreign com- 
merce committee, at the opening of a hearing by a subcommittee 
of that committee March 16, expressed regret over the death 
of Mr. Eastman, saying he regarded Mr. Eastman as “one of 
the greatest public servants in this generation.’”’ Mr. Lea said 
he thought Mr. Eastman had made a contribution to public 
service and to transportation ‘“‘scarcely equaled by any man in 
this country.” 

Representative Reece, of Tennessee, moved that Chairman 
Lea head a committee to draft a resolution on the death of 


Mr. Eastman. The motion was carried by voice vote of the 
committee members. 


R. V. Fletcher 


R. V. Fletcher, vice president of the Association of Amer- 
ican Railroads, said that Mr. Eastman had become “one of 
the most wonderful public servants this country has ever had.” 
He added that “nobody can replace him.’ He said that Mr. 
Eastman’s talents and accomplishments were such that he 
could have obtained from private industry a salary ten times 
as great as that he received from public service. 


Admiral Land 


Chairman Land, of the Maritime Commission, said the 
death of Mr. Eastman deprived the country of one of its most 
able and valuable public servants and that he was one of the 
government’s hardest working officials and was carrying out 
“so effectively one of the vitally important phases of the war 
program.” 


PRIVATE TRUCKERS JOINT ACTION PLANS 


Frank T. Corcoran, district manager of the motor transport 
division of the Office of Defense Transportation in Chicago, is 
urging private motor carriers in the district to speed the de- 
velopment and adoption of joint action plans to conserve motor 
transportation. He has invited wholesalers and distributors in 
allied lines to work jointly toward the elimination of excess 
truck mileage. Methods by which wasteful operation could be 
eliminated, said he, included the pooling of trucks and collec- 
tion and delivery services in given areas; the filling of orders 
from each others’ stocks by merchants handling identical lines, 
so that delivery might be made from the point of supply nearest 
the customer, and the making of only capacity load deliveries 
where possible. He pointed out that participants in such joint 
action programs were protected from prosecution under the 
anti-trust laws under “blanket approval of the Department of 
Justice.” 
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March 18, 1944 


Travel Curtailment 


The Office of Defense Transportation has announced that it 
has adopted as its national policy with respect to the holding 
of conventions a plan by the Philadelphia Convention and 
Tourist Bureau designed to eliminate all conventions not di- 
rectly related to the war effort. 

Under the plan, it said, it would be informed at once of all 
convention arrangements, and no hotel reservations for conven- 
tions would be made more than 30 days in advance. It com- 
mended the action of the Philadelphia organization and urged 
immediate adoption of the plan by the American Hotel Asso- 
ciation, the International Association of Convention Bureaus 
and other hotel and travel organizations. It said the Philadel- 
phia plan resulted from a recent statement by Director East- 
man, urging voluntary cancellation of conventions and group 
meetings that would not contribute to the winning of the war. 
The text of the plan follows: 


In consideration of the necessity for the utmost cooperation with 
the Office of Defense Transportation in an effort to reduce travel during 
the present war emergency, and the issuance of official policy state- 
ments concerning conventions by the O. D. T., the Philadelphia Con- 
vention and Tourist Bureau will agree: 

1. To discontinue immediately, and for the duration of the war, 
active solicitation of convention business by its officials or other repre- 
sentatives, except conventions that will be held in the post-war period 
or those that qualify as war conferences as hereinafter provided. 

2. To restrict any personal visits of its officials or representatives 
to any organization holding a convention during the war to those re- 


questing a representative to call on them, or be present at* their 
meetings. 

3. That when and if its representatives are requested to meet with 
such organizations, or their officials, they will endeavor to discourage 
the holding of any large gathering until after the war. 

4. To confine all direct mail, advertising and publicity to appeals 
for qualified war conferences or post-war conventions. 

5. That when such qualified ‘‘war conferences,’’ meaning those that 
will definitely help shorten the war, are arranged, the Convention Bu- 
reau will then give its utmost cooperation to the organization holding 
such a meeting in its city. 

6. To arrange with Philadelphia hotels not to accept reservations 
for convention space or for delegates more than 30 days in advance of 
the date when the convention is scheduled to meet. 

7. To arrange with all Philadelphia hotels to file with the Office of 
Defense Transportation, immediately upon acceptance by them of defi- 
nite reservations, a record of said reservations, together with other in- 
formation to be set forth in a form to be provided by the Office of 
Defense Transportation. 


In explanation of its announcement that it had adopted as 
its “national policy” the Philadelphia plan and in response to 
inquiry as to how it would make that policy effective, it was 
stated at the O. D. T. that letters would be addressed to indi- 
vidual hotels, to local hotel associations, to the American Hotel 
Association, and to the International Association of Convention 
Bureaus, outlining the voluntary procedure the O. D. T. was 
asking hotels to follow. It was explained that the O. D. T. 
would seek to curtail the holding of conventions as proposed 
in the Philadelphia plan through voluntary action. 

O. D. T. officials said that a form of certificate was being 
prepared by the O. D. T. to be furnished to hotels. It was ex- 
plained that, when a hotel was approached for reservations 
to be used by a convention group, the O. D. T. had asked the 
hotel to send this certificate to the officials of the association 
planning to hold the convention. On this form, the association 
officials would be asked to certify that the convention was re- 
lated to the war effort and would definitely shorten the war, 
it was explained, and that if such certification could not be 
made, the hotel would be expected not to make the reservations. 
. However, if the association officials certified that the meet- 
ing met those requirements, the hotel would then make the 


reservations, and would inform the O. D. T. of that fact, it 
was said. 





TRAIN SERVICE FROM FLORIDA 


One of the two special trains authorized for emergency 
northbound travel out of Florida has been discontinued, the 
Office of Defense Transportation has announced. 

The special trains were authorized by the O. D. T. in re- 
sponse to urgent representations that thousands of travelers 
were stranded in Florida. Pullmans were requested, but the 
O. D. T. was able to authorize only day coaches. The special 
service began March 1. 

The Seaboard Railway discontinued its special train after 
sper any for several days with scant patronage, the O. D. T. 

id. 
_ “Apparently we have taken out all the people who want 
this type of accommodations,” railroad officials told the O. D. T. 
Continuing, the O. D. T. said: 


The Florida East Coast-Atlantic Coastline special train is still 
being operated. However, it is currently carrying: only about 400 
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passengers a day, according to reports to the O. D. T., and it is 
expected that this train will also be discontinued before the end 
of March. 

The demand for Pullman accommodations and for reservations on 
the deluxe Florida trains continued as heavy as ever. Trains are still 
booked thirty days in advance, the limit set by O. D. T. for advance 
reservations. 

Except for the special trains authorized, only the regularly sched- 
uled trains are available on the Florida run. The all-Pullman specials 
which before the war ran northward in as many as seven sections at 
this time of year are out for the duration. No additional Pullman cars 
can be assigned to the Florida service. 

Despite the repeated warnings of the O. D. T. not to travel unnec- 
essarily, thousands of persons went to Florida from November on. The 
pressure for railroad accommodations developed when most of the 


winter visitors attempted to return north in the latter part of February 
and early March. 


North Dakota Grain Movement 


In announcing the results of its investigation of wheat 
movement from North Dakota (see Traffic World, March 11), 
the Office of Defense Transportation said its investigation had 
brought to light the “‘causative factors” of congestion reaching 
back several years. The O. D. T. listed those factors, in 
chronological order, as follows: 


1. As much as a full year’s crop of wheat was carried over in 
storage when the 1942 crop was harvested. 2. Because of the large 
carry over, much of the 1942 crop had not been moved from the farms 
when the 1943 crop was harvested. Nearly a two-year crop awaited 
shipment last fall. 3. As is customary in the Dakota wheat area, 
the harvested crop was stored temporarily in piles on the ground. 
4, The railroads normally have all fall, winter and spring to move the 
crop. In 1943-44 the railroads had not only nearly two years’ crops to 
move, but many growers delayed shipment of wheat until after the 
first of the year in order to hold down their 1943 cash income. 
5. From mid-winter on the railroads were called upon to move a 
tremendous amount of wheat at the same time that they were carrying 
an unprecedented volume of freight. 6. During this period grain 
elevators were offered wheat faster than they could forward it, and 
at one time as many as 1,000 elevators were blocked against further 
receipts for this reason. 7. Today 100 or less elevators are blocked. 
8. During mid-winter, when the demand to move wheat was heaviest, 
some common carrier trucks very probably ran empty through North 
Dakota. 9. The movement of bulk grain to the primary grain centers 
of the region, Duluth, Superior and Minneapolis, is so small a part 
of the common carrier trucker’s business that only two of the carriers 
serving this area had obtained permits from the Interstate Commerce 
Commission to haul bulk grain and had published rates. 10. The 
O. D. T. has no restriction against the transfer of grain, either bulk or 
bagged, in trucks, whether operated by common carriers or by car- 
riers of bulk agricultural products. 11. The decision to use or not use 
trucks rests with the producer. 


As a result of its investigation, the O. D. T. said it had 
found that, currently, no wheat was stored in piles on the 
‘ground, and that there had not been any so stored for 60 days; 
that grain was being moved out of North Dakota at the rate 
of 1,000,000 bushels a day; and that current grain movements 
indicated that elevators would be cleared by the time the 1944 
crop was harvested and that facilities for the orderly movement 
of the crop would be available. 


Oo. D. T. EXPORT FREIGHT PERMITS 


The Office of Defense Transportation, March 14, revoked 
General order O. D. T. 38A, and administrative order O. D. T. 
2A, dealing with carload and truckload shipments to or through 
Canada, and with procedures for application and for issuance 
of O. D. T. shipping permits under general order O. D. T. 38A, 
respectively. t 

The orders were revoked, it was explained at O. D. T., 
because their terms were included in general order O. D. T. 
16A, and administrative order O. D. T. 17, recently issued to 
govern the transportation of shipments, under O. D. T. permits, 
into United States ports for offshore movement to points out- 
side the continental United States (see Traffic World, March 
11, p. 672). 


LOCAL JOINT-ACTION PLANS 


The Office of Defense Transportation has announced the 
issuance by the chairman of the War Production Board of a 
blanket certificate authorizing the adoption, upon approval by 
the O. D. T., of joint action plans by “for hire” motor carriers 
engaged in local cartage service. The certificate was issued 
on fecommendation by the O. D. T. In a statement the latter 
said: 


The O. D. T. has adopted an amendment to General Order O. D. T. 
6-A (General Order O. D. T. 6-A, Amendment 2) to make it conform to 
the procedure authorized by the certificate. The procedural steps will 
serve as a guide for local cartage operators in adopting joint action 
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agreements designed to save mileage and thereby conserve gasoline, 
tires, replacement parts and manpower. 

Joint action plans involve the adoption of more efficient delivery 
practices, reduction of delivery frequencies, joint or reciprocal opera- 
tion of equipment and facilities, and other measures designed to for- 
ward the over-all mileage conservation program. 

Issuance of the certificate is expected to stimulate the adoption of 
voluntary joint action plans among approximately 200,000 ‘‘for hire’’ 
motor truck operators over the nation engaged in local pick-up and 
delivery service. Operators who are not now parties to such arrange- 
ments are urged by the O. D. T. to take the necessary steps without 
delay. 

Participants in joint action agreements among ‘‘for hire’’ carriers 
in local delivery service are safeguarded from prosecution under the 
federal anti-trust laws so long as they conform to the O. D. T.’s 
regulations. This immunity is authorized by the small business con- 
cerns act of 1942. 


MOTOR CONSERVATION 


Under a dairy industry transportation plan affecting the 
movement of dairy products from producing areas to seven 
dairies serving the Washington, D. C., area, William M. Tobin, 
district manager of the Office of Defense Transportation, said 
this week it was estimated that nearly 300,000 truck miles a 
year would be conserved. The plan will apply directly to 215 
haulers serving independent producers in the Washington milk- 
shed area. 

The O. D. T. has announced issuance of supp. order O. D. T. 
3, Rev. 181, common carriers, coordinated operations between 
points in New Jersey, New York and Pennsylvania; supp. 
order O. D. T. 3, Rev. 192, common carriers, coordinated opera- 
tions between Indianapolis and Peru, Ind.; supp. order O. D. T. 
3, Rev. 189, coordinated operations between points in Missouri 
and Illinois; and supp. order O. D. T. 3, Rev. 188, coordinated 
operations between points in Washington, the latter having 
been incorrectly designated as Rev. 186 in the Traffic World, 
March 11, p. 674. 

The O. D. T. has revoked supp. order O. D. T. 3, Rev. 20, 
coordinated operations between points in Missouri, effective 
March 14. 


Control of Exports and Imports 


“Issuance of shipping documents and related functions in 
expediting shipments of civilian supplies on commercial ac- 
count to Aden, Cyprus, Palestine, and Transjordan will be 
handled on and after March 15, 1944, by the Combined Agency 
for Middle East Supplies,” said that agency and the British 
Colonies Supply Mission in a joint announcement regarding 
changes in procedure for commercial exports of civilian sup- 
plies to certain Middle East destinations. 

On and after March 15, continued the announcement, all 
inquiries regarding import licenses, applications for release cer- 
tificates and shipping for these Middle Eastern destinations 
should be addressed to the Combined Agency for Middle East 
Supplies, 839 Seventeenth St. N. W., Washington, D. C., or to 
its New York office, 43 Exchange Place, New York City. 

Shipping services for the four specified destinations had 
previously been handled by the British Colonies Supplies Mis- 
sion, said the announcement, continuing: 


Transfer of services for other middle east destinations, from the 
New York office of the United Kingdom Commercial Corporation 
Mission to the Combined Agency, was announced on January 20, 1944. 
The current step completes the centering of services to expedite com- 
mercial shipments to all middle east destinations in the Combined 
Agency for Middle East Supplies, an Anglo-American agency staffed 
largely by the Foreign Economic Administration and operating under 
an executive committee composed of members of the State Department, 
the Foreign Economic Administration and the British Supply Council. 


The Office of Price Administration by amendment 55 to Ra- 
tion Order 17—Shoes—effective March 18, requires all persons 
who export rationed shoes for commercial purposes to register 
as shoe establishments and give ration currency to suppliers for 
shoes bought for export. On registering with his O. P. A. dis- 
trict office, the exporter will receive an allowance of ration 
currency. 

The Foreign Economic Administration has issued current 
export bulletin No. 150 containing various items relating to 
exports. 

The Foreign Economic Administration is notifying ex- 
porters that, effective immediately, import recommendations 
from countries of destination will no longer be required in sub- 
mitting applications for licenses to export certain vehicles, office 
and radio equipment, petroleum products and repair parts for 
industrial equipment from the United States to most American 
republics, F. E. A. has announced. 

The action announced represents a further simplification 
of export controls. Under the original decentralization plan 
for regulating exports to Latin America, it was necessary for 
United States shippers to submit special import recommenda- 
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tions along with their applications for licenses to export most 
commodities. Earlier modifications of the decentralization plan, 
through elimination of the import recommendation require- 
ment for special lists of commodities, were made effective by 
F. E. A. on September 25 and December 30, 1943. Details of 
the new adjustment are given in F. E. A. current export bulle- 
tin No. 152, which has been mailed to exporters. 


PETROLEUM TRANSPORTATION 


Rail tank car shipments of petroleum products to the east 
coast area the week ended March 11 averaged 736,242 barrels 
a day as compared with 744,572 barrels a day in the preceding 
week, according to reports received by the Petroleum Admin- 
istration for War. In the Traffic World of March 11, p. 677, 
there was omitted the statement that the average of 692,382 
— ? day had been moved in the week preceding that ended 

arch 4. 


GASOLINE RATIONING 


Petroleum Administrator for War Ickes announced this 
week the allocation of 1,257,000 barrels a day of automotive 
gasoline for U. S. civilian consumption in the second quarter 
of 1944, an increase of 140,000 barrels daily over the first quar- 
ter allocations. Mr. Ickes said the upward adjustment was 
necessary to meet the seasonal requirements of farmers, truck- 
ers and construction companies, pointing out that the increase 
was-not for motorists. It was stated that the allocations met 
in full the gasoline requirements requested by the three claim- 
ant agencies—the O. D. T., the War Food Administration and 
the Office of Civilian Requirements. 

The Office of Price Administration, effective March 22, 
reduced rations for certain holders of “A” and “B” cards. 
“A” card holders will be cut from three to two gallons a week 
in all parts of the country except in the eastern area where 
the two-gallon allowance has been in effect for some time. On 
the Pacific coast, the “B” ceiling is cut from 460 to 400 miles 
a month. 

Administrator Bowles said the reductions were necessary 
because “we are entering a period in which critical demands 
will be made on our limited supplies of gasoline, and we are 
entering it with supplies that are sharply limited as the result 
of war demands.” 


MOTOR VEHICLE PARTS 
In a step to halt “cannibalization” of new vehicles held in 
reserve for rationing, the War Production Board has ordered 
that no person shall hereafter remove or exchange any part or 
accessory of such vehicles so as to impair operating efficiency. 
Continuing, the W. P. B. said: 


This action is covered in an amendment to Consérvation Order 


M-216-b, which governs the handling and storage of new vehicles. Addi- 
tional regulations extend the provisions of the amended order to cover 
all reserve vehicles in this country and the territories and insular pos- 
sessions of the United States. 

Another new provision prohibits, after April 15, 1944, conversion 
of any medium truck chassis to bus use, or the conversion of any 
medium bus chassis for truck use. This action was included to prevent 
unbalancing of the current truck and bus production program, which 
has been scheduled to provide for a specified quantity of each type of 
vehicle. 

Prior restrictions against the removal of any part or accessory that 
would impair the operating efficiency of a vehicle did not result in pre- 
venting some exchange or substitution of parts. Therefore, it was 
deemed necessary at this time to issue interpretive restrictions against 
~~ of equipment unless upon specific authorization from the 

ey Pe 8 

A new definition of operating efficiency has also been included in 

‘the order reading: Pulling ability, carrying ability or safety. 


Industry members were urged immediately to place all 
necessary orders for components such as axles, rims, gears, etc., 
when the Truck Trailer Industry Advisory Committee met with 
officials of the W. P. B. Automotive Division. Failure to place 
all component orders for vehicles under quota schedules might 
hamper the task of balancing production and distribution of 
these elements, as recently adopted procedure now called for 
the scheduling of components as well as completed truck trail- 
ers, the committee was advised. 


INDUSTRIAL POWER TRUCKS 


To improve the quality and performance of industrial 
power trucks, the War Production Board has lifted restrictions 
on the use of synthetic rubber for anti-motor-vibration plates, 
lead for counterweights and steel plates for battery boxes. The 
restrictions resulted, W. P. B. said, in comparatively small sav- 
ings of these materials. 

The action is covered in an amendment to Limitation Order 
L-112, which also provides that appeals from provisions of the 
order shall now be filed at the W. P. B. field office located 
nearest the plant of the appellant, instead of being filed in 
Washington as was formerly the practice. 
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March 18, 1944 


Cement Haulage Order Suspended 


The War Production Board has announced that provisions 
of general haulage conservation order T-1 governing movements 
of Portland cement (Schedule I) have been. suspended (see 
Traffic World, March 11). The order of suspension, dated 
March 10, provides that the suspension “does not affect any 
liability incurred under Schedule I prior to March 10, 1944.” 
In an explanatory statement the W. P. B. said: 


With the suspension of rules governing the movement of Portland 
cemént, announcement was made that a task committee of the Cement 
Industry Advisory Committee has been appointed to explore means of 
effecting voluntary savings in cross hauling which will be comparable 
to the savings which were effected under Schedule I. 

Meanwhile, the industry has been urged by W. P. B. to take advan- 
tage of conditions which were created under W. P. B. haulage request 
TR-2. Under the provisions of this haulage request, persons who ar- 
range to purchase, sell, exchange or loan materials listed in Schedule 
X, or engage in common transportation and storage facilities, will not 
be prosecuted under the anti-trust laws of the United States during the 
war or for a period of six months thereafter for joint actions. 

This is interpreted to mean that producers of commodities in one 
area may fill orders for commodities from customers in another area 
by shifting purchase orders to producers in the second area, thereby 
effecting transportation savings. 

In announcing the suspension of the Portland cement provisions 
of general haulage conservation order T-1, W. P. B. officials emphasized 
that if (1) voluntary action on the part of the industry fails to effect 
‘adequate transportation savings, or (2) future transportation conditions 
warrant, the provisions of T-1 which have applied to cement movements 
will be reinstated. 


Revenue Freight Loading 


Revenue freight loading the week ended March 11 totaled 
781,533 cars, according to the Association of American Rail- 
roads. This was 6,722 cars or nine-tenths of one per cent be- 
low the preceding week, 12,488 cars or 1.6 per cent above the 
corresponding week last year, and 17,823 cars or 2.2 per cent 
below the corresponding week of 1942. 

Statistics prepared by the A. A. R. car service division 
follow: 


Revenue Freight Car Loading—Week Ended Saturday, March 11 


Grain and Live 
grain-prod. stock Coal 
{ 1944 45,556 14,257 172,476 
NE EE IN. 4:0.00005000s0000nn live 48,599 12,504 178,481 
1942 38,233 10,868 155,616 
Preceding week March 4.......... 1944 48,281 15,059 172,485 
Per cent increase over............ 1943 14.0 
Per cent decrease under.......... 1943 6.3 3.4 
Per cent increase over............ 1942 19.2 31.2 10.8 
Per cent decrease under.......... 1942 
1944 569,830 167,572 1,950,348 
Cumulative 11 weeks to Mar. 11. 41943 538,370 142,550 1,848,479 
l 438,519 128,218 1,727,064 
Per cent increase over............ 1943 5.8 17.6 5.5 
_Per cent decrease under.......... 1943 
Per cent increase over............ 1942 29.9 30.7 12.9 
Per cent decrease under.......... 1942 





Per cent to 15-year average 114.4. 


RETURN OF BOX CARS TO. WEST 


Cancelation of special car order No. 46 and supplements 
thereto, requiring expeditious return of plain box cars of the 
XM type owned by designated western roads (see Traffic World, 
Feb. 26, p. 546), has been announced by the car service division 
of the Association of American Railroads. The cancelation was 
ordered March 14. ; 

The box car situation had improved to the point that the 
car service division believed that requirements could be met 
without the special handling and inconvenience made necessary 
by the special car order, it was said. However, a car service 


division spokesman stated, the situation should not be regarded 
as “overly easy.” 





W. P. B. LUMBER CONTROL PLAN 


The War Production Board has announced that a proposed 
plan for establishment of an integrated control over the distri- 
bution of lumber, with authorization by the W. P. B. of pur- 
chase orders for specific quantities and species in accordance 
with known supply and essentiality of use, and with varying 
Procedures for the filing of quarterly summaries of require- 
ments by ten major consuming groups, including railroads and 
Container manufacturers, has been “favorably received” by 
eight lumber industry advisory committees of the W. P. B. 

Listed as major consuming groups under the plan, said 
the W. P. B., were the following: boxing, crating, dunnage; 
manufactured wood products; civilian construction; building 
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repair; railroads, mines, utilities, etc.; army, navy and Mari- 
time Commission; export; small industrial consumers; farmers, 
civilian retail stores, etc.; distribution and retail yards. The 
W. P. B. said that consumers of lumber used for (1) boxing, 
crating and dunnage; (2) manufactured wood products; (3) 
railroads, mines and utilities, and (4) military contractors and 
subcontractors, would obtain lumber by filing quarterly appli- 
cations for authorization to purchase specified quantities of 
specific types. 

“The general purpose. of the plan,” said the W. P. B., “is 
to balance demand and supply. One of the chief difficulties in 
achieving this balance up to the present time has been the lack 
of accurate over-all information on demand. Existing lumber 
orders control some, but not all species, and in some instances 
part, but not all production of a particular species.” 


W. S. A. RATE ACTION 


The War Shipping Administration has issued rate advice 
No. 83, rates and surcharges, tankers, petroleum and petroleum 
products in bulk, from Netherlands West Indies to Central 
America; rate advice No. 84, rates and surcharges, tankers, 
petroleum and petroleum products in bulk, from Netherlands 
West Indies to Cuba; rate order No. 247, rates and surcharges, 
tankers, petroleum and petroleum products in bulk, from U. S. 
Pacific Coast ports to Alaska, and rate order No. 248, rates and 
surcharges, tankers, petroleum and petroleum products in bulk, 
from U. S. Pacific Coast ports to Canadian Pacific Coast ports. 


ALLEGHENY BOARD CARLOADING FORECAST 


Reports of commodity carloading committees of the Alle- 
gheny Regional Advisory Board indicate that loadings of 36 
commodities included will be greater by 10.1 per cent in the 
board’s area in the second quarter of 1944 than they were in 
the second quarter of 1943. The comparative figures are 
1,140,100 carloads estimated for the second quarter of this year, 
and 1,035,527 cars actually loaded the second quarter of last 
year. 

Nearly all of the increase is accounted for by an anticipated 
increase of 102,000 cars in the loadings of coal and coke. In the 
second quarter of 1943, when there were intermittent coal 





Forest Mdse. 
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strikes, those loadings totaled 633,280. The committee looks 
for loadings of 735,199 in the second quarter of this year. This 
represents an increase of 16.1 per cent. 

On the percentage basis, the heaviest increase is in pota- 
toes. However, the percentage increase, 190, is not significant, 
because the total loadings in the second quarter of last year 
were only 30 cars and those anticipated for the second quarter 
of this year, 87 cars. Other heavy percentage increases pre- 
dicted include fiat glass, 41.6 per cent; paints and oils, 31.3 
per cent; polished plate glass, 16.9 per cent, and rubber and 
products, 12.1 per cent. Heavy percentage decreases are pre- 
dicted on cement, 28.5 per cent; slag, 16 per cent; brick and 
clay products, 9.6 per cent, and hay, straw and alfalfa, 7.2 per 
cent. 


COAL CAR SERVICE ORDER 

The Commission, division 3, issued service order No. 186, 
March 13, effective immediately, ordering that 46 cars, more 
or less, containing coal, at Van Nest, N. Y., for Castle Coal Co.; 
that 47 cars of coal, at Juniata Scales and South Amboy, N. J., 
for Foreston Coal Co.; that 46 cars, more or less, containing 
bituminous coal at Port Reading, N. J., for Louis Gulotta; and 
that three cars containing bituminous coal for Flatbush Coal 
Co., Brooklyn, N. Y., on the South Brooklyn Railway Co., 
shipped by Cassler Coal Sales Co., Clearfield, Pa., be unloaded 
forthwith. 

The order said the cars had been on hand a considerable 
time, and that the delay in unloading them was impeding their 
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use, The order was directed to the New Haven in connection 
with the cars at Van Nest; to the Pennsylvania Railroad, in 
connection with the cars at Juniata Scales and South Amboy; 
to the Reading Co. in connection with the cars at Port Reading; 
and to the South Brooklyn Railway Co., in connection with the 
cars at Brooklyn. 





ROLLING STOCK ADDITIONS 


“Class I railroads on March 1 had 33,012 new freight cars 
on order,” said the Association of American Railroads. “On 
the same date last year, they had 19,329 on order. 

‘New freight cars on order on March 1, this year, included 
11,183 hopper, 4,380 gondolas, 1,000 flat, 11,856 plain box cars, 
3,225 automobile box cars, 1,168 refrigerators, and 200 stock 
freight cars. 

“They also had 779 locomotives on order on March 1, this 
year, compared with 499 on the same day in 1943. The number 
on order on March 1, 1944, included 264 steam and two electric 
and 513 Diesel locomotives, contrasted with 352 steam and 147 
electric and Diesel one year ago. 

“Class I railroads put 5,174 new freight cars in service in 
the first two months this year compared with 2,996 in the same 
period last year. Those installed in the first two months in- 
cluded 2,740 hopper, 474 gondola, 515 flat, 283 automobile box, 
1,130 plain box, and 32 refrigerator freight cars. 

“They also put 180 locomotives in service in January and 
February this year, of which 75 were steam and one electric 
and 104 Diesel Locomotives installed in the first two months 
of 1943 totaled ‘99, of which 83 were steam and 16 were electric 
and Diesel. 

“The O. D. T. reported that railroads, other than Class I, 
had 51 new locomotives on order on March 1, and that three 
new locomotives were installed in service in February. None 
was installed in January. This brings to 830 the total number of 
locomotives on order on March 1. The number installed by all 
railroads in the first two months this year totaled 183.” 

















GRAIN CARS TO CANADA 


Restoration of the movement of empty grain cars to Canada 
to a volume of 200 cars a day, after a 30-day interval in which 
the number of cars in that movement had been limited to 100 a 
day, became effective March 13, it was stated at the Associa- 
tion of American Railroads. The temporary curtailment of the 
supply of cars sent to Canada for use in transportation into the 
United States of feed wheat for live stock had been effected 
after protests against diversion of cars that were said to be 
needed to move wheat out of “blocked” elevators in North 
Dakota, Montana, and certain other states had been made to 
and by United States senators from those states (see Traffic 
World, Feb. 19, p. 473). 



















A. A. R. EMBARGO 50 REVISED 


By embargo 50-A the car service division of the Association 
of American Railroads has revised embargo 50, covering ship- 
ments consigned or reconsigned to port areas named in ap- 
pendix A of the embargo when billed or intended for export, 
including export shipments intended for storage within such 
port areas. The reason for the issuance of the new embargo, 
it was stated at the A. A. R., was that it was necessary to make 
it conform to the provisions of General Order O. D. T. 16A re- 
lating to export freight permits (see Traffic World, March 11, 
p. 672). 








GREAT LAKES ADVISORY BOARD 


The annual meeting of the Great Lakes Regional Advisory 
Board will be held at the Commodore Perry Hotel, Toledo, O., 
March 22. There will be a luncheon, in cooperation with the 
Toledo Chamber of Commerce and the Toledo Transportation 
Board, at which the speaker will be R. V. Fletcher, vice- 
president, law department, Association of American Railroads. 
F. J. Armstrong, president of the board, will preside at the 
business sessions. K. A. Moore, general traffic manager, auto- 
motive council for war production, will summarize reports of 
commodity carloading committees. There will be reports from 
the executive committee, C. T. Stripp, chairman; the railroad 
contact committee, R. J. Bowman, chairman; the committee on 
chambers of commerce, E. A. Momberger, chairman; the freight 
loss and damage committee, J. L. Harris, chairman; the inter- 
regional committee, H. Adema, chairman; the legislative com- 
mittee, W. B. Faulkner, chairman; the less-carload traffic com- 
mittee, L. H. Baughman, chairman; the railroad equipment 
committee, W. H. Markle, chairman; the tariff simplification 
committee, D. T. Myers, chairman; the car efficiency commit- 
tee, Allen Dean, chairman; and the transportation research 
committee, J. B. Sanford, chairman. 





































W. J. McGarry, manager, Ore and Coal Exchange, Cleve- 
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land, O., will speak on 1944 ore and coal traffic; C. R. Megee, 
manager, open car section, car service division, A. A. R., on 
national transportation conditions, and C. H. Dietrich, execu- 
tive vice-chairman, freight claim division, A. A. R., on loss and 
damage prevention. Officers will be elected. 

On March 21, at the Commodore Perry Hotel, there will be 
meetings of the executive, raliroad contact and car efficiency. 
committees. In the evening, there will be a meeting of the 
freight loss and damage committee to discuss the April Perfect 
Shipping Month campaign. 


PACKING HOUSE SERVICE ORDER ‘ 


The Commission, division 3, has issued amendment No. 1 
to service order No. 184, making the order effective April 3 
instead of March 16, on representations made by the packing 
industry, according to the Commission’s Bureau of Service, 
that, given a little time, the industry itself would be able to 
clear up the situation that occasioned issuance of the original 
service order. 

Service order No. 184 required that a bill of lading be 
surrendered to a rail carrier, or that written assurance be 
given the carrier that a bill of lading would be furnished within 
48 hours of the placing of a car, before the carrier might fur- 
nish a car for loading with fresh, frozen, or salted meats, 
packing house products, or by-products (see Traffic World, 
March 11, p. 675). The order said such cars were being loaded 
and held pending furnishing of shipping orders, bills of lading, 
or billing instructions, and thus impeding the use of freight 
cars. 


UNLOADING SERVICE ORDER 


By service order No. 185, effective March 10, the Commis- 
sion, division 3, has ordered the Central Railroad Co. of New 
Jersey to unload “forthwith” SOU 176700, N&W 94162, and 
C&O 41142, on hand at Jersey City, N. J., on the said railroad, 
loaded with sheet steel consigned to the Pittsburgh Mill Steel 
Co., 825 E. 40th St., New York, N. Y. 

The order said these three cars had been on hand since 
January 10, and that the delay in unloading them was impeding 
their use. 


SYNTHETIC TRUCK TIRES 


Manufacture of large-size truck tires out of natural rub- 
ber, synthetic rubber and rayon cord has been authorized by 
Rubber Director Dewey in a directive issued to the tire manu- 
facturers, effective April 1. This step, it was said at the Direc- 
tor’s office, was made possible by the improvement that had 
been achieved in the manufacture of such tires and the supply 
of rayon cord now available for such use, and would, of course, 
conserve the supply of natural rubber. Under the directive the 
tire manufacturers will make sizes 8.25 cross-section and larger 
of two types, the S-5 and S-7. The S-5 type has a synthetic 
rubber tread and a natural rubber carcass. The S-7 is con- 
structed of 35 per cent natural rubber and 65 per cent synthetic 
rubber. 


WHITE MOTOR SERVICE PLAN 


A breakdown in essential motor transportation can only be 
avoided by care in the conservation of existing motor vehicles, 
says Freeman G. Allen, Allen, general service manager, White 
Motor Company. He describes the White Company’s “personal- 
ized service” maintenance plan, designed to be carried out in the 
shop of the truck owner or another shop of his own choosing, 
through the facilities of a White service station. The twelve- 
point program is based on three requirements—correct main- 
tenance, correct parts and correct driving. 

Mr. Allen makes a special point of the contribution the 
truck driver can make in vehicle conservation and preventive 
maintenance. He lists eight ways in which the driver can be 
of great help. They are: 


1. Hold down the engine speed to a minimum at all times. 

2. Start and stop gradually. Avoid rapid acceleration of the engine. 

3. Never run in low gear for any great distance. 

4. Warm up cold engines slowly in order to allow the oil to reach 
a good operating temperature, thereby preventing the scuffing of 
pistons. 

5. Keep a careful check on engine temperature, using shutters or 
covers where necessary to keep normal temperatures. 

6. Do not coast at righ speed on hills, over-running the engine. 

7. Take curves at a reasonable speed to avoid strain on springs, 
axles, and tires. ; 

8. Load vehicles to keep a proper balance of weight. 


The abstracts of tariff filings, rejections, suspen- 


sions, etc., as printed in each issue of THE DAILY 


TRAFFIC WORLD enable subscribers always to 
sure their tariff files are up-to-date. 
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gee, 
on That members of the House committee on interstate and 
—u- foreign commerce would make vigorous attempts to obtain 
and enactment of legislation to repeal land grant rate provisions 
of existing law was indicated in the course of hearings March 
| be 16 by a subcommittee of that committee on H. R. 4184, a land 
ncy. | grant rate repeal bill introduced by Representative Boren, of 
the Oklahoma. Questions and expressions by subcommittee mem- 
fect bers in the course of the hearings, in which R. V. Fletcher, 
vice-president’ of the Association of American Railroads, was 
the first witness, reflected an intention by those congressmen 
so to fortify themselves with information about the land grant 
jo. 1 rate situation as to make them able to meet any and all objec- 
ril 3 | tions to. the bill that might arise in the House. 
king Representative Boren, as chairman of the subcommittee, 
vice, presided at the hearings. Representative Lea, of California, 
e to chairman of the full committee, attended the hearing for a few 
zinal | minutes, and in that time stated that, in his study of the legis- 
lation here proposed, he had reached two conclusions: (1) That 
zB be the railroads subject to land grant rates had repaid to the 
e be country their obligation under the original land grant legisla- 
ithin | tion; (2) that the land grant rate system was out of harmony 
fur- with the general system of rate regulation and with a system 
eats, | of just rates, and should be repealed. He said the subject 
orld, | called for’ “a careful and thorough investigation, so that when 
aded we go back to the House again, we shall be armed with the 
ding, | material we need.” 
eight Referring to testimony by Mr. Fletcher that land grant 
rate deductions now being “contributed” by the railroads to 
the federal government amounted to about $20,000,000 a month, 
Representative Priest, of Tennessee, said that he assumed that, 
amis- in the House, the question would be raised, “Would not this bill 
New increase the cost of the war to the American people by $20,- 
, and | 000,000 a month?” — 
road, “We need facts to answer that,” he added. 
Steel Representative Harris, of Arkansas, Reece, of Tennessee, 
and Boren indicated that they shared that view. Mr. Fletcher 
since | said he believed his presentation would provide the material 
eding | needed to support the bill. 
The Boren bill, according to its title, would amend section 
321, title III, part II of the transportation act of 1940, with re- 
spect to the movement of government traffic. Mr. Fletcher said 
| rub- the effect of the bill would be to require payment of the same 
ed by § rates by the government as were paid by the public generally, 
manu- § except that special rates granted by the railroads on govern- 
Direc- — ment traffic under section 22 of act would not be affected by 
t had § the bill. He recalled that similar legislation had been reported 
supply § by the House interstate commerce committee in 1942, but that 
ourse, § when the bill was brought up for consideration in the House, 
ve the § unexpected opposition arose, largely because of a letter that 
larger § the Acting Secretary of Agriculture had sent to the Speaker 
ithetic § of the House, and that the bill had been sent back to the com- 
S con- § mittee. 
ithetic Changed Conditions Since 1942 
“We hope to make a record here to convince Congress that 
conditions since 1942 have changed so that it is now a different 
question from what it was at that time,” Mr. Fletcher said. 
nly be He observed that under provisions of section 322, provision 
shicles, | was made for payment of bills tendered to the government by 
White J railroads, prior to audits, but that the government might de- 
rsonal- | mand refunds after the audits had been made, and that there 
tin the was no period of limitation within which such refunds from the 
oosing, F railroads might be demanded. He said the General Accounting 
twelve- Office was now four or five years behind in its work of auditing 
, mali: | payments made to the railroads by the government. The pros- 
pect of demands for refunds “three, four or five years from 
ion the B now” presented “‘one of the most serious aspects” of the land 
ventive f orant rate deduction question, he said. He averred that there 
can be Bias a possibility of demands for a “cutback” amounting to 
$200,000,000, and that the railroads in 1948 or 1949 might have 
. to make refunds reflecting the payments they received from the 
e engine. Beovernment this year. : ; 
ch Much confusion had arisen, said Mr. Fletcher, as to what 
ae 2 constituted “military or naval property, moving for military or 
naval use,” as to which land grant rates should apply. There 
utters or Fwere questions as to whether Lend-Lease shipments, materials 
for ships built for the Maritime Commission, and materials for 
engine. flocks in the Panama Canal came within that category, he said. 
springs: }He recalled that in one of the hearings on one of the land grant 
repeal bills introduced in previous sessions of Congress a War 
Department spokesman answered affirmatively a question as to 
whether the War Department’s opposition to that bill was based 
sUSPEM fon its reluctance to give up the benefits that land grant rates 
DAILY Jafforded it. 
| to be Referring to the letter to the Speaker of the House by the 


Acting Secretary of Agriculture, relative to the bill reported to 
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the House in 1942, Mr. Fletcher said that the main point in the 
letter was that the Agriculture Department felt that if the re- 
lief proposed were granted, the railroads should be required to 
release to the government certain land for forest reserves, 
grazing districts, etc. Mr. Fletcher said it might be “too ex- 
treme” to describe tactics of that sort as “a stab in the back,” 
but that they amounted to the same thing. He said he wished 
that government departments would express their objections 
to considered legislation in hearings on such legislation, where 
the facts with respect to the objections might be brought out. 
Representative Priest expressed concurrence in that view. 
Chairman Boren said that his subcommittee had notified all 
government departments that could have any interest in the 
bill and had asked for their formal views on it. He said a num- 
ber of the departments had responded, but that some had not 
yet stated their position. The committee would take it for 
granted, he said, that if any department did not “come here,” 
it had no opposition to express. He added that “we want all the 
facts, for and against, and we want them brought in in the 
manner and at a time when they can be considered by the 
committee.” 

Mr. Fletcher referred to studies made by the Board of 
Investigation and Research—Transportation on the subject of 
land grant rates in connection with its study of subsidies. 


New Transport Board Study 


Chairman Boren interjected that members of the commit- 
tee had received a new study of the subject of land grant rates 
by the Board of Investigation and Research. He observed that 
the report had not yet been “cleared” by the proper govern- 
ment “channels,” but that he would place it in the record as an 
exhibit and would assume responsibility for making the report 
available. 

Mr. Boren wanted to know why the railroads had not sold 
more of the land that they still held and that had been granted 
to them by the government. Mr. Fletcher said that much of 
the land still held by the railroads was without much value 
and that some of it was timber land, out of which the railroads 
obtained timber for their own use. 

Dealing with the question of how much the railroads were 
paying for the lands that had been granted to them, Mr. 
Fletcher said that the Board of Investigation and Research had 
prepared a statement showing that, excluding mail and express, 
the railroads had repaid, up to January 1, 1928, $56,000,000. 
He said the total value of the 130,303,668 acres of land granted 
to the railroads originally, as of the time of the grants, was 
$126,750,361. The amount repaid by the railroads to the gov- 
ernment in the form of land grant rate deductions in the period 
from January 1, 1928, to January 1, 1941, he said, was com- 
puted by the board as $85,964,000, and that for the period from 
Januar¥ 1, 1941, to June 30, 1942, totaled $120,042,000. Addi- 
tional reductions in mail and express rates, according to the 
transportation board’s figures, would bring the total “contribu- 
tions” by the railroads up to June 30, 1942, to $340,783,000, 
said Mr. Fletcher. He added that with intensification of the 
war effort, the trend was still upward at the present time, and 
the amount of deductions by the railroads probably was about 
$20,000,000 a month, or from $250,000,000 to $300,000,000 a 
year. He stated that those figures were based on the railroads’ 
own computations and that the General Accounting Office con- 
tended that much of the traffic that had moved at regular rates 
should have taken reduced rates. The railroads’ contribution 
had been so enormous, he averred, that it was time now to 
“renegotiate” their contract with the government as to land 
grant rates. 


Government Refund Claims 


He said that “an immense amount” of bills against the 
railroads was accumulating in the General Accounting Office, 
and that he had been told by an official from that office that 
Se expected to reclaim $175,000,000 from the rail- 
roads. 

Mr. Fletcher referred to A. F. Cleveland, vice president 
of the A. A. R., in charge of traffic, an inquiry as to the aver- 
age percentage of reductions below regular rates granted to 
the government by so-called “section 22” rates. Mr. Cleveland 
said he could not determine the percentage, but that the amount 
of the concession by the railroads was from $150,000,000 to 
$175,000,000 a year. 

Mr. Fletcher argued that land grant deductions created 
serious discriminations among shippers. He said there was no 
equality in freight rates under present conditions as between 
different shippers doing business with the government. 

“When the government buys materials or supplies for 
military or naval use from a shipper who happens to be located 
on a land grant route,” he said, “the freight rates may be as 
little as one half those which must be charged if the purchase 
is made from a competitor who does not happen to be so 
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located. The result is serious uncertainties and dislocations as 
between shippers, and discriminations of the very sort which 
the law prohibits generally.” 

Discussing equalization agreements of the railroads, he 
observed that, although only about 18,000 miles of railroad, 
out of a total of 230,000, were built with the aid of land 
grants, competitive conditions had brought about such an ex- 
tension of the land grant deductions as to affect every railroad 
in the country “to a greater or less degree.” 


Webb and Childe Disagree 


Submittal letters by Chairman Webb and Board Member 
Childe accompanied the report by the Board of Investigation 
and Research which Representative Boren placed in the record 
of the hearings. The letters were dated March 9. Though the 
report in essence favored repeal of the land grant rate provi- 
sions of existing law, Chairman Webb and Board Member 
Childe disagreed on the proposal that such repeal be made 
subject to release by the railroads to the government of prop- 
erty not reserved for carrier operations. Chairman Webb and 
the staff report favored that proposal, and Board Member 
Childe opposed it. 

“On the basis of data given in the report which is enclosed, 
and for the reasons stated therein,” said Chairman Webb in 
his submittal letter to Chairman Lea, “the board believes that 
it is in a position to express an informed and considered judg- 
ment that all existing land-grant rate provisions—which since 
1940 have been intended to be applicable only to military 
or naval property and military or naval personnel when travel- 
ing on official duty—should be repealed. Apart from the prac- 
tical difficulties which have arisen in attempting to distinguish 
clearly between “military” and “civil” property of the govern- 
ment, there are other more fundamental reasons for the con- 
clusion that it would be in the public interest to eliminate these 
archaic land-grant rate provisions.” 


Reasons for Repeal 


Those reasons, said Mr. Webb, might be summarized as 
follows: 


1. The primary reason is that the grants of some 130,000,000 acres 
of land by the federal government in the period 1850-1871 have long 


since served their intended purpose of promoting the development of - 


unsettled parts of the country. The disposition of the land-grant rate 
issue should be made with reference to how these rates affect the 
public interest in the present, rather than with undue concern for what 
transpired nearly a century ago. 

2. Railroads which did not reagive grants of land have had to 
equalize with land-grant rates in order to compete ... for govern- 
ment traffic. : 

3. By means of land-grant deductions from tariff rates, the rail- 
roads collectively have made adequate compensation for the benefits 
they have received from the grants. Total rate deductions substantially 
exceed the net amounts of productive capital realized by the railroads 
from these grants. 

4. The elimination of land-grant rates would put the government 
on an equal footing with its own private citizens in bearing charges 
for the support of the nation’s railroad system. It is probable that in 
some instances the revenues from reduced land-grant rates are not 
remunerative to the railroads, except on a bare out-of-pocket cost basis, 
and especially under these conditions preferential rates on government 
traffic tend to shift a burden to private users of railroad services. 
Except where government traffic is carried under such conditions as to 
make the costs thereof substantially less than those for similar traffic 
of other shippers, the government should pay the same rates which 
are held to be reasonable for application to others. 

5. The repeal of land-grant rates would remove the cause for com- 
plaints by many shippers of unequal opportunities in bidding for gov- 
ernment business. 

6. The government, shippers and railroads would all be relieved 
of uncertainty and expense resulting from complexities involved in de- 
termining land-grant deductions and in predicting their applicability 
to specific movements of traffic. 

7. If land-grant rates were eliminated, motor and water carriers 
would be in a better position to compete for such government traffic 
as they can handle economically, thus encouraging a distribution of 
traffic more in accordance with the relative costs and advantages of 
the several types of carriers. 

8. The removal of land-grant requirements would facilitate the 
adjustment of particular rates in those instances where the railroads 
may be reluctant to publish lower tariff rates which would be subject 
to further land-grant deductions for transportation on government 
account. Although it has been the settled policy of the Interstate 
Commerce Commission not to consider the effects of land-grant deduc- 
tions in prescribing reasonable tariff rates, it may be that certain 
existing tariffs filed by the railroads and not subjected to review by 
the Commission have been somewhat affected by a regard for land- 
grant deductions. If the remaining land-grant rate provisions are 
repealed, this altered circumstance might properly be taken into 
account thereafter by the railroads and the governmental authorities 
having responsibility as to rates, in considering whether there is need 
for any readjustments in the rate structure now embodied in com- 
mercial tariffs. 


Chairman Webb said that the board’s report concluded that 
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in consideration for the repeal of the remaining land-grant 
provisions it would not be unreasonable to require that the 
federal grant lands still held by the railroads, “amounting to 
approximately 16,000,000 acres with an estimated value of about 

0,000,000,” be restored to the government, except those used 
in carrier operations as rights-of-way and for other purposes, 
He said that if it was felt that relinquishments of these lands 
by the roads that still held substantial amounts would place 
an undue burden on them, as- compared with other roads 
affected by land-grant, measures were proposed in the report 
for adjusting that difficulty. 

“We further recommend,” he said, “that, if the existing 
land-grant rate provisions are repealed, Congress should there. 
upon direct the Interstate Commerce Commission, and other 
government agencies which have a proper interest in railroad 
rates either as shippers or otherwise, to take appropriate action 
to determine whether any commercial tariffs previously affected 
by land-grant deductions on government traffic are in need of 
adjustment.” 


Childe’s Recommendations 


Board Member Childe said he thought Congress should 
repeal land-grant rate requirements, but with a proviso that 
the Commission be directed to investigate the reasonableness 
of the rates charged by the land-grant roads on government 
traffic “during a period of, say, three years after the repeal,” 
and to require reductions of any rates found unreasonable and 
to order reparation of any excessive charges paid by the gov- 
ernment. 

He said he could see no equity in requiring the railroads 
that had acquired ownership of land granted by the govern- 
ment and that still had substantial holdings of unsold land to 
donate this property to the government, “when railroads which 
sold the land granted to them would not be required to make 
any similar sacrifice.” Such a requirement, he said, would be 
“wholly irrelevant to the objective sought” and unfair to the 
railroads that had chosen to retain ownership of the land, as 
against the railroads that had converted the land into money. 


“Repeal of land grant deductions,” he continued, “will be 
an important step toward uniformity of rate levels. There 
will remain, however, inequalities in tariff rates, applicable on 
both government and private property, which should be wiped 
out as speedily as possible. It is notable that the general levels 
of class-rates and many individual commodity rates in the 
west and south, where most of the land-grant railroads are 
located, are substantially higher than in the east, where land- 
grant deductions are negligible. The board has recommended 
. . . that legislation be enacted to bring greater uniformity in 
these rate levels throughout the country. . . . The repeal of 
the land-grant deductions would, in my opinion, provide an 
additional reason why the inequalities now existing in these 
rates should no longer be maintained.” 


The board’s report contained an estimate that net proceeds 
realized by railroads from land-grant lands to December 31, 
1941, totaled $434,806,671, of which $380,381,484 was derived 
from federal grants and the remainder from state grants. It 
said that of the 15,840,077 acres of federal grant lands still 
held for sale by various railroads on December 31, 1941, more 
than 98 per cent was owned by the following four systems: 
8,044,476 acres by the Southern Pacific; 4,819,752 acres by the 
Northern Pacific; 1,784,616 acres by the Santa Fe, and 923,239 
acres by the Union Pacific. 


Henry A. Scandrett, one of the trustees of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad, told the committee 
that while there was some land grant mileage on the Milwaukee 
the impact of the land grant acts on that railroad came about 
under the equalization agreements. In 1943, said he, the land 
grant deductions on the Milwaukee amounted to approximately 
$10,500,000. In addition, said he, the railroad had set aside a 
reserve of approximately $3,500,000 for items in dispute with 
respect to land grant deductions. 


C. OF C. AND ‘TRANSPORTATION 


The transportation and communication department com- 
mittee of the Chamber of Commerce of the United States, of 
which Powell C. Groner, of Kansas City, Mo., is chairman, has 
prepared several reports dealing with postwar policies with re- 
spect to highway construction and maintenance, financing and 
administration of airports, and the question of control of one 
form. of carrier by another. Resolutions on other phases of 
transportation policy were approved and, with the reports, wil 
be submitted to the board of directors and the annual meeting 
of the Chamber. The reports and resolutions would not be 
available for publication until after the board of directors had 
acted on them, it was stated at the chamber. 
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Political Rate Making 


Senator Stewart, of Tennessee, has placed in the Congres- 
sional Record the text of an address entitled “The South Is a 
Beneficiary, Not a Victim, of Its Freight Rate System,” de- 
livered last November in Nashville, Tenn., by Alvin W. Vogtle, 
of Birmingham, Ala., traffic and sales manager of the DeBar- 
deleben Coal Corporation, and an “analysis” of Mr. Vogtle’s 
address, made by C. E. Childe, member of the Board of Investi- 
gation and Research—Transportation, at Senator Stewart’s re- 
quest. The material covered about four and one-half pages of 
the Record, and Senator Stewart said the public printer’s esti- 
mate of the cost of printing the two statements was $225. 

Mr. Childe contended that some of the statements by Mr. 
Vogtle were inaccurate or erroneous. 

Mr. Vogtle said that the complaint had been made that the 
south, in its relation to the north, was the victim of a colonial 
economy, exporting vast quantities of raw materials and im- 
porting most fabricated goods, and that this condition was 
caused by the freight-rate system. He said that such “appeals 
to prejudice” were not true. 

Mr. Childe said that Mr. Vogtle was “mistaken in his state- 
ment that the south is not exporting raw materials to the north 
and purchasing most of its fabricated articles from the north.” 
Studies made by the Board of Investigation and Research of the 
nation’s rail traffic in 1939, said Mr. Childe, showed that in that 
year the south shipped out 36 per cent of its production of raw 
materials, 25 per cent of its semi-raw and processed materials, 
and 45 per cent of its finished manufactured articles. He said 
the south received 15 per cent of its tonnage of raw materials, 
19 per cent of its semifinished and processed articles, and 48 
per cent of its finished manufactured articles from outside. 

Mr. Vogtle, after having observed that freight rates grew 
up to fit commercial conditions as they developed, said: 


A national system of freight rates simply would not be suited to 
the south because, even with lower freight rates on many movements 
and mile-for-mile parity on others, we would have to overcome the 
disadvantages of greater distance and therefore higher freight costs 
on competitive products to the great markets of the north and east, 
such as New York and Chicago. We are aided in overcoming these 
handicaps in part by natural economic advantages. Our processors, 
too, gather their materials at low cost. Our freight charges within 
the south for assembling raw materials at the industrial and manu- 
facturing centers of the south are very low in comparison with the 
north, and this continued aid-is an essential even if we are to over- 
come the distance handicap in marketing. 


Industrial Progress in South 


Mr. Vogtle said examination of the progress made in past 
years by southern industry individually and as a whole proved 
that the south’s was the best system of handling rates; that the 
southeast now processed more cotton than it produced; that 
southern textiles now dominated the textile industry field; that 
the pulp and paper industry was not developing in the south, 
and that the industrial progress in the south would certainly 
continue, “unhampered. no more in the future than in the past 
by any imaginary freight rate discrimination.” He added that, 
statistically, the south was making greater progress than any 
other section, and stated that the value of manufactured prod- 
ucts in southern-rate territory increased $272,300,000 between 
1929 and 1939, “a gain of 5 per cent,” while the value of such 
products in every other territory decreased. 

Mr. Childe said that Mr. Vogtle’s defense of the south’s 
freight rate structure was, for the most part, a repetition of 
“railroad arguments.” He said that Mr. Vogtle was “in the coal 
business” and that “coal is a commodity, largely used by the 
railroads, which has been given special rates by the southern 
railroads on about the same average level, mile for mile, as the 
coal rates in the north.” Mr. Childe said Mr. Vogtle’s views 
were in contrast with statements by “veteran traffic men repre- 
senting southern industries, such as T. M. Henderson, com- 
missioner, Nashville Traffic Bureau.” He quoted a statement 
by Mr. Henderson to the effect that many organizations, includ- 
ing the American Cotton Manufacturers Association, the 
Georgia-Alabama Textile Association and the Southern Furni- 
ture Manufacturers Association, were supporting the southern 
governors’ efforts to obtain readjustment of the freight rates. 

Mr. Childe said that Mr. Vogtle’s statement that the value 
of manufactured products in the south had increased $272,300,- 
000 between 1929 and 1939 was “incorrect.” He said that census 
reports for 1940 and 1930 showed that the value of manufac- 
tured products for the eight states comprising southeastern rate 
territory (Alabama, Florida, Georgia, Kentucky, Mississippi, 
the Carolinas and Tennessee) totaled $4.696,509.000 in 1939 and 
$4,667,100,000 in 1929, an increase of $29,400,000. However, he 
said, in the same period the value of manufactured products in 
Virginia increased from $745,901.000 to $988,813,000, an increase 
for Virginia alone of $242,912,000, and the latter amount added 
to the $29,400,000 made a total of $272,300,000. 

“Tt is apparent,” said Mr. Childe, “that Mr. Vogtle included 


‘ties containing 14 per cent of the population, along the southern 
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Virginia as being in southern rate territory, whereas, as a mat- 
ter of fact, Virginia is in eastern rate territory (except 11 coun- 


border). The fact that the increase in value of Virginia’s manu- 
factured products alone was 10 times as great as the increase 
in all the eight states comprising southeastern rate territory 
= — be cited as an indication of the benefits of eastern 
rate levels. .. .” 


South’s “Real Difficulty” 


The south’s trouble, said Mr. Childe, was not that it shipped 
out too large a volume of raw materials or shipped in too many 
manufactured articles. He continued, in part, as follows: 


The real difficulty is that the south, notwithstanding its vast nat- 
ural resources, does not produce its fair share, either of raw materials 
or manufactured articles, and does not buy and consume enough 
finished products, either of its own or from the outside. The truth is 
that, although the south is fully as rich in raw materials as the east, 
the south produces only 12 per cent of the national rail tonnage, 
whereas the east produces 60 per cent. The south consumes only 10 
per cent of the rail tonnage, and the east consumes 64 per cent. ... 

The south cannot successfully develop diversified manufacturing 
against the handicap of discriminatory freight rates. Favorable rates 
for diversified manufacturing cannot be obtained through negotiations 
with the railroads in each individual case, or by long-drawn-out 
individual proceedings before the Interstate Commerce Commission. 

A declaration of congressional policy, such as is proposed by the 
bills now pending in Congress, requiring the removal of rate inequali- 
ties, with only such exceptions as are justified by differences in trans- 
portation conditions is, in my opinion, the only quick and certain way 
of removing the rate handicaps of the south. Mr. Vogtle is, of course, 
mistaken in his statement that the pending bills would impose upon 
the south a rigid pattern of rates determined by mileage, and mileage 
alone. The bills would leave to the Interstate Commerce Commission 
and the interested carriers and shippers the adjustment of rates in 
accordance with actual transportation conditions. The bills would 
only enforce the long-established but neglected rule of equal treaiment 
for all shippers, by requiring uniformity where transportation  « ondi- 
tions and transportation costs are substantially similar and forbidding 
discriminations unless they are shown to be justified. Such a rule, by 
removing the freight rate handicaps of the south and west, and encour- 
aging industrial development, would promote, not harm, the interests 
of the carriers and shippers alike: of the whole country. 



















































Conn on Post-War Transport 


Donald D. Conn, executive vice-president of the Transpor- 
tation Association of America, speaking at the annual dinner 
of the Wichita, Kan., Traffic Club and the Wichita Chamber of 
Commerce March 16, said that, unless the transportation prob- 
lem was lifted out of the realm of conflicting self-interests 
within that industry and resolved from the viewpoint of what 
was best for the shipper and private investor, post-war govern- 
ment ownership and political control would be inevitable. 

‘If, through public neglect, political assault or financial 
default, an already entrenched bureaucracy gains control or 
ownership of transportation, nothing can save this country 
from state socialism,” said he. 

He pointed out that the policy of dealing piece-meal with 
the general transportation problem, “without consideration of 
the services and separate financial positions of competing facili- 
ties,” had resulted in a condition under which “the public paid 
for excesses and wastes and private investors have been denied 
a fair return on their savings.” Post-war policy, he said, would 
have to “furnish an answer as to whether government expend- 
itures on the public domain will supplement or compete with 
private capital invested in railroad roadbeds.” 
; The Transportation Association’s plan for the integration 
of all modes of transportation into a limited number of com- 
peting systems, he said, offered one solution. The only other 
one so far presented, he said, was the “recommendation” of 
the National Resources Planning Board, “which would lead 
straight to government ownership.” The whole problem needed 
careful consideration, he said, posing the following questions 
“for consideration by all farm, trade, and civic organizations 
throughout the country”: 


1. How can equality be obtained with respect to competitive com- 
mon carriers when three modes of transportation use the public domain 
while the railroads operate on privately owned roadbeds? 

2. Are the declarations of Congressional policy, as set forth in the 
various statutes (such as the interstate commerce act, the civil aero- 
nautics act, the Hoch-Smith resolution, etc.) in conflict with one 
another? Should any additional basic principles be considered in order 
that suitable protection will be afforded the invested savings of the 
public? 

3. Would the realization of suitable and complete regulation solve 
the transportation problem without a correction of the present eco- 
nomic dislocations within the industry? 

4. Should public policy treat separately with domestic common 
carriers, or should this problem be considered in the light of inter- 
national transportation? 

5. Should the responsibility for the legislative treatment of the 
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domestic common carrier problem be divided among several commit- 
tees or centralized in one committee of Congress? 
6. By what means can there be accomplished a better coordination 
between the services rendered by the several types of carriers? 
7. How. can a fair and non-discriminatory rate structure for regu- 
lated transportation be so applied as to afford a reasonable opportunity 
for all essential public carriers operating in the same general territory 
to obtain a fair return? 
8. Should not the government entirely abandon the land grant 
privileges under which it obtains preference in rates for transportation 
srevices furnished by common carriers? 
9. Should governmental commercial operation of the actual facili- 
ties of transportation, such as barge lines, be continued? . 
10. Is there at present or can there be expected in the immediate 
future sufficient private capital available for necessary rehabilitation 
and modernization of transportation facilities and how can such ex- 
re be best provided for in addition to the available private 
capital? 

11. Should steps be taken to expedite or facilitate consolidation of 
transportation facilities into a limited number of systems, and if so, 
what methods can be suggested to accomplish it? 


Parmelee on Traffic Outlook 


In an address before the American Marketing Association 
at Cleveland, O., March 14, Dr. J. H. Parmelee, director of the 
Bureau of Railway Economics, reviewed the effects of war on 
transportation by railroad and submitted some estimates as to 
traffic possibilities of the postwar period. 

Traffic and revenues had increased each year from 1939 
to 1943 and were still rising in 1944, said he. Starting at a 
relative level of 100 in 1939, ton-miles increased in 1940 and 
1941, reached 191 in 1942, and 218 in 1943, said he. Thus 
freight traffic more than doubled between 1939 and 1943, he 
added. Passenger traffic had shown an even greater upward 
trend. Starting at a relative of 100 in 1939, passenger-miles 
increased moderately in 1940 and 1941, rose to 237 in 1942, 
and to 388 in 1943, said he, adding that ‘thus passenger volume 
~ ee was nearly four times as great as in 1939. Continuing, 

e said: 


Total operating revenues, which reflect the composite trends of the 
several classes of traffic, increased from a relative of 100 in 1939 to 
moderately higher levels in 1940 and 1941, and in the last two years 
to much higher levels of 187 in 1942, and 227 in 1943. Thus revenues 
have more than doubled in amount. 

In other words, from a low relative base in 1939, railroad traffic and 
revenues have risen above all former levels. Freight traffic succes- 
sively broke all previous records in 1941, in 1942 and in 1943. Pas- 
ae lpn and revenues broke all existing records in 1942, and again 
n ; 

This summary indicates the nature and extent of the tremendous 


demand for transportation that has come to the railroads as a result 
of war. 


In summary, Dr. Parmelee said: 


I have now considered the economic and transportation prospects 
of two additional years of war effort, two years of immediate post-war 
transition, and several subsequent years of peace, a total span of 
about 10 years. It seems likely that railroad traffic and gross earnings 
will attain higher levels in 1944 than in any previous year, will taper 
off in 1945, and decline still further in 1946 and 1947, although remain- 
ing above the annual average of the three years (1939-41) immediately 
preceding our entry into the war. Prospects for the several years 
succeeding 1947 are not so clear, but if plans now in preparation for 
a program of regular postwar employment are effectuated, economic 
and transportation activity should remain at fairly high levels. Rail- 
road traffic and gross revenues during that whole period should keep 
well above the 1939 levels. 

The record of the United States, during and succeeding past wars 
in which it has been involved, is that each war has been followed by 
a comparatively long period of economic activity, rising to higher 
levels than ever previously experienced. In this connection, we may 
recall that after the first World War railroad freight traffic followed 
a generally upward trend to a peak in 1929, closely paralleled by 
railroad revenues. 

With the many opportunities for constructive leadership, after the 
present war, I see reason to hope that, by various means and along 
lines that cannot be charted in detail at this moment, we shall resume 
the forward march of productive and distributive activity. If this 
proves to be the case, the railroads will under proper conditions, main- 
tain their position as the major agency of transport in the United 
States, and will obtain such volume of traffic as will assure the future 
of the industry. Achievement by rail carriers of a stable financial 
position will benefit a wide circle outside the industry itself. Strong 
railroads supply better service to producers and distributors of 
merchandise, bulwark the national defense, and advance general peace- 
time prosperity. As purchasers in the supply markets of the nation, 
the carriers can exert a ecm ry influence on production. Railroad 
employment can be maintained at high levels, thus creating additional 
purchasing power. . 

Railroad management has taken the position, and I think rightly, 
that given a fair opportunity to compete for the total freight and 
passenger traffic of the United States, railroads can and will obtain 
such a proportion of that total as will produce a stable and large 
volume of gross revenues. Whether those revenues will be sufficient 
to meet the then operating costs, wages and taxes will depend, of 
course, on many factors not predictable at this time. These postwar 
problems are, however, such as every intustry will encounter. 
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I believe that the leaders of railroad transportation, in cooper- 
ation with other business leaders and with the government, have the 
imagination and the courage to meet and solve the many economic 
problems that will confront them after the war. 


Motor Freight Revenues 


“The financial condition of motor freight carriers improved 
to some extent in January but their expenses continued to ab- 
sorb 96 cents out of every dollar of revenue,” said the American 
Trucking Associations, Inc., in a statement on January revenues 
and expenses of motor carriers of property. 

“Based on reports from 211 Class I motor carriers of prop- 
erty in 41 states and the District of Columbia, the study showed 
January revenues increased 0.4 per cent over December, while 
expenses decreased 10.9 per cent. The decrease in expenses was 
not indicative of lowered operating costs, and merely reflected 
the unusually high expenses recorded in December because of 
year-end bookkeeping adjustments.” 

The increase of 0.4 per cent in revenues was erroneously 
announced as “four one-hundredths of one per cent” (see 
_— World, March 11). Continuing, the A. T. A. statement 


January revenues represented an increase of 6.7 per cent over 
January, 1943, while expenses increased 7 per cent. 

The ratio of expenses to revenues was 96.0 in January. The same 
carriers had operating ratios of 108.2 in December and 95.8 in Jan- 
uary, 1943. 

Of the 211 reporting carriers, 65 whose revenues amounted to 35 
per cent of the total, suffered operating losses in January. One hun- 
dred and fifty-nine showed operating deficits for December, and 67 
reported losses for January, 1943. 

January revenues of the carriers in the eastern district increased 
2.2 per cent over December and 2.9 per cent over January of last year. 
Their expenses dropped 7.2 per cent under December, but showed a 
slight increase of 0.6 per cent over January, 1943. 

Carriers in the southern region had revenues in January that were 
5.4 per cent less than December and 4.4 per cent under January of last 
year. Their expenses declined 21.2 per cent as compared with De- 
cember, but represented a 1.6 per cent increase over January a 
year earlier. 

The January revenues ‘of carriers in the western district dropped 
0.3 per cent under December, but increased 15.8 per cent over January, 
1943. Their expenses were 12.6 per cent lower than in December, 
but 18.9 per cent higher than in January of last year. 

Eastern carriers showed operating ratios of 96.4 in January; 106.1 
in December, and 98.6 in January, 1943. 

Operating ratios of the southern carriers were calculated at 97.7 
in January; 117.3 in December, and 91.9 in January of last year. 

The ratios of the western carriers were 95.2 in January; 108.5 in 
December and 92.7 in January, 1943. 


In dollars the revenues and expenses of the Class I motor 
carriers covered by the statement were reported as follows: 


United States (211 carriers): Revenues of $13,401,422 in January 
against $13,345,566 in December, 1943, and $12,556,685 in January, 
1943. Expense of $12,868,421 in January against $14,441,146 in De- 
cember, 1943, and $12,023,606 in January, 1943. 

Eastern district (104 carriers): Revenue of $6,880,598 against 
$6,735,290 in December, 1943, and $6,684,690 in January, 1943. Ex- 
pense of $6,629,940 in January against $7,145,391 in December, 1943, 
and $6,591,282 in January, 1943. 

Southern region (25 carriers): Revenue of $1,321,949 against 
$1,396,985 in December, 1943, and $1,382,483 in January, 1943. Ex- 
pense of $1,291,674 against $1,639,275 in December, 1943, and $1,271,066 
in January, 1943. 


Western district (82 carriers): Revenue of $5,198,875 in January 
against $5,213,291 in December, 1943, and $4,489,512 in January, 1943. 
Expense of $4,946,807 in January against $5,656,480 in December, 1943, 
and $4,161,258 in January, 1943. 


U. S. RUBBER TIRE IMPROVEMENT 


According to Dr. Sidney M. Cadwell, director of tire de- 
velopment, United States Rubber Company, a new type of 
truck tire carcass, of which the crmpany has already made 
more than a million for military use, represents a great im- 
provement in synthetic tires. The tires are made under a new 
method, called “inlaid carcass construction,” which places from 
10 to 30 per cent of the crude rubber used in that part of the 
tire where strain and heat is greatest, says Dr. Cadwell, adding 
that two years of experiment showed that an inlay of 30 per 
cent of crude rubber and the use of rayon cords produced 4 
tire “as good as the prewar natural rubber and cotton carcass, 
which was the prewar standard construction.” 


1. C. ACT AMENDMENTS 
The Senate interstate commerce committee will hold 4 
hearing March 22 on S. 1473, the bill that was introduced by 
Senator Wheeler, chairman of the committee, October 25, 1943 
(see Traffic World, Oct. 30, 1943, p. 1077). The bill proposes 
seven changes in the interstate commerce act as recommend 
by the Commission’s legislative committee. 
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March 18, 1944 


A. R. E. A. Annual Meeting . 


Speaking at a luncheon at the Palmer House, Chicago, 
March 14, in connection with the annual meeting of the Ameri- 
can Railway Engineering Association, R. L. Groover, associated 
director, ways and structures, Office of Defense Transportation, 
said that, in addition to carrying on successfully the tremendous 
war transportation job under difficult conditions of lowered 
manpower and material and equipment shortages, the railroads, 
in 1943, completed 3629 construction projects, all of them cer- 
tified essential to the war effort by O.D.T. The total cost of 
those projects, he said, was $134,968,171, of which $37,891,628 
was for yard, passing and other tracks; $24,259,936 for signaling 
and train control devices; $19,990,209 for main tracks; $19,480,- 
187 for mechanical facilities including water supply, and the 
rest for freight, passenger, and communication facilities and 
miscellaneous projects. He paid special tribute to.the railroads’ 
maintenance of way and construction organizations who helped 
make it “possible to maintain railroad properties so that they 
could function with maximum efficiency.” 

Lt. Col. Ralph E. Sherer, U. S. Army, chief maintenance 
of way officer, headquarters staff, European theatre, Military 
Railway Service, just returned from nine months with the 
fighting forces, spoke on “The Contribution of Railway Men 
to the War Effort in the Combat Zones” at the annual dinner 
the evening of March 15. He described in detail some of the 
difficult engineering and construction jobs performed by that 
service in Africa, Sicily and Italy and said that all railroad 
men should be “proud of the record of American railroad men 
overseas.” He described differences between the organizations 
of the railroad services in the British and American armies. 
These, he said, had been largely overcome by an administrative 
memorandum under which it was possible to carry on railway 
construction, maintenance and rehabilitation functions under a 
unified command. 


Symes Discusses Post-War Railroading’ 


Speaking at the business session March 14 on’ *‘The Task 
Before Us,” J. M. Symes, vice-president, western region, Penn- 
sylvania Railroad, said that, to hold their own after the war, 
the railroads would have ‘“‘to furnish the fastest, most depend- 
able, economical and safest transportation service they have. 
ever performed.” It will. not be. necessary to consider com- 
petitors, said he, because the railroads’ problem would be “to 
do the very best that can be done regardless of competition.” 
In post-war planning, he said, it was necessary “to adopt the 
worthwhile things and discard the others.” Prophets had a 
way of coming forward with crack-pot ideas as “cure-alls,” he 
said, adding that they had been doing it for years. It would 
waste much time to answer all of them in the post-war era. 
He used, as an example of such a cure-all, recent proposals for 
railroad coordination. On that subject, he said: 


You will remember, not so very long ago, that one of the ‘‘cure- 
alls’? for the railroad industry was coordination. It was going to save 
the railroads. It was advocated by many of the real thinkers both 
within and without the railroad industry. I was not wholly lily-white 
in connection with some of this thinking. It was in the air. It was 
proposed to coordinate many of the railroad terminals, shops, and sta- 
tions, particularly in large areas, so that the excess could be scrapped. 
We were considering the adoption of a car pool, although we really had 
a good workable car pool in effect at the time, but the new one was 
going to outdo-the old one, as new things always do. It was going to 
produce savings in empty car mileage and the scrapping of hundreds 
of thousands of freight cars. In fact, we had just about reached the 
point where the proponents of coordination were claiming annual sav- 
ings very close to the entire operating expenses of all railroads. My 
only comment in connection with coordination is that we can be thank- 
ful that the practical operating man was able to point out the disad- 
vantages to a much greater extent than the proponents could point out 
the advantages. I do not make that statement to ridicule the past pro- 
ponents of coordination. I make it to illustrate the necessity for sound 
thinking in post-war planning—so that we shall not move off too quickly 
in trying to do something, when really there is nothing to be- done. 


Materials and Manpower 


A. C. Mann, director, transportation equipment division, 
War Production Board, spoke on the materials and equipment 
needs of the railroads and their prospects for obtaining what 
they needed in 1944. The O. D. T. had asked for 2,200,000 tons 
of steel rail in the year, he said, and while, currently, somewhat 
less had been allocated by the W. P. B., there was “reason to 
hope” that the total for the year would reach 2,165,000 tons, 
“or substantially equal to the O. D. T. request.” The possibility 
of easing in the general steel situation, because of reductions on 
some military programs, said he, had been off-set by increased 
needs for farm machinery, oil and gas facilities and food con- 
tainers, hence, it was probable, that the railroad allocations 
for the second quarter of 1944 would not exceed those for the 
first quarter. On lumber, he said, there were “indications that 
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some: inventory and use reports will be nece before orders 
can be approved and cleared.” Preliminary estimates for rail- 
road needs for the year, he said, totalled 1,287,000,000 board 
feet for construction and car needs, and 2,418,000,000 board feet 
for cross-ties and switch ties. It was not at present possible 
to determine whether that goal could be reached, said he. Many 
items of needed roadway equipment and tools were now more 
readily available than a few months ago, he said, but a number 
of completed mechanical devices were still “difficult to obtain 
on reasonable deliveries due to the shortage of raw materials.” 
He said it was “the policy of the War Production Board, through 
its transportation equipment division and other industry divi- 
sions to be of all assistance possible to the transportation indus- 
try in providing materials, devices and equipment which the 
industry can clearly show are necessary to bring about greater 
safety in operation and more efficient and speedier transporta- 
tion service.” 

At the final business session March 16, R. L. Carter, di- 
rector, bureau of employment and claims, Railroad Retirement 
Board, discussed the railroad manpower problem with special 
reference to maintenance of way laborers. The railroads had 
lost 270,000 workers to the armed forces, he said, and would 
lose 50,000 more before the end of the first half of 1944. Fully 
as important, however, he said, was the loss of men to other 
employment. The War Manpower Commission was doing some- 
thing to stop this loss, so far as the skilled workers were con- 
cerned, by requiring a “statement of availability or a referral 
by one of the government officers” before permitting a transfer 
to other employment. The situation with casual laborers was 
different, however, he said, because “few have permanent homes 
or family attachments and customarily move from job to job 
at will.” They were still leaving the railroads in large numbers, 
he said. Higher wages was the chief reason, he said, and there 
was “little or nothing railroad management can do about raising 
the wage rate.” There were, however, other things that could 
be done to make railroad work for the laborer more attractive 
and to “incréase the net income of maintenance of way em- 
ployes.”. Heisuggested reductions of charges for board by rail- 
road companies, with the railroads assuming part of the cost; 
paying trackmen for time spent in going to and returning from 
work; providing for a considerable amount of overtime work; 
furnishing.camp cars and section houses at no cost to the work- 
ers. Housing accommodations for the workers should be im- 
proved by keeping them clean, screening the windows, providing 
sanitary and recreational facilities and installing refrigerators 
and radios, he said. 

Others ‘who spoke at the business sessions included T. A. 
Blair, assistant chief engineer, Santa Fe System, on Mexican 
nationals as rail workers; W. G. Powrie, engineer, maintenance 
of way, Milwaukee Road, on hiring high-school boys as workers 
in vacations and on part time; A. A. Miller, chief engineer, 
maintenance of way and structures; Missouri Pacific, on track 
materials; A. R. Wilson, engineer of bridges and buildings, 
Pennsylvania Railroad, on bridge materials, and A. B. Pierce, 
engineer of water supply, Southern Railway, on water service 
materials. Ralph Budd, president, Burlington Lines, was to 
have addressed the meeting, March 16, on “Problems and Op- 
portunities for the Railways,” but was unable to be present 
because of his absence in Washington for the Funeral o 
Director Eastman on the following day. 


Committee Reports 


Committee chairmen submitted reports as follows: 


Roadway and ballast, F. W. Hillman, assistant engineer mainte- 
nance, Chicago and North Western, Chicago; ties, John Foley, head 
commodity specialist, lumber and lumber products division, War Pro- 
duction Board, Washington, D. C.;-rail, W. H. Penfield, chief engineer, 
Milwaukee Road, Chicago; track, W. G. Arn, assistant engineer, Illinois 
Central, Chicago; buildings, A. B. Stone, assistant chief engineer, 
Norfolk and Western, Roanoke, Va.; wood bridges and trestles, R. P. 
Hart, assistant chief engineer, Missouri Pacific, St. Louis; masonry, 
A. N. Laird, bridge engineer, Grand Trunk Western, Detroit; highways, 
Bernard Blum, chief engineer, Northern Pacific, St. Paul, Minn.; sig: 
nals and interlocking, H. L. Stanton, assistant chief engineer, signals, 
Pennsylvania Railroad, Philadelphia; records and accounts, H. L. 
Restall, valuation engineer, Boston and Maine; Boston; water service, 
fire protection and sanitation, B. W. DeGeer, engineer water service, 
Great Northern, St. Paul; yards and terminals, W. J. Hedley, constru 
tion engineer, Wabash Railroad, St. Louis; iron and steel structures, 
J. E. Bernhardt, bridge engineer, Chicago and Eastern Illinois, Chi 
cago; economics of railway location, M. F. Mannion, office assistant to 
chief engineer, Bessemer arid Lake Erie, Greenville, Pa.; wood preser- 
vation, H. R. Duncan, superintendent timber preservation, Burlington 
Route, Galesburg, Ill.; electricity, D. B. Thompson, mechanical and 
electrical engineer, New York Central, New York; economics of railway 
labor, H. A. Cassil, chief engineer, Pere Marquette, Detroit; coopera- 
tive relations with universities, E. T. Howson, vice-president and west- 
ern editor, Railway Age, Chicago; maintenance of way work equipment, 
C. H. R. Howe, cost engineer, Chesapeake and Ohio, Richmond, Va.; 
clearances, A. R. Wilson, engineer bridges and buildings, Pennsyl- 
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ania Railroad, Philadelphia; waterproofing of railway structures, J. A. 
ahmer, senior assistant engineer, Missouri Pacific, St.. Louis; impact, 
. H. Sandberg, assistant bridge engineer system, Santa Fe Railway, 
hicago. 


H. R. Clarke, chief engineer, Burlington Lines, president 
of the association, presided at all the sessions. 


Officers Elected 


The following officers were elected at the closing session 
March 16: 


President, Frank R. Layng, chief engineer, Bessemer and Lake 
rie, Greenville, Pa.; vice-presidents, A. A. Miller, chief engineer of 
aintenance of way, Missouri Pacific, St. Louis, and James B.; Akers, 
assistant chief engineer, Southern Railway, Washington, D. C.;. treas- 
rer, W. H. Penfield, chief engineer, Milwaukee Road, Chicago; secre- 
ary, W. S. Lacher, Chicago; members, board of directors, Mr. Pen- 
held; F. S. Schwinn, assistant chief engineer, Missouri Pacific, Hou- 
ston; E. T. Howson, vice-president and western editor, Railway Age, 
hicago; B. R. Kulp, chief engineer, Chicago and North Western and 
hicago, St. Paul, Minneapolis and Omaha Railway, Chicago; G. L. 
Bitton, chief engineer, maintenance of way and structures,..Southern 
Railway, Charlotte, N. C.; C. E. Smith, vice-president, New Haven 
Railroad, New Haven, Conn.; R. A. Van Ness, bridge engineer, system, 
panta Fe Railway, Chicago; C. H. Motlier, chief engineer, Illinois 
Central, Chicago; J. E. Teal, transportation engineer, Chesapeake and 
Dhio, Richmond, Va. 


Radio Signaling on Railroads 


James Lawrence Fly, chairman of the Federal Communi- 
rations Commission, in a letter to Chairman Wheeler, of the 
Senate interstate commerce committee, answering a suggestion 
by Senator Wheeler that the F. C. C. and the Commission’s 
Bureau of Safety study and investigate the feasibility and de- 
sirability of using radio communication systems on railroads 
‘see Traffic World, Feb. 26, p. 548), has expressed hopefulness 
‘hat “a discussion. between this commission (the F. C. C,) and 
he Interstate Commerce Commission can be arranged.” - . 
Chairman Fly said: that the relevant data so far available 
within the F.C. C. had been presented to the war mobilization 
subcommittee of the Senate military affairs committee, in an 
*xecutive session, by Commissioner E. K. Jett, of the F. C. C., 
hen he was chief engineer of the F. C. C. Chairman Fly said 
hat Mr. Jett had. stated that the F. C. C. had encouraged the 
xperimental uses of radio by railroads, by granting many 
‘xperimental applications: to permit the testing of systems pro- 
osed by various railroads and manufacturers; that the F. C. C. 
vas now collaborating with the Radio Technical Planning 
oard, on which the railroads were represented, in connection 
vtih postwar radio planning; that through this board it should 
xe possible to coordinate the railroad industry’s postwar re- 
juirements for radio frequenceis with those of “such other 
afety services as aviation, marine, policy, power companies, 
‘te.;” that the F. C. C. would be glad to provide radio fre- 
juencies for railroad communications when the needs of all 
hose services had been reviewed by the Radio Technical: Plan- 
uing Board and the government, and that any plan for the 
stablishment of a railroad safety service should be integrated 
or the country as a whole, rather than for the benefit of one 
r a few railroads. 


Possibilities that appeared “especially hopeful,” said Chair- 
nan Fly, included the establishment of radio-controlled block 
ystems, the use of radio in connection with railroad flagging 
perations, and the establishment of head-end to rear-end com- 
aunication systems on trains. 


As to the first of those possibilities, Mr. Fly said that as 
ecently as 1943, the Interstate Commerce Commission had 
eiterated its contention that the block system was “the best 
aethod known for preventing collision between trains.” Yet, 
aid Mr. Fly, there were more than 50,000 miles of passenger- 
arrying road that still were not protected by a block system, 
argely because of the expense involved. A joint investigation 
f the possibilities of radio-controlled block systems by the 
‘. C. C. and.the I. C. C. might be fruitful, he said. 


The possibility of the use of radio in connection with rail- 
oad flagging operations also might be a fruitful topic for 
tudy, he said, adding that by that means there could be laid 
own a warning signal or beam for an appropriate distance 
long the track in each direction when a train was stopped 
under conditions which may result in collision.” 

He said that there was a lack of head-end to rear-end 
ommunication systems for use while trains were in motion, 
iat such a system would be especially useful when long trains 
vere being operated in reverse, and that study of the possibili- 
es for use of such systems might yield good results. 


gnals now in use could give only a few indications, but that 
adio had “an unlimited vocabulary”; that radio had the ad- 
antage of affording two-way communication, and that radio 


Discussing advantages of radio signaling, he said that the’ 





TRAFFIC WORLD 


had the advantage of flexibility. The successful use of radio in 
tanks suggested, he said, that objections to the use of radio 
equipment in trains:on the ground that such equipment was 
too delicate for railroad use were “rebuttable.” 

Chairman Wheeler had sent a copy of his letter to Chair- 
man Fly to the Commission. In a letter to Senator Wheeler, 
Chairman Patterson said that there had been, “in the past 
several years,” a number of experimental installations of sys- 
tems that provided means of communication between the front 
and rear ends of trains, between trains and stations, and be- 
tween yard offices and engines engaged in switehing service. 
He said that an installation on a branch of the Pennsylvania 
Railroad, between Trenton and Phillipsburg, N. J., would be 
“inspected by us in the near future.” 

“The Commission has been keeping in touch with develop- 
ments along this line and will continue to do so,” Commissioner 
Patterson said. 


A. T. A. Common Carriers 


The board of governors of the regular common carrier con- 
ference of the American Trucking Associations, Inc., spent most 
of its two-day spring meeting at the Bismark Hotel, Chicago, 
March 14 and 15, discussing the financial plight of common 
carrier truckers without, however, arriving at any definite rec- 
ommendation of the subject to make to the associations’ board 
of directors. ; : 

Discussing the matter after the meeting, B. D. Davidson, 
Davidson Transfer and Storage Company, Baltimore, Md., chair- 
man of the conference, and Robert McBride, its general man- 
ager, agreed that increases in rates were not the only, and 
perhaps not the wisest way to meet the conditions presented 
by rising operating ratios of common carrier truckers. Such 
increases, they pointed out, meant an increase in the existing 
spread between the rates of truckers and the railroads. That 
spread was now about six per cent generally, because of the 
fact that the truck rate increases instituted at the time the 
Ex Parte 148 rail rate imtreases went in effect were not wiped 
out when the rail increaSes were suspended. In the east, and 
shortly in Central Territory, it was pointed out, this spread 
has been widened by increases of four per cent permissive 
under Commission orders. Additional increases, the truck men 
said, would probably result in loss of business to the truckers. 

The logical point for beginning a cure of the difficult truck 
financial situation, they agreed, was in attacking the existing 
high expenses represented by costs of tires, gasoline, parts and 
supplies. The federal government’s “hold-the-line” price policy 
had net worked in these matters, nor had the O. P. A. “roll- 
back” become operative. Generally, they pointed out, costs 
ceilings were fixed on “fictitious list prices,” and the discounts, 
which represented a large part of the cost price to truckers, 
were abolished. In addition, substitutions of materials made 
the performance value of many trucker supplies much lower 
than formerly. It was represented that truck tires, for in- 
stance, cost the truckers from 40 to 60 per cent more than 
before the abolition of the discounts, while the quality of the 
tires was resulting in a decrease of from 25 to 40 per cent in 
potential mileage. 

The board took no formal action in this matter, but it was 
said, after the meeting, that the facts elicited in the discussions 
would be laid before the executive committee of the parent 
association. 

The conference board adopted a resolution in general terms 
advocating that Congress, in allocating federal highway funds to 
the states, place some kind of a restriction on them designed 
to eliminate unduly low truck length and weight restrictions 
in so-called “bottleneck states.” What was needed, said Mr. 
McBride in explaining the resolution, was a “reversal of think- 
ing” on the part of state highway officials who now advocated 
restrictions designed to protect the structure of their states’ 
weakest highways, so that, in the future, they would design 
highways to permit the operation of modern vehicles under 
full load. He and Mr. Davidson pointed out that it was useless 
to talk about more powerful and efficient highway vehicles 
after the war if state regulations continued to make it im- 
possible to operate such vehicles. 

Under A. T. A. procedure, the resolution must be submitted 
to the executive committee of the parent association. If it is 
there approved, it becomes association action and will be for- 
warded to members of Congress and other interested parties. 


CLARK TRUCTRACTOR POCKET CATALOGUE 
The Clark Tructractor Division of the Clark Equipment 
Company, Battle Creek, Mich., has issued a new catalogue in 
vest-pocket form. It contains 72 pages of listings and specifica- 
tions of industrial models of Clark Tructractors. 
an inquiry form to provide for requests for additional informa- 
tion on any model, and a list of Tructractor branch offices. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 


he Traffie Profession 


Editor the Traffic World: 

Your efforts for a better understanding of the traffic pro- 
fession took a queer turn in your own magazine in the March 4 
issue. 

I refer to the advertisement of a Pennsylvania concern 
that wished to employ a new traffic manager. From its ad, it 
was gathered that it wished for a man of high caliber, thor- 
bughly trained in traffic, fully competent to reorganize, as well 
bs manage, the department. Yet it used the phrase “opportu- 
nity for advancement to the purchasing department.” 

Since when has purchasing been a higher profession than 
that of handling traffic? Or was I in the wrong department 
jor the last 20 years? 

Robert M. Davis (a former traffic manager). 

Waukesha, Wis., March 15, 1944. 


Man Power Confusion 


Editor the Traffic World: 

Your editorial in the March 11 issue, ‘Manpower Con- 
usion,” is timely and vital. 

May I refer you to a resolution adopted by the Northwest 
Shippers Advisory Board at its annual meeting: ; 














We, the members of the Northwest Shippers Advisory Board, as- 
sembied in twenty-first annual convention at Minneapolis, Minn., this 
wenty-seven®h day of January, 1944, familiar with the transportation 
requirements of the American railroads and of the necessity for the 
conservation of manpower to enable the railroads to transport the tre- 
mendous increasing freight tonnage and passenger and troop move- 
ments, do hereby resolve that one of the primary responsibilities of this 
board is to request Selective Service officials to grant deferment to 
skilled and necessary railroad operating and traffic employes; and, be 
it further resolved, that copies of this resolution be sent to the Presi- 
dent of-the United States and members of the Senate and House, inter- 
sate and foreign commerce committees and the military affairs com- 
nittees of both houses; and, be it further resolved, that this important 
subject of conserving railroad manpower be given wide publicity. and 
that copies of this resolution be distributed to all regional shippers 
advisory boards of the Untied States, and the National Shippers Ad- 
visory Board, with a request that they take similar action. 


This was done with the sincere hope that the national and 
other shippers boards would take up the cry for the preserva- 
ion of this most essential manpower. 

Your contribution is an incentive to us for further efforts. 

S. M. Low, Western Traffic Manager, 
St. Paul, Minn., March 13, 1944. Koppers Company. 


Motor Rate Dockets 
Editor the Traffic World: 


We would like to use the Traffic World as a medium to 
all to the attention of thousands of shippers and chambers of 
ommerce in Western Trunk Line Territory the. 1600 proposals 
ssued by the Middlewest Motor Freight Bureau at Kansas City 
hereasing practically all commodity rates and changing numer- 
bus rules and regulations and exceptions now in effect. We 
believe that every single shipper is affected, in some way or 
mother, by these proposals and have not been notified of these 
holesale changes in rates, ratings, exceptions, rules, and reg- 
ations, and believe that they should have an opportunity to 
frotest by letter to this tariff bureau in their own behalf. Many 
f these subjects are set for very early consideration and im- 
nediate action on their part should be taken. 

A comparatively few of us shippers at Kansas City have 
een informed properly through our ‘own efforts of these 

anges and we would feel very badly about the whole matter 

{ these changes had gone into effect without our having the 
ahaa of attending a public hearing in behalf of our in- 
lustry. 

We wish to compliment the Central States Motor Freight 
‘ariff Bureau for adopting your publication as a means of put- 


ting before shippers their proposed changes. If a rate warrants 
an increase and the carriers can justify such an increase, every 
one concerned will feel that the matter had been handled fairly, 
but to propose 1600 changes without giving the shippers 
throughout the entire territory a fair chance to voice their 
opposition or be heard, leaves a very bad taste in the shipper’s 
mouth toward the motor industry. Above all, we want to see 
the motor industry survive and make a reasonable return on 
the investment, but the handling of vast changes to the detri- 
ment of the shipping public would have a repercussion which 
would be disastrous. Let’s not let Mister Average Shipper 
adopt the policy of “To hell with trucks. We will ship by 
rail.” The country needs motor carrier service and the compe- 
tition is most desirous. 


We believe that if all the proposals of a motor freight 
tariff bureau were published in your Traffic Bulletin, there 
would be a hesitancy on the part of such bureau to make such 
a wholesale and radical departure from the prevailing basis, 
due to the fact that shippers throughout the entire territory 
would be protesting and -only those subjects that had definite 
merit would be under*consideration. 


We again hereby urge fhe shippers through this middle- 
west territory to write letters of general protest supported by 
their chambers of commerce in their behalf to the Middlewest 
Motor Tariff Bureau, 116 E. 9th St., Kansas City, Mo., lest 
some one later will say: “You'll be sorry.” 

We wish to thank you for this opportunity of reaching so 
many quickly and look forward to the day when the motor 
carrier subjects are properly brought to our attention through 
the Traffic Bulletin. 

Peppard Seed Co., 
J. S. Chartrand, Jr., Traffic Manager. 

Kansas City, Mo., March 16, 1944. 


Several Things 


Editor the Traffic World: 

In your issue of March 4, you refer to the “bunk” expres- 
sion by President Jeffers, of the U. P. (whose associate, Mr. 
Harriman, was dragged in as favoring the much condemned 
western commissioners monopoly agreement), when he back- 
patted labor in alleging it would not have actually struck last 
December. Have you noticed the mutual back-patting between 
O. D. T.; railroad management; certain congressmen; the Com- 
mission, and sanctification of all of them by officers of and 
certain others in railroad-inspired organizations, such as the 
Transportation Association of America, the regional advisory 
boards, certain chambers of commerce, and larger “controlled” 
industries? One is reminded that no gang member should 
“tell on’ the other. Each is forced to boost the other, even in 
joint or individual nefarious action and so be “regular.” Have 
you noted the same tune in their protests against the I. C. C. 
examiners’ uniform classification report (Dkt. No. 28310) and 
possible non-discriminatory rate proposals? You might observe 
the subtle timing of action by the Commission and its almost 
entire disregard of the spirit of the interstate commerce act in 
rate matters. It should police efficient operation and upright 
charging for service to the public. 

I am convinced that it is impossible to professionalize traf- 
fic management because such would have to have substantial 
economic basis and upright practice on which to rest. 


Recently, in your magazine, Mr. Donald Conn, of the T. A. 
of A., did pose well the issues of a rational and serviceable 
rate structure, suggesting that those best qualified should ad- 
dress themselves to a modernized system for computing just 
charges for transport service. The Board of Investigation and 
Research has issued highly valuable reports on which to base 
such modern system, one being dated November 24, 1943. 

On page 605, your issue of March 4, Mr. Cummins, of 
Houston, philosophized well on a “corner” into which our rate 
system has run us. And Mr. King, on the same page, gives 
some pert detailed examples of which the carriers and the 
Commission should be ashamed. The state commissions are 
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included. I cannot conceive of why intelligent honest traffic 
and rate men can sincerely support current railroad rate- 
making (“political rate-making” is a misnomer) and allied pro- 
cedure. Or must they admit it is a “Frankenstein”? What is 
the answer? 
T. H. Trelford, Traffic Counselor. 
Duluth, Minnesota, March 16, 1944. 


Postwar Highway Plans 


Commenting on testimony submitted in hearings by the 
House roads committee on H. R. 2426, authorizing an appro- 
priation of $3,000,000,000 for postwar highway construction 
(see Traffic World, March 4, p. 598), the National Highway 
Users Conference said that there might be a “compromise” 
on the matching of federal and state funds somewhere between 
the “50-50” basis now in effect and the basis of 75 per cent 
federal and 25 per cent state funds proposed in the bill. 

The N. H. U. C. said there were indications that postwar 
funds for rural roads might be allocated on the basis of the 
“regular” federal-aid formula, with an additional authorization 
for work within metropolitan areas to be distributed according 
to a separate formula. 

It noted that several state highway officials, members of 
the American Association of State Highway Officials, had testi- 
fied in support of the bill and that the bill would change the 
formula for apportioning funds among the states from the 
“regular” method of one-third on the basis of population, one- 
third on the basis of area and one-third on the basis of post 
road mileage, to one-half on the basis of population, one-fourth 
on the basis of area and one-fourth on the basis of post road 
mileage. The N. H. U. C. said it was generally known that a 
minority opposition to the proposed formula existed within the 
A. A. S. H. O., and added that this opposition was spearheaded 
by William J. Cox, of the Connecticut highway commission, 
who testified in support of H. R. 4170, introduced by Represen- 
tative Miller, of Connecticut, under terms of which the post- 
war highway program would be divided, over a three-year 
period, into three parts, (1) $600,000,000 a year for interre- 
gional highways and auxiliary or alternate routes, (2) $200,- 
000,000 a year for federal-aid primary and secondary systems 
as the states might elect, and (3) $200,000,000 a year for con- 
struction of roads and streets not in federal-aid system. 


If Congress appropriated $3,000,000,000 for highway pur- 
poses, expenditure of 20 per cent of that amount, or $600,000,- 
000, for elimination of highway-railroad crossing hazards would 
not seem unreasonable, said R. V. Fletcher, vice president of 
the Association of American Railroads, in testimony before the 
House roads committee, March 15, relative to provisions of 
H. R. 2426 dealing with separation or protection of grade cross- 
ings. 

“We are therefore bringing forward the suggestion that 
Congress itself definitely allocate to the removal of these haz- 


ards as much as 20 per cent of the total amount appropriated,” 
he said. 


In a proposed amendment to the bill embodying that sug- 
gestion, he included a proviso that moneys used for the preven- 
tion of hazards in construction of new roads across railroads 
should not be considered as a part of the 20 per cent allocation 
proposed. He submitted a further proposed amendment of the 
bill providing that lands or interest in lands acquired pursuant 
to “this act” and used for railroad purposes should be conveyed 
by the Federal Works Administrator of the state or political 
subdivision thereof to the railroad company or companies in- 
volved, on application therefor by such company or companies. 


Use of Federal Funds 


He observed that “certain highway interests” (the Asso- 
ciation of State Highway Officials) had proposed an amend- 
ment under terms of which the entire construction cost of 
projects for the elimination of hazards at railway-highway 
crossings might be paid from federal funds, with no involun- 
tary contribution by the railroad required, and with the excep- 
tion that “not more than 50 per cent of the right of way and 
property damage costs paid from public funds on any such 
project may be paid from federal funds.” Mr. Fletcher said 
that “we would be entirely satisfied with an amendment of 
this character, which seems to recognize the importance of 
eliminating these hazards and the obligation resting upon public 
pr a rather than the railroads, to bear the expense.” He 
a : 


In making the statement that we approve an amendment of this 
character, I do so upon the assumption that the words ‘‘construction 
cost’’ are sufficiently comprehensive to include the reconstruction of 
existing structures, diversions of highways and protection devices that 
may be considered necessary to remove the hazards. 
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In his introductory remarks, Mr. Fletcher said that the 
railroads generally had been insisting on equality of treatment 
in the matter of subsidies, that he was not asserting that “g 
bill of this character” could be classified as a subsidy, but that 
the improved system of highways contemplated by the bil] 
would unquestionably be used by the railroads’ competitors 
and, to that extent, represented inequality of treatment. How. 
ever, he said, he appreciated the fact that there was a public 
demand for improved highways, and, he added, his appearance 
before the committee was not for the purpose of “engaging in 
any abstract discussion upon the question of subsidies.” 

He discussed, at length, statistical data showing, among 
other things, that in 1942 grade crossing accidents involving 
motor vehicles increased in 19 states, as compared with 194], 
He quoted a statement that had been made by D. B. Robertson, 
president of the Brotherhood of Locomotive Firemen and En. 
ginemen, on the subject of casualties in grade crossing acci- 
dents, including an assertion that one-third of all such accidents 
were preventable. 


Present Efforts Held Inadequate 


Much had been accomplished, toward reduction of such 
accidents, by signalling devices and the use of watchmen, as 
well as warning signals of various kinds, said Mr. Fletcher. 
However, he said, “efforts of this kind, while commendable, 
have not tended greatly to reduce the slaughter at grade cross- 
ings.” Much good would result by separating the grades or, 
where this was not practicable, by installing protection devices 
of approved pattern, he added. 

He recalled that before the automobile came into common 
use, it was customary for the railroads to bear at least one- 
half of the expense of grade crossing elimination and, in most 
cases, all of the expense of protection where the grades were 
not separated. The standard basis with most states, he said, 
was a division of the expense 50-50 as between the state and 
local authorities, on the one hand, and the railroads, on the 
other. He said that with the “epoch-making”’ decision in Nash- 
ville, Chattanooga & St. Louis Railway vs. Walters, 294 U. S. 
405, the picture changed rapidly; that Justice Brandeis, in that 
decision, said it was the railroad that now required protection 
from dangers incident to motor transportation; and that a sub- 
sequent tendency had been to assign to the railroads “a very 
moderate proportion” of the cost of eliminating ftazards at 
highway-railroad crossings. Thus, said Mr. Fletcher, in New 
York and Michigan, it was provided that the railroads pay not 
more than 15 per cent; in Ohio the basis was 15 per cent fiat, 
and in Indiana, the railroad basis was 20 per cent. He said 
— were based largely on the theory of benefits, and 
added: 


We are dealing here, however, not with the division of expense as 
between the railroads and the state authorities, but with the question 
of the extent to which the cost of separating grades and protecting 
crossings shall be borne by the federal government. Whether the 
federal government will ultimately assume the payment of 75 per cent 
of the cost of road improvement or adhere to present proportions, | 
am in no position to say. I am contending, however, with confidence 
in my position, that the cost of protecting highway traffic at railroad 
grade crossings should be assumed as a part of the public expense, 
paid for either by the government or the state, according as Congress 
may conclude. 


NEW JERSEY TRUCK ASSOCIATION 


The New Jersey Motor Truck Association will hold its 
annual meeting at the Robert Treat Hotel, Newark, March 30. 
Chief subject of discussion will be the manpower shortage in 
the trucking industry. Participants in the discussion will in- 
clude Col. Edgar N. Bloomer, New Jersey state director of 
selective service; J. Manley Head, manpower director of the 
American Trucking Associations, Inc., and representatives of 
the Commission, the Office of Defense Transportation and the 
War Manpower Commission. 

The association’s annual dinner will be held in the evening 
with Harold C. Arnot, director, division of motor transport, 
O. D. T., as the speaker. James McArdle, president of the 
association, will preside at the dinner and the business sessions. 
Directors will be elected. 


N. Y. C, PRAISES “UNSUNG HEROES” 


In a new series of advertisements scheduled to appear in 
555 newspapers, the New York Central will honor the “unsung 
heroes of the war.” The first of the series will praise the 
bomber ground crew chief, who “sweats it out” while others 
“wear the wings and ribbons.” Later’ advertisements will deal 
with the coast guard, the Army services of supply and the 
Navy seabees. The campaign will make the point that workers 
on the home front must also “sweat it out” to get material to 
the fighting fronts. 
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March 18, 1944 


Questions and Answers 


In this column will be cnswered questions of both legal and 
* practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or- traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Published Through Rate Must be Pro- 
tected by Motor Carrier 


Connecticut.—Question: We would like to submit the fol- 
lowing question: 

We recently forwarded a less truckload shipment from 
New Britain, Conn., to a point in New Jersey. 

There is no through carrier operating out of New Britain 
that serves this point in New Jersey, but there are through 
truck rates from New Britain to this point in New Jersey and 
in the tariff there are carriers listed that serve New Britain as 
originating point and in the same tariff there are carriers listed 
serving the point in New Jersey as destination point. Some of 
these trucking companies named have joint working agreements. 
However, there is no way of our telling whether they have joint 
working agreements or not unless the originating carrier volun- 
teers the information. They do not publish any tariff showing 
through routes. 

The carrier that we gave this shipment to advised us about 
two weeks after we made the shipment that he was holding 
this shipment at his terminal in New York City as he could 
not secure a carrier out of New York City to take this ship- 
ment to the point named in the bill of lading in New Jersey. 
He asked us to advise disposition, stating that a charge for 
storage would accrue on this consignment on and after 96 
hours after date of said notice. 

We know that there are carriers working out of New York 
City that serve the point in question. However, the shipment 
being small and the carriers all busy, perhaps no one wanted 
the shipment as the revenue would be less because of the 
through rate named in the tariff. 

We advised the originating carrier that sent us the notice 
that it wasn’t up to us to tell them what to do with this ship- 
ment. We explained that they were a party to a tariff that 
named through rates in conjunction with other trucking com- 
panies and to our knowledge there was no embargo in effect; 
therefore, shipment should move forward without delay. 

We would like your opinion regarding this matter. 

Answer: Motor carriers of property do not have to estab- 
lish through routes with other carriers, but may do so. 32 
M. C. C. 31 (34, 35, 36), Hausman Steel Co. vs. Seaboard 
Freight Lines, Inc. 

Through routes may be established either by publishing 
through rates or by accepting freight for through movement 
even though through rates are not in existence. Hausman 
gg gy vs. Seaboard Freight Lines, Inc., 32 M. C. C. 31 (36, 

Where through routes are in existence, the carriers are 
obligated to accept freight for interchange with connecting 
carriers. Hausman Steel Co. vs. Seaboard Freight Lines, Inc., 
32 M. C. C. 31 (37). 

A published rate in a tariff presupposes a through route, 
and a carrier party to the tariff must protect the published 
rate, regardless of whether a through route actually exists. 
Frankfort Distilleries, Inc., vs. Huber & Huber Motor Express, 
Inc., 41 M. C. C. 873. 

From the above statement of principles, as set forth in the 
cases cited, it is apparent that it is the duty of the initial car- 
rier in the instant case to forward the shipment to destination 
at the published through rate. 


Tax on Transportation 


Ilinois.—Question: With reference to the tax paid for the 
transportation of property as amended under Public Law 180, 
78th Congress First Session and approved November 4, 1943, 


_the provisions of section 3475(b) of the Code, as amended. 
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we have run into different opinions as to when this tax is to 
be charged. 

Referring to the Amendment Section 143.21 we quote in 
part ... “an amount paid on or after December 1, 1943, for 
the transportation of property to or from the government of 
the United States or any state, territory or political subdivision 
thereof is exempt from the tax.” The post exchanges of the 
armed forces are, of course, instrumentalities or subdivisions 
of the United States Government, consequently the transporta- 
tion tax is exempt from the movement of merchandise to these 
exchanges. 

Our particular industry does a great deal of business at 
the present time with the post exchanges—both directly and 
indirectly. As long as we make a shipment and consign it 
direct to the exchange, we seem to have no trouble in convinc- 
ing the carriers that this movement is tax free. This is, how- 
ever, with the exception of the west coast distributing ware- 
houses to whom we consolidate shipments in cars which are 
consigned to a particular warehouse. 

It is our contention that if this carload contains mixed 
shipments—some going direct to exchanges and others going 
to civilians—that we need but separate the weight of the ship- 
ments consigned direct from the shipments that are going to 
the civilians and so list this separation on the bill of lading or 
shippers order distinguishing which is tax free and which is not. 
Some of the warehouses agree with us; some donot. They all 
seem to agree that their distribution is tax free but contend 
that the freight from point of origin to break bulk point should 
carry the tax. 

Another point that some manufacturers in our industry 
contend is that, even though a shipment is consigned to a 
civilian but is marked for “military use’ or for a particular 
exchange, these shipments should be tax free. 

We have also had one instance where the auditor’s office 
of one of our local railroads has given permission to exempt 
this particular type of shipment from tax. This is not our 
opinion, as we believe the wording in the above quoted excerpt 
from Section 143.21 wherein it states ‘‘to or from the govern- 
ment”—seems to specifically point out that it is not just for 
the government but must be consigned to the government or 
an instrumentality. On the particular shipments that are con- 
signed to a civilian and marked for “military use,” we, of 
course, hold in our files records which later show that these 
shipments were actually delivered to the armed forces. We 
also in a great many cases hold the original purchase order 
given to the civilian jobber by the exchange. 

Summing this entire situation, we would like your opinion 
as to (1) whether or not we can legally deduct the tax from 
shipments moving to warehouses for distribution to the armed 
forces; (2) whether or not shipments to civilians requesting 
shipment to them for military use only are exempt from this 
tax; (3) whether we are correct in our contention that we 
may separate on the bill of lading the tax free shipments from 
the civilian shipments included in the carloads bound to the 
warehouses on the west coast. 


Answer: We are advised by the Internal Revenue Denart- 
ment that post exchanges of the armed forces administered and 
controlled entirely by military authorities are instrumentalities 
of the United States for the purposes of the tax. Accordingly, 
amounts paid on or after December 1, 1943, for the transporta- 
tion originating on or after such date, of shipments consigned 
directly to such post exchanges, are exempt from the tax under 


Where property intended for the government and prop- 
erty intended for private individuals or concerns are trans- 
ported at carload rates in a pool car consigned to a warehouse 
for immediate distribution, and the carrier’s waybill does not 
distinguish the charges applicable to the property intended 
for the government from the charges applicable to the property 
intended for private individuals or concerns, no exemption 
from payment of the tax with respect to the property intended 
for the government may be granted. However, if the trans- 
portation charges with respect to the property intended for 
the government are billed separately from the other charges, 
and the waybill shows that such property is consigned to the 
government in care of the warehouse, exemption from pay- 
ment of the tax on the charges applicable to the property in- 
tended for the government may be granted. 


A shipment consigned to a private individual or concern, 
such as a warehouse, is not exempt regardless of whether the 
shipping papers are marked “for military use,” or indicate that 
= shipment is eventually intended for a particular post ex- 
change. 

Section 3475(b) of the Code has been further amended by 
section 307 of the Revenue Act of 1943, enacted February 25, 
1944, and now provides that the tax imposed under this section 
shall not apply to (1) amounts paid for the transportation of 
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property to or from the government of a state, territory of 
the United States, or political subdivision thereof, or the Dis- 
trict of Columbia, or any corporation created by Act of 
Congress to act in matters of relief under the Treaty of 
Geneva of August 22, 1864, (2) amounts paid to the Post Office 
Department for the transportation of property, or (3) amounts 
paid by or to the War Shipping Administration for the trans- 
portation of property by water from one point in the United 
States to another, except between points on the Great Lakes. 
This amendment becomes effective June 1, 1944, except 
with respect to the exemption of amounts paid by or to the 
War Shipping Administration, which exemption is retroactive 
to amounts paid on or after December 1, 1943. 


Accordingly, amounts paid on or after June 1, 1944, for 
the transportation of property to or from the United States, 
or any agency or instrumentality thereof will be subject to 
the tax unless they comé within one of the specified exemptions 
provided in section 307 of the Revenue Act of 1043, as set forth 
above. 


Motor Carriers 


Louisiana.—Question: In your February 19 issue, page 
484, you answered our question regarding status of contract 
carrier of logs. 


Your answer only referred to the part of our question re- 
garding status of contract loggers who haul the logs when 
paid a lump sum per thousand feet for cutting, loading and 
hauling such logs. Please answer the first part of our quest- 
tion, that is, has the Interstate Commerce Commission ruled 
that it is necessary for an interstate contract carrier of logs 
from the woods to a sawmill to have a permit from the Com- 
mission, filing a schedule of minimum rates with such Com- 
mission ? ° 

With reference to the last part of our question, if the logger 
is paid for cutting, loading and hauling the logs, but a certain 
amount is segregated from such revenue to represent com- 
pensation for hauling the logs, would this have the effect of 
making such logger a contract carrier? 


Answer: So far as the mere hauling of logs from the 
woods to a sawmill is concerned, if the movement is inter- 
state in character, a permit to transport as a contract carrier 
must be obtained if the property is that of the sawmill for 
whom the transportation is performed. See Mercer Common 
Carrier Application, 8 M. C. C. 37; Morton Common Carrier 
Application, 8 M. C. C. 791, and Raymond Contract Carrier 
Application, 16 M. C. C. 639. If the logs are the property 
of the party performing the transportation no permit is re- 
quired. Georgia Common Carrier Application, 3 M. C. C. 601. 

Where a combined operation of cutting, loading and haul- 
ing is involved for which a lump sum is paid, if the property 
is that of the sawmill and a certain amount is segregated from 
the lump sum for the transportation of the goods and if the 
logs are the property of the sawmill, it is our opinion that the 
transportation must be covered by a permit if it is interstate 
in character. We can, however, find no cases in which this 
precise question has been involved. 


Limitation of Actions—Freight Forwarders 


Ohio.—Question: On October 4, 1943, we filed with a 
freight forwarding company a damage claim for account of 
one of our members on a shipment that moved approximately 
December 24, 1942. The delivery was some 5 or 6 days later. 
The freight forwarding company indicate that we did not sea- 
sonably file the claim within a 9-month period shown on the 

bill or lading. 


It is our position that there is no statute of limitations 
insofar as freight forwarders are concerned and the bill of 
lading on which they are relying is the rail carriers’ bill of 
; lading. In other words, they are liable for the damages and 
: must entertain the claim even though filed beyond a so-called 
' 9-month period. 


May we have your views thereon with any citations that 
you may have? 
Answer: Prior to the enactment of the provisions of Part 
, IV of the Act, freight forwarders acting in the capacity of 
* common carriers were shippers in their relation to common 
* carriers subject to the Interstate Commerce Act, that is, they 
were not common carriers subject to the act. See Acme Fast 
Freight, Inc., Common Carrier Application, 8 M. C. C. 211; 
’ Acme Fast Freight Inc. vs. United States, 309 U. S. 638. 
‘ Therefore, in the absence of some provision in a contract 
. between the freight forwarder and your company, providing a 
period for the filing of a claim, there is none. 


The bill of lading provision of the rail carrier has no re- 
lation to your contract with the freight forwarder and applies 


TRAFFIC WORLD 


only as between the rail carrier and the freight forwarder. We 
find no cases in point. 


Limitation of Actions—Motor Carriers—Overcharges 


towa.—Question: In part 4 of the Series of Traffic Lec- 
tures, your Mr. Wilson discusses the Wheeler-Lea Amendment 
of 1940 together with the Interstate Commerce Act. This 
amendment provides a statutory limitation for overcharge 
claims of 2 years. The question has arisen whether or not 
this amendment applies to motor freight or solely to rail 
freight. We are interested in determining whether or not 
there is any statute of limitation for motor carrier over- 
charge claims. 

Answer: There is no federal statute of limitations ap- 
plicable to actions against a motor carrier for the recovery of 
overcharges. The statutes of limitations of the several states 
govern such actions. 

In the absence of a statute of limitations a contractual pro- 
vision is valid, if the limitation period is not unreasonably 
short. 


Routing and Misrouting—Refund of Motor Carrier Overcharges 


Florida.—Question: Will you please advise whether motor 
carriers are obligated to protect the rate via the lowest rated 
route and whether or not the carrier at fault in not protecting 
the rate via the lowest rated route is liable for the resulting 
overcharge in freight. 

The specific facts are as follows: Carrier A received a 
shipment of furniture and at first point of interchange delivered 
the shipment to carrier B who in turn delivered to carrier C 
for delivery at final destination. However, carriers B and C 
were not parties to an exception rating allowing 2nd class 
and accordingly the shipment was billed at 14 times Ist class. 
Carrier D who operates between the first point of interchange 
and the destination does have an exception rating of 2nd class. 
However, this route was not used by the originating carrier 
and the bill of lading carried no routing. Carrier A has been 
presented with an overcharge claim representing the difference 
between the 2nd class rate and 1% times Ist class. 

Any information you can give will be appreciated. 

Answer.—Based upon a statement of the Commission in 
its decision in Hauseman Steel Co. vs. Seaboard Freight Lines, 
Inc., 32 M. C. C. 31, it appears that so far as routes via which 
joint rates to which it is a party apply, it is the duty of a 
motor carrier to forward a shipment via the lowest rated 
route where it has a choice of routes. 

If it was the duty of the initial carrier to forward the 
shipment via the route over which the lowest joint rate ap- 
plied, it would seem to follow that a refund could be made 
by the initial carrier of the difference between the rate via the 
route over which the shipment moved and the rate via the 
route over which the cheapest rate applies. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification in Connection with O. D. T. General Order No. 18 


California.—Question: Your advice on the following will 
be appreciated: What is the correct rate on an L. C. L. ship- 
ment whose total charge is higher than the charge had the ship- 
ment moved as a carload? Due to O. D. T. regulations the 
shipment was not accepted as a carload. 


Rule 15 of the Consolidated Classification covers this, but 
the various rail agents say that the L. C. L. rate applies and 
that O. D. T. regulations have removed the application of 
Rule 15. I cannot verify this. 


Answer: Where a shipment coming within the scope of 
General Order No. 1, Section 500.2, but of less quantity than 
required under General Order No. 18, Section 500.21, is ten- 
dered and accepted by’a carrier, it may be transported to 
destination and delivered, under the terms of Rule 15 of West- 
ern Classification. General Order 18 revised, relates to carload 
traffic, while General: Order No. 1, as amended, relates to less- 
than-carload traffic. 


It is our opinion, that the provisions of Rule 15 are to be 
given effect, both as to the application of the carload rate as a 
maximum on an L. C. L. shipment and the L. C. L. rate as a 
maximum on a carload shipment. General Order No. 1 pro- 
vides a minimum loading for an L. C. L. shipment, while 
General Order No. 18 provides a minimum for carload ship- 
ments, but General Order No. 18 does not convert all ship- 
ments into carload shipments. 


Tariff Interpretation—Transit Basis Must Be Applied Where 
‘ Transit Taken 


Minnesota.—Question: With regard to question and anr- 
swer, page 609 “Ohio,” March 4th issue—‘‘Transit Basis must 
be applied where transit taken.” 

In your answer you cite Lindsley Bros. Co. vs. G. N. Ry. 
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113 I. C. C. 166, and I wonder if the citation covers the ques- 
tion asked. As I understand the question the shipper desired 
to make a change in the billing which I would understand is 
properly covered in the Diversion and Reconsigning Tariff and 
the shipper is not asking that the billing be changed from 
transit to non-transit. 

I would understand that the shipper has the privilege of 
taking any transit that is legally applicable and on file with the 
Interstate Commerce Commission. 

The question I would like to have answered is: What is 
transit? I would understand that transit is any one of the 
additional services performed on any one car between the orig- 
jnal point of shipment and the final destination of the car. Do 
you agree with me that it would be proper to consider the term 
“transit” to cover any one of the separate services which are 
defined in the Interstate Commerce Commission rules covering 
the publication of freight tariffs? Please see Rule 10, pages 
40 and 41. This clearly indicates double loading, partial unload- 
ing and reconsignment are transit privileges. 

Answer: Unless under the reconsignment rules there is a 
specific provision which permits a shipper to change a shipment 
billed to stop in transit for partial unloading into double-load 
carload shipments, one to the point at which shipment was to 
be partially unloaded, the other to the point at which balance 
of the shipment was to be delivered, it is our opinion that the 
principle of the decision in Lindsley Bros. Co. vs. G. N. Ry., 113 
L. C. C. 166 applies. , 

If such a shipment, in the absence of a specific provision 
in the reconsigning rules, is subject to the reconsigning rules, 
then a shipment such as that covered by the decision in Linds- 
ley Bros. Co. vs. Great Northern Ry. Co., 113 I. C. C. 166 would 
also be subject to the reconsigning rules. 

While there is one provision in Rule 33, paragraph (a), 
thereof, namely the inclusion of destinations which are inter- 
mediate under tariffs authorizing stopping in transit of carload 
freight to complete loading or to partly unload, which give the 
rule a resemblance to a transit privilege, we do not think Rule 
33 is a rule authorizing a transit privilege within the provision 
of Rule 10 of Tariff Circular 20. 

Transit contemplates the application of the through rate to 
final destination on the entire contents of the car, but a double 
loading rule does not. 

As we view the matter, the shipper was not endeavoring 
to change the destination of the shipment, but was endeavoring 
to convert it from a stop in transit shipment to a multiple load 
shipment. 


Barge Line Investigation Sought 


Petitions signed by 45 residents of St. Louis, Mo., repre- 
senting themselves as “employes of various terminals in the 
Mississippi Valley,” asking for investigation of Mississippi River 
carriers and particularly of the Federal Barge Lines, have 
been received in Congress and have been referred to the House 
rivers and harbors committee. 

The petitioners alleged that the Inland Waterways Cor- 
poration, operating the Federal Barge Lines, and other river 
carriers operating on the inland waterways in the Mississippi 
Valley had “refrained from serving the public in the handling 
of package freight.” They said that “the officials” of the Fed- 
eral Barge Lines had disposed of all freight solicitors. They 
said that Chester C. Thompson, president of the Inland Water- 
ways Corporation, had stated in December, 1942, that “one 
year from now there will be nothing but bulk commodities 
handled—no package freight will be handled.” The petitioners 
averred that “this is in violation of the act of Congress creating 
said agency,” and said that the “agency” had gradually been 
transformed into a bulk commodity carrier “since the appoint- 
ment of Mr. Thompson.” 

_ “Only a few shippers with past experience in large ship- 
bing continue to ship, and those who do so find their freight 
delayed to such an extent that further shipping does not occur,” 
the petitioners declared. 

They charged that barge operators now were using “the 
war opportunity” to “grab ‘gravy’ freight, where the big money 
&, that is, barge load lots consisting of coal, oil, sulphur, etc., 
Which barges are generally loaded by the shipper and unloaded 
by the consignee.” The petitioners described that practice as 
‘War profiteering,” and added that by the alleged refusal of 
the river carriers to handle package freight a burden was 
veing thrown onto railroads and motor carriers “who already 
are operating under an excessive burden.” 

After asserting that “the schedule used to be six to seven 
days from St. Louis to New Orleans, and from New Orleans 
upstream, 15 days,” the petitioners submitted what they de- 
scribed as examples of unnecessary delays in present opera- 
ions. They said that a car of sheet lead left St. Louis in “car 
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Erie 75916” on November 23, 1943, was loaded into “barge 538” 
on November 26, and arrived in New Orleans December 31, 
1943, for delivery to Higgins Industries—‘38 days in transit.” 
They cited other instances of alleged delays. 

They stated that several river steamers, including six at 
Cairo, Ill., and three at New Orleans, were “laid up.” They said 
that the Defense Plant Corporation was building $150,000,000 
worth of new equipment in new towboats, tugs and barges, with 
government funds. 

“Why,” they asked, “build new ones when others are laid 
up? Why are shippers told their freight is delayed because our 
boats are all busy ‘pushing submarines, etc.,’ when actually tow- 
boats are tied to the banks and actually there is no desire to 
keep a schedule or handle the freight?” 

The petitioners asked for handling “with the proper author- 
ities” of an investigation “at once” of the river carriers, “with 
the view of putting this industry under proper management and 
to use this transportation system to its fullest extent ... that 
schedules be maintained so the shippers will ship; that solicitors 
be put back in the field to acquaint the public with the fact that 
there is such an industry and a saving in freight rates, and 
on in the future can again depend on this transportation in- 

ustry.” 

It was stated at the House rivers and harbors committee 
that the petitions had been referred to it erroneously, and that 
they should have been referred to the House interstate com- 
merce committee. 


Rivers and Harbors Bill 


In a statement inserted by him in the Congressional Rec- 
ord, Representative Bell, of Missouri, called attention of the 
House to a project, included in the omnibus rivers and harbors 
bill (H. R. 3961) for deepening to 9 feet the existing 6-foot 
channel of the Missouri River from Sioux City, Ia., to its con- 
fluence with the Mississippi River. Mr. Bell said he had learned 
from the army corps of engineers that the traffic on the Mis- 
souri River in 1941 included 3,083,426 bushels of grain, 111,275 
barrels of flour, and 9,500 bushels of beans. He said an examina- 
tion of rail rates as compared with water rates would show that 
shippers along the Missouri had been saved ‘“‘vast sums” because 
of the fact that the water rate was “much lower” than the rail 
rate. 

“For instance,” he said, “the water rate for shipment of 
grain from Kansas City to St. Louis is 4% cents per hundred- 
weight. The rail rate for the same shipment is 12 cents per 
hundredweight. . . . If you wanted to ship a hundred pounds 
of grain from Kansas City to New Orleans by water it would 
cost you 12% cents per hundredweight. But if you had to send 
it over the rails it would cost you 32 cents per hundredweight. 
... The volume of trade in shipment unquestionably will greatly 
increase when we have a 9-foot channel. .. .” 

The Missouri River channel-deepening project, according 
to the House rivers and harbors committee’s report on H. R. 
3961, calls for an estimated construction cost of $6,000,000, “in 
addition to the amounts previously authorized, and with no 
increase in the annual maintenance of $4,500,000.” 

Representative Boykin, of Alabama, placed in the Congres- 
sional Record the text of a letter addressed by Major General 
Reybold, army chief of engineers, to Chairman Mansfield, of 
the House rivers and harbors committee, under date of 
March 13, replying to a request by Mr. Mansfield for a com- 
parison of traffic in 1937 over designated waterways with “the 
latest figures now available.” General Reybold said in his letter 
that the latest available figures were for 1932 and that these 
would be published in “the annual report to be issued shortly.” 
He said a comparison of the 1942 figures with those for 1927 
showed traffic increases as follows: 


Mississippi River proper (Minneapolis to the mouth), increase of 
146 per cent; Ohio River proper, increase of 63 per cent; Warrior- 
Tombigbee River, ‘increase of 20 per cent; Tennessee River, increase of 
106 per cent, and Gulf-Intracoastal Canal, increase of 269 per cent. 


Speaking in the House, Representative Mansfield, of Texas, 
chairman of the House rivers and harbors committee, said that 
the army engineers had reported that on at least four-fifths of 
the “stretch’’ of the Missouri River from Sioux City to its mouth 
the channel now had a depth of 9 feet, although the project 
depth was only 6 feet. 

He said that water was being released from the Fort Peck 
Reservoir for the purpose of enabling vessels to navigate over 
an ‘‘extremely dangerous” section of the Mississippi, a few miles 
below the mouth of the Missouri, called the Chain of Rocks. 
The normal flow of the river was inadequate to meet this situa- 
tion at the Chain of Rocks, and it was relieved by the release 
of additional waters from the Fort Peck Reservoir, he said. 
In January, he added, ice conditions interfered for a short 
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time with the release of water at Fort Peck, and at the request 
of the navy, the War Department obtained the release tempo- 
rarily of additional water through the Sanitary District of 
Chicago. 

“Chester Thompson, in charge of the Federal Barge Line 
operations,” Mr. Mansfield continued, “informed me a few 
weeks ago that he is now carrying out a contract of towing 360 
naval vessels from Lake Michigan to the Gulf. These boats, 
he said, consist of submarines, destroyer escorts, frigates, P. C. 
patrol cruisers, S. C. mine sweepers, and Y. W. navy water 
tenders. Some of these ships are over 300 feet in length and 
have a draft of 17 feet. In order to tow them down on a 9-foot 
channel to New Orleans, it is necessary to lash them to steel pon- 
tons to give them greater buoyancy, raising them to a draft 
of about 6 or 7 feet. It would then be hazardous for such tows 
to — = Chain of Rocks without this additional water from 
Fort Peck. ... 


“In 1938 a river and harbor measure was passed providing 
for the installation of power facilities at Fort Peck. . . . Under 
... the act of 1938 one power unit only has been installed by 
the Secretary of War, and no request has been made by the 
Bureau of Reclamation for additional units. The Fort Peck 
Reservoir is 189 miles long, with storage capacity of 19,412,000 
acre-feet of water, and is said to be three-fourths full at the 
present time... . 


“The interests of navigation and reclamation are mutual. 
The water that turns the turbines will flow down the stream. 
The greater the number of turbines in operation the greater 
will be the flow for navigation. 


“The pending river and harbor bill has provision for elimi- 
nation of the dangers at the Chain of Rocks by cutting a canal 
around it on the Illinois side and installation of locks. After 
enactment, completion of the work would probably require 
several years. The war will not wait for this to be done... .” 


W. S. A. and Cargo Claims 


In a letter to Chairman Bailey, of the Senate commerce 
committee, War Shipping Administrator Land has recom- 
mended enactment of legisltaion to enable the War Shipping 
Administration to settle and pay claims against the United 
States or any employe or agency thereof for loss or damage to 
cargo, regardless of the time at which such loss or damage 
occurred, and thus to make unnecessary separate legislative 
action on each claim by Congress. 


Admiral Land advocated the grant of such powers to the 
W. S. A. through amendment of H. R. 3257, a bill now before 
the Senate commerce committee, authorizing suspension of the 
statute of limitations applicable to suits on insurance issued 
under subtitle II of the merchant marine act, 1936. The pro- 
posed amendment follows: 


Sec. 2. Whenever the Administrator, War Shipping Administration, 
finds that a meritorious claim against the United States, or any agency 
or employe thereof, for loss or damage to cargo has lapsed by reason 
of failure to commence suit against the United States or any agency 
or employe thereof within the time provided by law, and that such 
failure to institute suit was based on the lack of information or other 
causes sufficient in the opinion of the Administrator to excuse such 
failure to institute suit, the Administrator may compromise or settle 
any such claim on the same basis as though the time for suit had not 
expired; provided, however, that nothing in this section shall be 
deemed to extend the time to commence suit. 


In discussion of the proposed amendment, Admiral Land 
said that in view of shipping requirements, vessels of agencies 
other than the W. S. A. and public vessels had been utilized in 
some cases for the carriage of commercial cargo. Under the 
amendment, he said, the W. S. A. administrator would have 
authority to settle and pay claims for loss or damage to cargo 
carried on those vessels, regardless of the time such loss or 
damage occurred. He added that the W. S. A. had utilized 
services of private operators as operating agents and that they 
would be utilized in the settlement and payment of these claims 
in weak instances “because of their knowledge of the problems 
involved.” 


FRISCO VICTORY GARDENS 


J. M. Kurn, trustee, St. Louis-San Francisco Railway, has 
asked all employes of the railroad to cooperate in the 1944 
victory garden campaign. All suitable railroad ground that can 
be used for gardens will be made available to gardeners on 
request to local Frisco freight agents, he said. The railroad, 
he continued, intended to keep its right-of-way clear of weeds 
so as not to interfere with gardens and farm plantings adjacent 
to the railroad tracks. 





TRAFFIC WORLD 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THE TRAFFIC WORLD. 





Thomas J. Curran, secretary of state for New York, speak- 
ing at a “united for victory” dinner of the Traffic Club of 
New York at the Hotel Commodore March 15, paid tribute to 
the industrial traffic manager. “To my way of thinking, traffic 
management is a science,” he said. “That may be an under- 
statement. But I sincerely believe this: There is no question 
but that millions of man-hours have been saved and vital fuel 
and material conserved by the profound knowledge and ex- 
perience of traffic men. So my reiterated felicitations to you 
experts on freight rates and scientific routing. You have con- 
tributed much to the war effort.” Speaking of the American 
merchant marine, he said he hoped this nation would not again 
make the mistake it made after the first world war, when it 
permitted “its great merchant marine to fall into neglect, to 
deteriorate” and allowed the “American flag to vanish from our 
merchant vessels sailing the sea.” Every effort must be made, 
said he, “to keep our merchant fleet at its war-time strength 
after the war.” He praised practically everybody connected 
with transportation—the War Shipping Administration and its 
recruitment and manning organization; the National Maritime 
Union and its head, Jim Curran, and other maritime labor or- 
ganizations; the International Longshoremen’s Association; the 
railroads and the railroad unions; truckers, warehousemen, 
freight brokers, carloading companies, and the International 
Brotherhood of Teamsters; the air lines, and the Dewey admin- 
istration in New York. Charles Beard, president of the club, 


was toastmaster. Harry Meyer, was chairman of the dinner 
committee. 





The Women’s Traffic Club of Greater New York will hold 
its spring bridge party April 22. Details remain to be arranged. 





Commissioner Rogers will speak at a joint meeting of the 
Indianapolis Traffic Club and the Shipper-Motor Carrier Con- 
ference of Indiana at the Hotel Lincoln, Indianapolis, March 30. 
He will discuss “Cooperation between Shippers and Carriers 
as a Wartime Measure.” The club will hold its annual spring 
ladies’ night dinner dance at the Columbia Club April 15. There 
will be a floor show. Arrangements have been made for the 
club again this year to sponsor a benefit baseball game to be 
played by the Indianapolis Baseball Club of the American As- 
sociation. Proceeds from the game will be used to finance the 
club’s annual Christmas party. 





The Birmingham, Ala., Traffic and Transportation Club 
held its twelfth annual inaugural dance at the Club Rex 
March 17. 





At a railroad night dinner meeting of the Pacific Traffic 
Association of San Francisco, March 24, Col. W. J. Williamson, 
chief, traffic control division, transportation corps, U. S. Army, 
Washington, D. C., will speak. Oliver Vickery has been elected 
a member of the board of directors to fill the unexpired term 
of Harry March, who resigned on joining the staff of the War 
Shipping Administration for overseas duty. 





W. W. Hale, vice-president in charge of system freight 
traffic Southern Pacific, San Francisco, will speak at a railroad 
night meeting of the Oakland, Cal., Traffic Club March 21. 
He will be introduced by Bob McDonald, Lackawanna Railroad. 
Dinner will be served. Former railroad men now stationed at 
the Oakland Navy Hospital will be guests. 





Directors of the Transportation Club of Peoria, Ill., March 
14, elected L. R. Barnewolt, assistant joint agent, Peoria and. 
Pekin Union Railway, secretary-treasurer, succeeding R. 6. 
Near, office manager, Decatur Cartage Company, who died 
February 28. 





The Traffic Club of Philadelphia installed the following 
newly elected officers at a dinner meeting March 13:, President, 
Joseph A. Fisher, freight traffic manager, Reading Company, 
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first vice-president, Richard F. Hogan, traffic manager, Warner 
Company; second vice-president, Charles N. Hale, general 
agent, Chicago and North Western; secretary, Frank G. Sheddy, 
traffic manager, Strawbridge and Clothier; treasurer, Ralph E. 
Sigman, freight representative, Baltimore and Ohio; historian, 
Elwood G. Stewart, traffic manager, Luken Steel Company; 
members, board of directors, George E. Day, foreign freight 
representative, Reading Company; C. J. Goodyear, traffic man- 
ager, Philadelphia and Reading Coal and Iron Company; Mor- 
ton Mann, general agent, Union Pacific; H. F. Sixtus, traffic 
manager, Sloane-Blabon Corporation. 





















The Traffic Club of Washington, D. C., will hold its annual 
eeting March 22. The following have been nominated for 
election to office: For president, C. A. Miller, general agent, 
Chicago and North Western; first vice-president, R. E. Dob- 
bins; second vice-president, G. F. Allen and W. M. Hardt; sec- 
retary-treasurer, C. A. Milford. The motion picture “Desert 
Victory” will be shown by arrangement with the British Min- 
istry of Information. 





The following additional changes in the list of traffic clubs 
published February 26 have been received: Canton, O., Traffic 
Club, E. G. Lindberg, president; Elmira, N. Y., Traffic Club, 
J. Carroll Crispin, president, and L. Jerome Wolcott, secretary; 
Tri-State Traffic Club (Kentucky, Ohio, and West Virginia), 
Matthew W. Grove, president. 





The Traffic Club of Chicago will hold its election the after- 
noon of March 30. The annual business meeting and installa- 
tion of officers will be held in the evening. Dinner will be 
served. There will be a floor show. Leroy Blue is chairman of 
the committee on arrangements. 





T. E. McAndrews, vice-president, traffic, Virginian Rail- 
way, Norfolk, Va., spoke on “Post-War Transportation” at a 
dinner meeting of the Norfolk-Portsmouth Traffic Club March 
16. There was a program of entertainment. Fairfield Hodges 
is chairman of the entertainment committee. 





The Omaha, Neb., Traffic Club held its annual March party 
at the Elks Club March 16. There was a buffet dinner and a 
program of entertainment. D. R. Alderman, Missouri Pacific, 
has been appointed editor of the club’s monthly Bulletin. 





Motion pictures of the Sugar Bowl] football game, played 
January 1 by Georgia Tech and Tulsa University teams, were 
shown at a luncheon meeting of the Traffic Club of New Or- 
leans March 13. The bowling league held a party at the Audu- 
bon Tea Room March 17. Awards to winning teams were pre- 
sented. Dinner was served. There was dancing. 





Gerald A. Gleeson, federal district attorney at Philadelphia, 
will speak on “Law Enforcement during the War” at a monthly 
dinner meeting of the Traffic and Transportation Club of Phila- 
delphia March 28. 





The monthly meeting of the Traffic Club of the Lehigh 
Valley, at Easton, Pa., March 20, will be held in honor of W. H. 
Musselman, traffic manager, Bethlehem Fabricators, Inc., 
Bethlehem, Pa., and president of the club. Frank Bowers will 
conduct a quiz program and there will be a program of songs 
by the Liberty Twelve, Bethlehem vocalists. The meeting will 
be in lieu of the annual dinner. 





The Traffic Club of New Haven, Conn., will hold a dinner 
meeting at the Hotel Duncan March 29, at which the following 
will speak: Leo E. Golden, president, Eastern Motor Freight 
Bureau, West Hartford, Conn., on ‘“What’s the Future for Motor 
Truck Rates?”; Moe Savin, president, Savin Motor Lines, and 
president, Motor Truck Association of Connecticut, on ‘Truck 
Problems,” and John F. Maerz, general manager, Motor Truck 


Association of Connecticut. There will be a program of enter- 
tainment. 





The Motor City Traffic Club of Detroit will hold its annual 
past presidents’ night dinner meeting March 20. Harvey Camp- 


bell, Detroit Board of Commerce, will speak on “The Curtain 
Comes Down.” 





Major C. F. Criley, U. S. Army, ordnance officer, Camp 
Breckinridge, Ky., spoke on “Tools of the Trade” at a dinner 
meeting of the Transportation Club of Evansville, Ind., March 
15. Frank Ferguson is chairman of the speakers’ committee. The 
annual ladies’ night dinner dance will be held April 19. 





Tom Collins, humorist and philosopher, will speak and 
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there will be a program of entertainment at the annual dinner 
of the South Bend, Ind., Transportation Club at the Indiana 


Club March 20. C.'L. Jones heads the committee on arrange- 
ments. 





At a luncheon meeting of the Transportation and Foreign 
Trade Club of Galveston, Tex., March 13, E. S. Holliday, gen- 
eral manager, Galveston Chamber of Commerce, spoke on 
“Galveston-Texas City Post-War Plans.” Gus A. Amundsen, 
Jr., and George Z. Koenig were in charge of the program. 





The Traffic Club of New England held its annual athletic 
night dinner meeting March 16. The entertainment committee, 
Albert F. Ruby, chairman, had charge of arrangements. 





_ The Denver Commercial Traffic Club will hold a meeting 
in honor of its 29 past presidents March 22. There will be a 
program of entertainment. 





The Bridgeport, Conn., Traffic Association will hold a rail- 
road night meeting March 20. Cedric Foster, radio news com- 
mentator, will speak on “Current Events.” There will be a 
program of songs by the Melodians of. New Haven, Conn., 
headed by Clarence Lake, and xylophone music by Earl 
Capron, Bridgeport Brass Company. C. E. Zeender, New York 
Central, is chairman of the committee on arrangements. 





The Traffic Club of Minneapolis held a St. Patrick’s Day 
luncheon meeting March 16. It was designated ladies’ day. 
There was a program of entertainment. J. A. Leary was chair- 
man for the day. 





The Los Angeles Transportation Club held a St. Patrick’s 
Day dinner dance at the Mayfair Hotel March 17. 





. L. Thornton, president, Mercantile National Bank, 
Dallas, spoke on “Business of the War” at a luncheon meeting 
of the Transportation Club of Dallas March 13. R. L. Coleman 
was chairman for the day. , 





The Traffic Club of St. Louis has canceled its regular 
luncheon meeting for March 20. It will join with the Trans- 
Missouri-Kansas Shippers Board in holding a railroad presi- 
dents’ day luncheon meeting March 22 at the Jefferson Hotel. 
W. M. Jeffers, president, Union Pacific, will speak. 





The Fort Wayne, Ind., Transportation Club will hold a 
ladies’ night dinner party at the Chamber of Commerce rooms 
March 23. There will be dancing, card games, and a program 
of entertainment. 





Francis R. Bridges, Jr., Tallahassee, Fla., member of the 
Florida state parole commission, spoke on the state’s prison and 
parole system at a meeting of the Traffic Club of Jacksonville 
March 13. Elliot W. Butts, clerk of the Duval County circuit 
court, spoke on the Red Cross. The club voted to sponsor a Boy 
Scout troop. It adopted a resolution calling for the complete 
abolition of land-grant rates. 





Motion pictures of Lightning P-38 airplanes in construction 
and operation were shown at a meeting of the Los Angeles 
Transportation Club March 20. The club held a St. Patrick’s 
day dinner dance at the Mayfair Hotel March 17. 





The Transportation Club of Des Moines will meet at the 
Hotel Kirkwood March 20. A government motion picture, ‘“War 
Department Reports,”’ will be shown and there will be refresh- 
ments. Harley C. Shirer, president of the club, will report on 
the recent meeting of the Associated Traffic Clubs of America 
in Cleveland, O. 


CONNECTICUT SEEKS TRANSPORTATION EXAMINERS 


The personnel department of the State of Connecticut is 
accepting applications for positions as senior transportation 
examiner and transportation examiner with the state’s public 
utilities commission. The first mentioned position pays from 
$2,400 to $3,000 a year and the last named from $1,800 to 
$3,000 a year. Applicants need not be residents of Connecticut 
but they must be citizens of the United States. Senior exam- 
iners must have had six years of transportation experience, or 
be college B saersgacerss with two years of such experience, or have 
had equivalent experience and training. Junior examiner must 
have had four years of transportation employment, or be col- 
lege graduates or have had equivalent experience and training. 
Application blanks may be had from the personnel department 
of the state, State Capitol, Hartford, Conn, 



























































































Digest of New Complaints 





No, 29096, Carstens Packing Co., Tacoma 1, Wash., vs. Union Pacific 
Railroad Co. 

Rates on numerous carloads of live stock, shipped within the 
two-year period subsequent to October 3, 1941, from New Meadows, 
Cambridge, Ida., and other points located on defendant’s branch 
line extending beyond Weiser, Ida., to Tacoma, Wash., in viola- 
tion of section 1. Asks cease and desist order, rates and repara- 
tion. (L. H. Stewart, 354 S. Spring St., Los Angeles 13, Calif.) 
. 29097, Semet-Solvay Co., New York, N. Y., vs. Chesapeake & Ohio 
Railway Co. 

Rates on bituminous coal, from Henry Clay, Ky., to Semet- 
Solvay Co.’s tipple at Clyffeside, Ky., when for trans-shipment by 
river to destinations beyond the limits of Clyffeside, in violation 
of sections 1 and 3. Asks cease and desist order, and rates. (N. D. 
Chapin, general traffic manager, 40 Rector St., New York 6, N. Y.) 
. 29097, Consolidation Coal Co., New York, N. Y., vs. Chesapeake 
& Ohio Railway Co. 

Rates on bituminous coal, carloads, from Big ‘Sandy district 
(Ky.), to Clyffeside, Ky., when for transshipment by river for 
destinations beyond, in violation of sections 1 and 3. Asks cease 
and desist order, and rates. (Alex M. Bull, 214 Shoreham Bldg., 
Washington 5, D. C.) 

. 29098, Kingan & Co., Indianapolis, Ind., vs. Pennsylvania Railroad 
Co. et al. 

Rates on liquid stick, in bulk in tank cars, and in packages in 
box cars, from Indianapolis, Ind., to Chicago, Ill., Columbus, O., 
St. Louis, Mo., and Dubuque, Ia., between January 6, 1941, and 
December 30, 1941, in violation of section 1. Asks cease and desist 
order, rates and reparation of $1,049.99, with interest. 

. 29099, Peter J. Schweitzer, Inc., Elizabeth, N. J., vs. Chicago & 
North Western Railway Co. et al. 

Rates on numerous carloads of flax straw, partially decorticated, 
in machine pressed bales, from March 18, 1942, to May 14, 1943, 
from Minnesota points to New Jersey points, in violation of sec- 
tions 1 and 6. Asks cease and desist order, and reparation. Matter 
before the Commission previously under informal complaint 
171641, closed January 25, 1944. (Charles V. Hanlon, 140 Cedar 
St., New York 6, N. Y.) 

MC C-390, Blaw-Knox Co., Power Piping Division, Pittsburgh, Pa., vs. 

Acme Freight Lines, Inc., Jacksonville, Fla., et al. 

Rates on one shipment of various iron pipe, fittings and cast 
iron valves, tendered Associated Freight Forwarders for transpor- 
tation from Pittsburgh, Pa., to Illiopolis, Ill., October 3, 1942; 
and on numerous shipments of iron pipe, pipe fittings, and other 
iron and steel articles and miscellaneous construction equipment, 
shipped from Pittsburgh to Dania and other points in Florida, ten- 
dered Horton Motor Lines, Inc., now part of Associated Transport, 
Inec., in 1940, 1941 and 1942, in violation of sections 216 and 217. 
Asks cease and desist order, rates and reparation. 


Braniff Airways Mail Rate 


By an order in No. 838, Braniff Airways, Inc., Mail Rates, 
the Civil Aeronautics Board has prescribed, as a fair and rea- 
sonable rate of compensation to be paid Braniff Airways, Inc., 
for the transportation of mail by aircraft, the facilities used 
and useful therefor, and the services connected therewith, a 
rate of 0.3 mill a pound of air mail carried, computed on direct 
airport-to-airport mileage, effective as of February 1, 1943. 

In a report in the proceeding, the board observed that 
Braniff held authority to transport persons, property and mail 
over routes between Chicago, Ill., and Dallas, Tex.; between 
Oklahoma City, Okla., and Amarillo, Tex.; between Denver, 
Colo., and Galveston and Brownsville, Tex., and between Hous- 
ton, Tex., and Corpus Christi and Laredo, Tex. It said that 
service on the Oklahoma City-Amarillo, Houston-Galveston, 
Houston-Corpus Christi and Houston-San Antonio segments of 
those routes had been suspended “due to the national emer- 
gency.” 

The base rate of compensation fixed by the board for the 
transportation of mail by Braniff from June 1, 1942, was 24.83 
cents an airplane mile, the board said. It stated that Braniff 
asked that the present rate be continued in effect or that a 
rate of 0.7 mill a mail pound-mile with a guaranteed minimum 
system average mail load of 300 pounds be established. 

The board said that in the seven months ended August 31, 
1943, Braniff reported non-mail revenues of $2,161,206, operat- 
ing expenses of $1,918,128, and a profit before mail pay of 
$243,078. It added: 


At 0.3 mill per pound-mile, respondent’s mail compensation would 
amount to $376,630, and with this rate it would realize an operating 
income of $619,708 for this seven-months period. This operating income 
equals 23.79 per cent of the total reported investment as of August 31, 
1943, which represents an annual rate of 24.47 per cent after 40 per 
cent income taxes. Respondent’s balance sheet as of January 31, 1943, 
shows a reported net worth of $2,704,346 composed of $1,000,000 capital 
stock, $575,000 capital surplus, and $1,129,346 earned surplus. The 
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above figures indicate a sound financial condition as of January 3) 
1943, and a relatively high rate of earnings during the seven monthg 
ended August 31, 1943. 


NEW YORK SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York, at its 
annual meeting March 15, elected John E. Pretzell, traffic man 
ager, Standard Brands, Inc., chairman. It elected Fred 1 
Pomeroy, traffic manager, Vanadium corporation of America 
first vice-chairman; George E. Mace, manager, transportatio 
bureau, Commerce and Industry Association of New York 
second-vice-chairman; R. H. Goebel, Rubber Manufacturers 
Association, Inc., secretary-treasurer, and R. H. Taylor, traftig 
director, Glass Container Association of America, a member o 
its board of directors. 

The conference took no formal action but received reports 
from its classification committee, Mr. Pomeroy, chairman, 0 
proposed changes in Rules 12 and 21 of the Consolidated Classi- 
fication; from Otto Olsen on export rates to the Pacific Coast: 
from H. M. Frazer on proposed increases in forwarder rates 
and from Mr. Mace on legislation for fixing the time limits foy 
filing loss and damage claims. It gave a rising vote of thanks 
to C. M. Smith, its retiring chairman. 


NORTHERN PACIFIC DIESEL LOCOMOTIVES 
An item in the Traffic World, March 4, p. 618, stated that 
the Northern Pacific had accepted delivery on eleven out of 3 
indicated total order of 21 diesel-electric road freight locomo 
tives. Delivery of only one of those locomotives has been madd 
to date, and the total order is for eleven. 


CHANGES IN DOCKET 
Hearing 29053, March 14, Washington, D. C., cancelled and rea 
signed March 29, Washington, D. C., Examiner Johnson. 


Hearing MC 16947, March 15, Chicago, postponed to April 17, Sher 
man Hotel, Chicago, Jt. Bd. 162. 
Hearing I. & S. M-2362, March 15, Hartford, Conn., canceled. 


MC F-2360 shown as assigned for March 18 at Chicago, should 
have read MC F-2368. 


MOTOR ACT PROSECUTIONS 


Middle Georgia district, Columbus division, at Columbus 
Lewis & Holmes Motor Freight Corporation, of High Point 
N. C., was fined $500, March 7, following its plea of guilty t 
an information charging it with engaging in operations as 3 
common carrier for compensation without a certificate having 
been issued to it by the Commission authorizing the particular 


operations that were performed. The full amount of the fing 
was paid. 


FOREIGN FORWARDER DECISION 


On motion of the United States for reargument in Ameri 
can Union Transport, Inc., et al., plaintiffs vs. United States of 
America, asking modification of its opinion of November 3) 
1943, by which the plaintiffs were granted an interlocutory in 
junction against enforcement of the Maritime Commission's 
order of May 18, 1943, applying to foreign-freight forwarders, 
the three-judge court in the southern district of New York hi 
adhered to its former opinion. 

“Our former decision in this case was rested upon the 
ground that the plaintiffs were not shown to be carrying on thé 
business of forwarding ‘in connection with a common carrie 
by water’,” said the court. 

‘The court said the evidence called to its attention by thé 
motion for reargument did not justify the granting of a sum 
mary judgment for the defendant. 


SHIP CONFERENCE AGREEMENT 


The Maritime Commission has approved agreement No 
2846-2 modifying the agreement of the West Coast of Italy 
and Sicilian Ports-North Atlantic Range Conference, to enablé 
the conference to function through headquarters in the United 
States. Prior to the war the conference had functioned throug 
headquarters in Geonoa, Italy, the commission said. 

It added that the agreement further modified the basi4 
agreement by eliminating the requirement that three categories 
of rates be observed by freight vessels, passenger vessels, and 
combination freight and passenger vessels, respectively. Thé 
agreement further revised the provisions dealing with the ad 
justment of complaints pertaining to alleged breaches of thé 
agreement in order to bring the procedure into conform! 
with that of the principal North Atlantic-European conferenc? 
and in this connection deleted the provision requiring the post 
ing of a penalty deposit by the parties, the commission Sal 

The agreement was made between American Export Lines 
Inc.; American President Lines, Ltd.; Fearnley & Eger, a! 
A. F. Klaveness & Co. A-S (Fern Line-Joint Service; and Line 
Sud Americana, Inc. (Gardiaz Lines). 
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The above map shows the territory 
served by the Illinois Central in 14 
states. Direct connections are made 
with more than 150 other important 
American railroads. 


RAILROADS MOVE 
THOUSANDS OF CARS 
OF COCOA BEANS 


Few people realize the tremendously impor- 
tant part chocolate and cocoa play in our 
national nutrition program. According to re- 
cent figures, each civilian uses the products 
of about four pounds of cocoa beans. Not 
counting the armed forces! 


That mounts into thousands of carloads, 
which the railroads must keep moving from 
seaports to processing plants. Because, of 
course, no cocoa beans are raised in this coun- 
try. And after the beans have been processed 
into cocoa and chocolate, it’s the railroads’ 
job to move the finished products to wholesale 
and retail outlets, to army camps and to the 
ports for shipment overseas. 


It’s all a part of the wartime responsibility 
of America’s railroads, and they are continu- 
ing to shoulder that responsibility dependably, 
efficiently, without complications or delays. 


x BUY MORE WAR BONDS x 
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ONE OF AMERICA’S RAILROADS~ALL UNITED FOR VICTORY 


SERVICE IN WARTIME—Our entire Traffic Depart- 
ment is a service organization for the duration, with 
one objective—to help speed Victory by aiding ship- 


pers and travelers, 








Personal Notes 





Walter S. Horton, retired general counsel for the Illinois 
Central, died at his home at Peoria, Ill., March 13. 


R. D. Garner has been appointed acting general manager 
of the Central Vermont Railway at St. Albans, Vt., succeeding 
H. A. Carson, who has retired after serving in that position 
more than six years. 


Larry H. Dugan has been appointed assistant general solici- 
tor, Milwaukee Road, succeeding E. R. Eckersall, who resigned 
to resume general law practice. Edwin O. Schiewe has been 
appointed assistant general solicitor. Both appointments are at 
Chicago. 

Dr. Harry L. Andrews, formerly professor of general 
zoology, biology and embryology at Northwestern University, 


has been appointed coordinator of training for Pennsylvania- 
Central Airlines. 


A. M. Grean, Jr., president of the National Council of Pri- 
vate Motor Truck Owners, has announced the employment of 


H. Scott Byerly_as assistant to Leon F. Banigan, managing 
director of the council, in Washington, D. C. Mr. Byerly has 
been chief of the transportation section of the War Production 
Board’s beverages and tobacco branch and traffic consultant 
with the transportation branch of the W. P, B. stockpiling and 
transportation division. 

The Soo Line, the Duluth, South Shore and Atlantic, and 
the Mineral Range Railroad have announced the following ap- 
pointments: J. E. Bertelsen, general auditor, succeeding J. R. 
Chapman, who retired after serving with the companies 30 
years; J. R. Koch, acting auditor of revenues; D. F. Curry and 
H. P. Holt, assistant auditors of revenues; E. F. Fisher, assis- 
tant auditor of disbursements, all at Minneapolis. Harry E. 
Benson has been appointed general freight agent, solicitation, 
for the Soo Line, at Minneapolis, and W. H. Hall has been 
appointed general agent for the company at Great Falls, Mont. 
Philip Young, assistant to the administrator, Foreign Eco- 
nomic Administration, was guest speaker at a monthly meeting 
of the Export Managers’ Club of St. Louis March 6: Speaking 
on regulatory activities of the F. E. A., he emphasized the 
administration’s intention to terminate its restrictions on ex- 
ports and imports as soon as war conditions permitted. 

The Seaboard Air Line Railway has announced the follow- 
ing appointments W. A. Reese, assistant general freight agent, 
Tampa, Fla.; H. L. Knox, New England freight agent, Boston; 
C. F. Griffin, commercial agent, Boston; E. G. Stephens, com- 
mercial agent, Tampa; W. N. Little, commercial agent, St. 
Petersburg, Fla.; W. B. Culpepper, assistant general freight 


agent, Norfolk, Va.; T. E. Grover, traveling freight agent, 
Boston. 


Kenneth Crago has been appointed assistant to the vice- 
president in charge of properties for American Airlines, at 
Chicago. W. F. Calliott has been appointed general auditor at 
New York. 


John D. MacArthur has been appointed district traffic man- 
ager at El Paso Tex., for Continental Air Lines, succeeding 
Seale E. Fuller, who has received leave of absence to serve in 
the armed forces. C. C. West, Jr., on leave of absence as vice- 
president of traffic and sales, has been promoted to lieutenant 
colonel in the U. S. Army’s Air Transport Command. He is 
stationed at Washington, D. C. 


B. V. Reynolds has been appointed assistant general freight 

agent at Dallas for the Texas and Pacific. 

E. G. Plowman—not E. G. Lowman, as reported in this 
lumn last week—is vice-president in charge of traffic for the 
nited States Steel Corporation of Delaware. He spoke at a 
eeting of Pittsburgh regional chapter of the Association of 

Interstate Commerce Commission Practitioners March 20. 

The Cincinnati Motor Transportation Club held graduation 
exercises at the Hotel Sinton, March 15, for eleven students 
who have completed studies in traffic rate courses held for the 
past 20 weeks under sponsorship of the club in cooperation 
with the War Production Training Program. William S. Dick- 
son, coordinator in chief of the program, presented diplomas 
to the graduates. Paul Burke, Western Trucking Company, 
and Perk Sheperd, Haeckls Express Company, instructors for 
the course, were guests at the exercises. Luncheon was served. 
E. C. Kien is chairman of the club’s committee on the training 
program. 

New officers of the Freight Traffic Institute Alumni Asso- 

ciation, Chicago, shown in this column last week were errone- 





TRAFFIC WORLD 





ously noted as having been elected by the Alumni Association 
of the College of Advanced Traffic. 


Low Grade Potato Order 


The War Food Administration having advised the Com- 
mission that the grades of potatoes diverted under its program 
for the manufacture of feed, starch, alcohol, or other processed 
products, need not be transported in refrigerator cars, the Com- 
mission, division 3, has issued service order No. 187, effective 
March 20, prohibiting the use of refrigerator cars for such fe 
potato shipments, interstate or intrastate, unless under special Be 
or general permits. Shipments of, or above, the minimum 
grades must be federally certified as to grade, or written assur- 


ance furnished by the shipper that they are of or above the 
minimum grades. 


The grades of potatoes to which the order applies, as set 
forth in the order, are those, other than sweet (1) below U. §S. 
commercial, or below 80 per cent U. S. No. 1 quality; or (2) 
below U. S. No. 2 grade 1%-inch minimum. The order excepts 
seed potatoes, with certain conditions. 


Transporting traffic not needing protection from heat or 
cold diminished the use and supply of refrigerator cars for 
commodities requiring such protection, said the order. It con- 
tained the usual provisions for the suspension of conflicting 
tariff rules and regulations, and for the announcement of such 
suspension; and for special or general permits to be issued by 
the director of the Commission’s Bureau of Service, at Washing- 
ton, D. C., to meet specific needs or exceptional circumstances, 


The pertinent portions of the order follow: 


Section 95.335 (a) Use of refrigerator cars prohibited for trans- 
porting potatoes, other than sweet, below prescribed grade. No com- 
mon carrier by railroad subject to the interstate commerce act shall 
accept for transportation or move any refrigerator car loaded with 
potatoes, other than sweet, graded below U. S. commercial or below 
eighty per cent (80%) U. S. No. 1 quality from any point in the 
states of Connecticut, Maine, Massachusetts, Michigan, Minnesota, New 
Hampshire, New Jersey, New York, North Dakota, Pennsylvania, 
Rhode Island, South Dakota, Vermont or Wisconsin, nor shall accept 
for transportation or move any refrigerator car loaded with potatoes, 
other than sweet, grading below U. S. No. 2 grade 1% inch minimum, 
from any point in the states of California, Colorado, Idaho, Montana, 
Nebraska, Nevada, Oregon, Utah, Washington or Wyoming. 


(b) Use of refrigerator cars for transporting potatoes, other than 
sweet, of the prescribed minimum grade or above the prescribed mini- 
mum grade. No common carrier by railroad subject to the interstate 
commerce act shall accept for transportation or move any refrigerator 
car loaded with potatoes, other than sweet, of the minimum grade or 
above the minimum grade prescribed in paragraph (a) of this section 
unless or until the shipper or consignor thereof surrenders with the 
bill of lading to the carrier’s agent a Federal State Inspection Certifi- 
cate or, in the event a Federal State Shipping Point Inspection Certif- 
cate is not procurable, a written assurance that such shipment of pota- 
toes is of the minimum grade or above the minimum grade prescribed 
in paragraph (a) of this section. 

(c) Exemption. The provisions of this order shall not be con- 
strued to prohibit the acceptance for transportation or movement of 
any refrigerator car loaded with potatoes, other than sweet, of any 
grade for seed purposes provided the sacks containing the potatoes, 
are tagged with the respective state certified or war approved seed 
tags_and, provided further, that the state certified seed certificate 
or war approved seed certificate is surrendered with the bill of lading 
to the carrier’s agent. 

(d) Application. (1) The provisions of this order shall apply to 
intrastate as well as interstate traffic. 

(2) The provisions of this order shall not apply to refrigerator 
cars completely loaded, or accepted for transportation or moving prior 
to the effective date of this order. 


















































B. & 0. NEW ADVERTISING 

The Baltimore and Ohio Railroad, in a new series of ad 
vertisements running in 247 daily and weekly newspapers, is : 
using the youth of America as symbols for emphasizing the i 
importance of the railroads and the place they will have in the ff 
postwar period. Typical of the advertisements is one carrying ff 
the picture of an errand boy on his bicycle. “Bill,” it says, “is 
a living symbol of the American railroads. For the railroads 
are the giant ‘errand boys’ of the nation, delivering goods t0 
130,000,000 Americans.” 


NO SHIPS FOR IRISH 


Two American merchant ships chartered to the Irish gov 
ernment in September, 1941, having been destroyed, presum- 
ably by German submarines, the government of the United 
States has refused a request of the Irish government for addit 
tional merchant ships, according to a statement issued by the 
Department of State. In a note to Prime Minister De Valera 
the State Department said that so far as the American goveri- 
ment was informed, the Irish government had taken no steps 
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gency Delta Line service is 
now controlled by the War 
Shipping Administration 


FOR SAILING INFORMATION APPLY 





MISSISSIPPI SHIPPING COMPANY, INC., x NEW ORLEANS 


NEW YORK—2841-17 BATTERY PLACE 
CHICAGO — 140 SO. DEARBORN ST. 
501 HIBERNIA BANK BUILDING—NEW ORLEANS 


The Port of San Francisco 


rm Center of Pacific Coast Shipping x 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


MISSOURI 
PACIFIC 





TRAFFIC WORLD 


| March 1] 


| 


against the Axis governments “against these wanton acts,” the | 


reference being to sinking of the two ships that, according to 
the — were plainly marked and fully lighted as neutral] 
vessels.” 

“The fact that ships sailing under the Irish flag bear neu- 
tral markings and travel fully lighted at night should make 
them immune from belligerent attack but in reality serves only 
to make them easy targets for Nazi submarines,” the note con- 
tinued. “Any further ships transferred to the Irish flag would 
be subjected to these same hazards.” 


AIR CERTIFICATE APPLICATIONS 

A proposal to establish a “fly-away” or ferrying service in 
transportation of new or used aircraft and aircraft parts or 
accessories under its own power has been submitted to the Civil 
Aeronautics Board in an application docketed as No. 1337, filed 
by Commercial Carriers, Inc. The address of the applicant was 
shown on the application as Detroit, Mich., but the applicant 
said it would not establish permanent headquarters until after 
the granting of the application. The applicant seeks authority 
to engage in aircraft ferrying service between all points in the 
United States and between all U. S. points and points in 
Alaska. 

Other new applications filed with the C. A. B., and the 
docket numbers assigned to them, are: 

No. 1336, Arthur E. Desrosier, William M. Wood and Dr. John R, 
Senrott, dba New England Airlines, Cambridge, Mass., transportation 
of passengers, mail and freight over four feeder routes, two between 
Boston, Mass., and Schenectady, N. Y., one between Boston and Con- 
cord, N. H., and one between Boston and Hartford, Conn. 

No. 1338, Public Service Interstate Transportation Co. and/or Pub- 
lic Service Coordinated Transport, Newark, N. J.; transportation of 
persons, property and mail, with use of helicopters or ‘‘any aircraft 
based on direct lift principle,’’ over 32 routes serving points in New 
Jersey, New York, Pennsylvania and Delaware. 

No. 1340, Chester A. Martin, dba Kodiak Airways, Anchorage, 
Alaska; transportation of persons, property and mail between Kodiak 
and Anchorage, Alaska, with service to points on Cook’s Inlet, Prince 
W:Uiam Sound, the Aleutian Islands and points on Alaskan peninsula, 
and scheduled and charter service to points in the Kodiak Islands 
group. 

No. 1342, Coast Air Express, New Orleans, La.; transportation of 


mail, passengers and property in feeder service between New Orleans 
and Houston, Tex. 


MONEY FOR W. S. A. 

President Roosevelt has transmitted to Congress estimates 
of appropriations for the War Shipping Administration, for the 
fiscal year ending June 30, 1945, totaling $550,350,000. Details 
of the estimates, as submitted to the President by Director 
Smith of the Bureau of the Budget, showed that the amount 
requested for the W. S. A. for the next fiscal year included 
$470,000,000 for the W. S. A. revolving fund, to cover, among 
other things, costs incidental to the acquisition, loading, dis- 
charging and use of vessels transferred for use of any depart- 
ment or agency of the federal government. The amount pro- 
vided for that fund in the current fiscal year, it was shown, 
was $2,200,000,000. The estimate for 1945 for the W. S. A. 
maritime training fund was $80,000,000, as against $72,000,000 
appropriated for 1944, and the estimate for state marine schools 
for 1945 was $350,000, the same as the amount appropriated 
for the current fiscal year. 


RAIL FINANCIAL DATA 

At the end of December, 1943, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $4,468,381,795, including $1,229,302,861 in cash, as compared 
with $3,048,333,426, including $919,046,733 in cash, at the end 
of December, 1942, according to statement No. M-125, selected 
income and balance sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $104,906,859 of funded debt 
would mature within six months from December 31, 1943. This 
compared with funded debt of $143,555,765 matured in the 
comparable period following December 31, 1942. 

Total current liabilities stood at $2,917,922,400 at the end 
of December, 1943, as against $1,784,947,555 at the end of De- 
cember, 1942. Included in the current liabilities was accrued 
tax liability of $1,726,060,709 at the end of December, 1943, as 
against $978,949,204 at the end of December, 1942. U. S. govern- 
ment taxes accounted for $1,540,214,967 of the accrued tax 
liability at the end of December, 1943, as against $859,143,698 
at the end of December, 1942. 


L. W. Douglas, deputy administrator, War Shipping Ad- 
ministration, has resigned, effective about April 1, the White 
House has announced. Mr. Douglas ‘wrote the President he 
would “try to continue on as Admiral Land’s deputy on the 
combined shipping adjustment board and as chairman of its 
employment and policy committee, until about the first of 
July.” 
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elected Unusual? Not at all. Thousands of fleet owners they offer with Meyercord Decals. Experienced 
a, the enjoy similar savings with Meyercord Decals automotive designing service available to fleet 


“ 3 ... for longer lasting, low-cost truck decora- | owners free. Address all inquiries to Dept. 63-3. 
in the tion. Meyercord Decal décoration is practical NEW! DECAL TRUCK VISUALIZER 
—_— for fleets of a dozen trucks or more... and Contains helpful hints on lettering, decorat- 


. P ing; with outline diagrams for experimental 
of De- delivers 100% pay loads of colorful sales im- designing of many body types—from panel 
accrued : - ‘ | fi deliveries to vans and tank trucks. Includes 
1943, as pressions daily. Any design, any type of letter- |@i\—= ‘valuable data for maximum use of advertising 





a ing, in any size or number of colors, can be ae mt ‘S,, ee / 
143,698 reproduced . .. at a fraction of hand-painting Cy eed ead per gree cong! 
i sl costs. Meyercord Decals are washable, weather- 

Synite tested for durability and over-night application 

_ ps reduces idle truck time! Re-decorate your WHE METERCOCD co. 
- “el 7 trucks now to conserve their wartime value. CHICAGO ae ILLENOIS 


Cash in on the valuable free advertising space 
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TRAFFIC WORLD March 1 


DOCKET OF THE COMMISSION 


March 20—Boston, Mass.—Hotel Manger—Examiner Card: 
1, & S. M-2350—Classification exceptions ratings in New England. 
March 20—Chicago, I!l.—Hotel Sherman—Examiner Clifford: 
MC F-2441—Major A. Riddle and United States Freight Co., contro}; 
Hancock Truck Lines, Inc., purchase, McNamara Motor Express, 























Inc. 
March 20—Chicago, II1.—Sherman Hotel—Examiner Kilroy: 
MC 44761—Lee Brothers, Inc., Chicago, Ill. 
MC 52522—Lee Brothers, Inc., Chicago, Ill. 
March 20—Des Moines, !owa—Hotel Kirkwood—Jt. Bd. 92: 
MC 29130 Sub. 37—Rock Island Motor Transit Co., Chicago, IIl., cer. 
tificate to extend operations. 
March 20—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 
MC 78786 Sub. 136—Pacific Motor Trucking Co., San Francisco, Calif, 
certificate to extend operations. 
March 20—Winston Salem, N. C.—Fed. Bldg.—Examiner Smith: 
MC F-2460—Queen City Coach Co., lease; Piedmont Coach Co., Inc, 
March 21—Boston, Mass.—Hotel Manger—Examiner Card: 
1. & S. M-2373—Increased rates over G. H. O’Brien, Inc. 
March 21—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 93942 Sub. 1—W. Nober, Lake Huntington, N. Y., certificate to 
extend operations. 
March 21—Chicago, IIl.—Hotel Sherman—Examiner Clifford: 
* MC F-2429—N. C. Finninger, control; Liberty Motor Freight Lines, 
Inc., purchase, Central States Freight Co. 
March 21—Omaha, Neb.—Hotel Fontenelle—Examiner Riegner: 
1. & S. M-2354—Bags, boxes, Omaha and Council Bluffs to Ia. points, 
March 21—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 19: 
MC 86484 Sub. 5—Rickard Transfer Co., Omaha, Neb., permit tog) 
extend operations. : 
March 21—Winston Salem, N. C.—Fed. Bldg.—Examiner Smith: 
* MC F-2403—Z. B. Grubb, control; Grubb Motor Lines, Inc., purchase, 
J. C. Bankett. 
March 22—Boston, Mass.—Hotel Manger—Examiner Card: 
1. & S. M-2347—Household goods in Mass. 
March 22—Brooklyn, N. Y.—-Hotel St. George—Examiner Parker: 
MC 21479 Sub. 1—Alabama Moving & Storage Co., Brooklyn, N. 
certificate to extend operations. 
MC 93713 Sub. 1—M. Lieberman & Sons, Brooklyn, N. Y. 
March 22—Chicago, Il!.—Sherman Hotel—Examiner Kilroy: 
MC 31021 Sub. 8—Hanson Motor Express, Inc., Chicago, IIl., certifi-§ 
cate to extend operations. L 
March 22—Chicago, II1.—Hotel Morrison—Chairman Patterson and Ex 
aminer Hoy: 
24049—A. Johnston, Grand Chief Engineer of Brotherhood of Loco 
motive Engineers et al. vs. A. T. & S. F. et al. 
March 22—Minneapolis, Minn.—Hotel Nicolet-—Examiner Clifford: 
MC F-2357—W. G. Glendinning, control; Glendinning Motorways, Inc., 
lease and purchase, R. E. Steller. ’ 
March 22—Omaha, Neb.—Hotel Fontenelle—Examiner Riegner: 
i. & S. M-2339—Iron and steel, western and Illinois territories. 
March 22—Washington, D. C.—Examiner Rice: 
W-896—Newtex Steamship Corp., common carrier application. 
March 23—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 96524—I. Pedowitz, New York, N. Y., certificate or permit. 
March 23—Indianapolis, Ind.—U. S. Ct.—Jt. Bds. 72 and 21: 
MC 48289 Sub. 5—Central Coach Lines, Inc., Fort Wayne, Ind., cer 
tificate to extend operations. 
MC 88220 Sub. 4—F. M. Meneely, Brazil, Ind., certificate to extend 
operations. 


March 23—Kansas City, Mo.—Hotel Pickwick—Examiner Clifford: 
* MC F-2374—C. R. I. & P., control; Rock Island Motor Transit Co, 
purchase, R. H. Kinney. 
* MC F-2394—C. R. 1. & P., control; Rock Island Motor Transit Co, 
purchase, W. A. and M. K. Remmers. 
March 23—Lincoin, Neb.—State Comm.—Jt. Bd. 19: 
MC 89079 Sub. 1—Bickel Bus Line, Kearney. Neb., certificate. 
March 23—Raleigh, N. C.—Sir Walter Hotel—Examiner Smith: 
* MC F-2343—Carolina Transportation Co., purchase; R. H. Barbour. 
* MC F-2398—Carolina Transportation Co., purchase; L. R. Stallings 
et al. 
March 23—Washington, D. C.—Argument: 
Finance 14290—Application of M.-K.-T. of T. for a certificate per 
mitting abandonment of line extending from Smith to Belton, Tex. 
Finance 14241—Application of M.-K.-T. for permission to abandon 
line of railroad extending from Walker to Eldorado Springs, Mo. 
March 24—Boston, Mass.—Manger Hotel—Examiner Card: 
* 1, & S. M-2352—Cancelation of commodity rates, Boston to N. 
and Vt. ; 
March 24—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 
MC 2835 Sub. 8—Adirondack Transit Lines, Inc., Kingston, N. Y. 
March 24—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 
MC 1649 Sub. 2—Railway Express Motor Transport, Inc., Indianapolls, 
Ind., certificate or permit. 
MC 1649 Sub. 24—Railway Express Motor Transport, Inc., Indianap 
olis, Ind., certificate to extend operations. 
MC 28800—Monon Transportation Corp., Chicago, IIl. 
March 24—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 52 and 135: 
MC 52346 Sub. 2—St. Joseph-Concordia Truck Line, Marysville, Kans. 
certificate to extend operations. 
MC 104857—Lennie Newman’s Truck Service, Pittsfield, Ill., permit 
March 24—Washington, D. C.—Argument: 
MC F-2181—United States Freight.Co., investigation of control, Intet 
state Motor Freight System. 
MC F-2224—A. S. Hickok, Investigation of Control, Interstate Mot 
Freight System. 
March 25—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 11679 and MC 76624—A. Apel, Jr., North Bergen, N. J. 
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expert, thorough - going 


na. co Sil = INTERNATIONAL 
» xo] We TRUCK SERVICE 


ord: — An ounce of prevention is worth 
ansit Co, 


} a tom of cure these days, in any 
it On | trucking operation. 

- j See your International Dealer or 
Branch NOW, to arrange a conven- 
ient service schedule that will keep ‘ 

: your trucks out on the road and \ ath e we 

ye out of the shop. =i xa i 
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INTERNATIONAL HARVESTER COMPANY 2 ae A's ee 

180 North Michigan Avenue _ Chicago 1, Illinois GULF MOBILE & OHIO RAILR 
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tov. | ee PASSENGERS AIR EXPRESS | 
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d 135: | For shipping details phone Railway Express Agency, Air Express Division. 
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CHRYSLER BUILDING, NEW YORK 
ate Motorgy "Connecting with C. Z.; Cali, Ipiales, Colombia; Corumba,; Brazil; and Buenos Aires 
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SERVING PANAMA -. COLOMBIA 


. BRAZIL 


rker: O° a 











754 


oria Gateway 
—Always Open— 


PFEORIAGATEWAY , ‘2 
PEORIA £PEKIN PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mgr., Peoria, Illinois 


TIME 
LIFE 
MONEY 





PPO tee te he tthe He bE 


MONARCH ONE MAN CAR DOOR OPENER 


ELIMINATES HAZARDS! 
No strained muscles 
No slips or falls 
No broken arms,. legs or 
mashed fingers 
No fatalities 
No time wasted 
No “gangs” needed 
No time lost 


aadsiand Maher 
S.Wabash Ave. 


Chicago MOTOR EXPRESS 


Ne a ate ae a he tte ee er oar 


One man can open the most 
binding, balky, box car door 
with the Monarch Car Door 
Opener. Get greater safety 

. . speed loading and un- 
loading schedules . . . order 
an ample supply to fill your 
needs today! Priority needed. 


MINING SAFETY DEVICE CO. 
Bowerston, Ohio 





General Office 
Sth & Kentucky Sts. 
Louisville, Ky. 


INCORPORATED 
Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND MIDDLESBORO, KY. 


LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Connecting lines serving all points in Kentucky, Tennessee, Nerth Carolina, South Carolina and Georgia 


BOUND TO GET 
THERE WITH 


ACME 


STEELSTRAP 


AND 


UNIT-LOAD 


2844 ARCHER AVENUE 
e@ CHICAGO 8, ILLINOIS 







ACME STEEL C 
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THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 
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March 25—Kansas City, Mo.—Hotel Pickwick—Examiner Reigner ang 
Jt. Bd. 179: 
MC 29777 Sub. 1—G. L. Tourtelotte, Westboro, Mo., certificate tg 
extend operations. 
MC 61129 Sub. 2—Belton Truck Line, Belton, Mo., certificate to ex. 
tend operations. 


March 27—Albany, N. Y.—Ten Eyck Hotel—Examiner. Parker and Jt 
Bd. 318: 
MC 104836—C. Wisdom, Ellenville, N. Y., certificate. 
MC 104864—H. Kyer, Hoosick Falls, N. Y., permit. 
March 27—Amarillo, Tex.—Capitol Hotel—Examiner Clifford: 
* MC F-1938—R. C. Bowen, control; Bowen Motor Coaches, purchase. 
W. H. Woodlief. 
* MC F-1938—R. C. Bowen, control; Bowen Motor Coaches, purchase, 
W. H. Woodlief. 





March 27—Chicago, IIl.—Hotel Sherman—Examiner Kilroy: The i 
MC 20521—Illiana Freight Transport, Inc.. Chicago, III. blishe 
March 27—Columbus, Ohio—State Comm.—Examiner Rice: aps de 
25020—Rates on crushed stone, gravel and slag within the state of 
Ohio, ent an 
March 27—Washington, D. C.—Commissioner Porter and Examiner shipp 
Copenhafer: ‘ uni 
W-543—Seatrain Lines, Inc., common carrier applications ° q 
March 27—Wichita, Kans.—Broadview Hotel—Jt. Bds. 36 and 52: Ippers 
MC 3102 Sub. 4—City Transfer & Storage Co., Hutchinson, Kans. would 
certificate to extend operations. E 
MC 30605 Sub. 42—Santa Fe Trail Transportation Co., Wichita, Kans —frriers 


certificate to extend operations. 
* MC 30600 Sub. 40—Santa Fe Trail Transportation Co., Wichita, Kans., 
certificate or permit. 
March 28—Albany, N. Y.—Ten Eyck Hotel—Jt. Bd. 42: 
MC 104735—C. Burdick, Jr., Clinton Corners, N. Y. 


Classified Advertising 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
Wr 6 time, J3 time, 26 Hime, and 52 time.Classified display discount rates + 
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TRAFFIC CLERK WANTED. Draft exempt. $160 per month. Givelftoche: 
full particulars previous experience. Box 215, Traffic World, Chicago 
address. 





K 

SHIPPING GUIDES. Look to Official for better Shipping Guides. 

For information write Mike O’Keefe, Official Motor Freight Guide, 
732 West Van Buren St., Chicago 7, ‘Illinois. 





i. C. C. PRACTITIONERS. The only practical, authentic I. C. Law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill! 


Mr. Traffic Man: 


Your own owned CARS! 
Demurrage, Avoidable Labor Expense, Extra. | 
What could you SAVE? | 


What increase in production could you EFFECT? Consider, also, bene- 
fits from MOBILE ''Storage'’. Which of these cars could you use? 
130—Hopper, Double, 50-Ton 
40—Hopper, Side-Discharge, 50-Ton 
10—Koppel, Side-Discharge, 24-Yd., 30-Ton 7 
100—Refrigerator, 40-Ft., 40-Ton — 
16—Refrigerator, 36-Ft., 30-Ton 
19—Ballast, Composite, 50-Ton 
10—Dump, K & J, Automatic, 16-Yd., 30-Ton 
2—Dump, Western, Automatic, 20-Yd., 40-Ton 
5—Flat, 40-Ft., 40-Ton 
43—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
150—Tank, 8000-Gallon, 40-Ton and 50-Ton \ 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
‘‘ANYTHING containing IRON or STEEL" 


Mr. Operating Man: 











KANS 

KAN: 
F. C. HOGUE and 
General Traffic Manager COLOR 


Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 
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m MOTOR TRANSPORT SECTION 


“ee 6hfC PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps aud Abed Dats Unique Key fo Maps in Shis Noches 


The maps in this section are different from maps 
blished in any other medium. They are special 
aps designed by TRAFFIC WORLD’S map depart- 
ent and keyed in accordance with the specifications 
shippers. Hence, these maps and the allied data 
e unique in that the material is presented in a way 
ippers all over the country told TRAFFIC WORLD 
would be most helpful to them in selecting highway 
triers and routing freight. 
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qummmmmme Daily INTER- and INTRAstate service. 
ss Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 











sta : : 
a Irregular or special service routes 





eneemae Connecting lines. 
eeeseee Fernes. 


@© O Principal points served. E Terminal cities. 


‘xaminer 





ee Unless otherwise noted on maps, motor lines offer- 
; ing an intrastate service are also interstate oper- 


ators when their routes extend into other states. 


CENTRAL STATES: 


Cl T k Li I Established 1927 §T. LOUIS LGUEYILES. | CINKINNATS 
7 LAWRENCEBURG 
emans iruc ine, inc GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 
Established 1929 Incorporated 1934 F. Walsh, Traffic 
er W. H. Husmann, Pres. g. Mgr. 
)) acs. 815 E. Pennsylvania Ave., South Bend, Ind. usmenn op faNCINNATIEE 
a = , A. C. Clemans, Pres., A. C. Scheetz, 7. M. Freicut Lines, Inc. ( Oia xpon OHIO 
and fa C. L. Jones, Secy.-Treas. Tel. 4-2116 OMe = 
sell. Dou oe ha COMMON CARRIER: I. CC. Certificate No. M-2136 


ch.) peo Elkhs —P. S. C. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 
430: i P.S. C. I. Nos. ios a3 Interstate-Indiana—M. P. U. C. 
No. C-548 Interstate-Michigan. 


3) SERVICE: Overnight service between Elkhart, Indianapolis. 





nth. Givelioches Kokomo, LaPorte, ansport, Peru, Plymouth and Roches- 
, Chicago ter, Indiana; Battle Creek, Grand Ra apids, Kalamazoo an@ i 
4! Three Rivers, Mi —_. All intermediate points served be- 
Kokor tween Indianapolis, Indiana and Grand Rapids, Michigan. LC.C.-M.C.44290-5612 
g Guides. i’ NUMBER UNITS: Tractors 49; Trailers 56, Vans 34, Open 


ht Guide, 20, Flat 2; Trucks 22, Vans 12. Open 10. All Co. owned. 


INSURANCE: Cargo 50,000 and 100,009 (Marine Office of | | Tariff Agency , 
America); Public Liability, 25,000 and 100,000; Pro ety 1 dll 
ves raat Links ,000; — s Compensation, (Mi Ins rgo $50,000-$ 1 00,-ai 


bili .) ‘enemas Equi t: 47 tractor-trailer units 
SAFE COURTEOUS—SERVICE P.D.$5,000 Lcadiiie auanei 16 ioe. goes 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, LOUIS, MO. 





1icago, Ill 
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Merchants Motor Freight, Inc. 


Established 1928 - - I1.C. C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,369 miles of daily service 














OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North 12th; 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 lith; 
Phone 3-4185; Teltp. D. M. 90. Phone Keystone 5121. 
Chicago, IMinols, 2424 West Cermak Road; Waterloo, lowa, 300 Duryea; 
Phone Haymarket 3930; Teltp. Chieago 1794. eo pon y olga bey 
St. Louis, Missouri, 4th and Spruce; = 3 4942: 
Phone Garfield 5234; Teltp. St. L. 440. eee island aa 
Kansas City, Missouri, 2560 Warwick TrafMfeway Cedar Rapids, lowa, 215 Ninth Ave., S.E.; Watch for display advertisments | 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. 






in other issues of Traffic World. 


















Scottsbluff 
A Bridgeport NEBRASKA 
® : : 
” am Sidney 1} North Platte 
Se On | 
(us) 
Fi Collins A Ss | 
es fe et : Hostages (6) ILLINOIS 
' 

t Fert Meogen e | bef 
= | KANSAS List 
Denver COLORADO ' TRAFFIC WORLD — CHICAGO , 

i u 
TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- VS P 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern Raman CO Te scee City 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- ' ; Ad\ 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; | 
Central and Middlewest Motor Freight Bureau. 





INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- y 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s Compensation. 54 city trucks. 
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Shippers of War Tonnage and Civilian 
Essentials Want Easily Understood 
Trucking Company Territorial Maps 


TRUCK LINES, INC. 


Est. and Inc. 1929 
COM. CARRIER ICC-MC 26560 












* * 5 * 
MEMBER: Ce 
Am. Trucking e 2 10 
Association, Inc. In today’s war of movement, freight transportation | = 


is a spearhead to victory. Hundreds of new men are 





going into government and military traffic positions 
while hundreds of personnel readjustments are tak- 


| \ Ya-—)) AH) ing place in traffic management of private industries, 


REPRESENTATIVE: Pennoyer 
Merchants Transfer ge 4 42 
West Polk St., Monroe 5020, Chicago. 
TARIFF AGENCIES: Central States 
Motor Freight Bureau, Inc., Northwest 
Tariff Bureau, Inc., Rocky Mountain 











whether producers of war tonnage or civilian essen- 









tials. Recent field surveys prove that the prime 



















movers of freight tonnage today are more intere ed 

Tariff Bureau, Inc., Eastern Central INSURANCE: Elen BN 

on gs ad Pci te if Associon Cargo, $10,000-$50,- ~~ CHICAG( than ever in easily understood territorial maps of se 
tion and Mid-Western Motor Freight | aabenng Py pe a ade 2 . ‘ routes 
Tariff Bureau, Inc. Pablic Liability $50 000 °3 10,000 (Fidel- freight carrier operations, together with allied in- Wareh 
pened ps ol + meg & oe oe ity and Casualty Company of New York); , 

30 comi-tre oe ( whee Pee, Property Damare. $9.0 00 (Fidelity, and formation. The primary purpose of this motcr Register 
18 refrigerator trucks and trailers. Cosaeiag Comnuny of Siow Vert); Woek- clocks) 

ing Men P- ty and Casualty P : F 

CONNECTING LINES: All responsible Company of New York). transport section is to fulfill such a purpose. ree pic 
lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- Teletyp 
Fond du Lac, Wisconsin; and Dubuque, = and cartage service at Madison, Insuran 
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DECATUR 
CARTAGE Co. 


COMMON CARRIER 
(1.C.C. Doc. No. geoee) 
Established 1926 Inc. (Ill.) 
20th St. and Wentworth Ave. 
Telephone— Victory 6000 

CHICAGO, ILL. 


INSURANCE = Carga, 
$50,000/ 100,000; Public 
Ng ae ag / 50.- 
3 t: amage, 

soe er $50,000. 











Watch display advertisements on the 
index page of TRAFFIC WORLD. 








View more  o Gvervz.ceeee 


is the time to keep the details of your operation 
before the leading shippers of the country. 
Listings in this motor transport section are set- 


up in accordance to specifications of shippers. 







' Advertising eates are extremely low. Write for 
full details. 





Minneapolis- 
St. Paul 
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Random Quotations from 
Shippers About this Motor 
Transport Séction 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 


ponsible motor carriers our service. 
Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by us as responsible lines. 
Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 
Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 
Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 
Iron Products Mfr. (Philadelphia)— The maps are fine because they are comparable. 
Stove Mfr. (St. Louis)—With the t number of trucks operating at the present 
time, any information from a valiable source as to responsibility is of considerable 
value. eep this up. 
Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 
Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we hope to make. 
Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in 
using motor lines suggested by Traffic World. Good work—keep them coming. 
Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all territory we serve. 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck i choose those which are the most stable and depend- 


Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 

carriers before accepting their ads your information is more dependable than that 

obtained in a general guide. If you would arrange to give more general coverage 

you would eliminate complaints of non-covetage in certain sections. 

Flour Miller (Great Falls, Mont.)—The maps are very helpful. 

Salt Company (Chicago)—Your service is very helpful, but of course is not 
i we are national distributors we need this information in all oases 

of the United States. Get more representation. 


Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 





in CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
d INTER-STATE MOTOR FREIGHT SYSTEM 
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en- Brawn Sproul, Vice President—Traffic 
1234 St. Aubin Detroit 7, Michigan 
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Established 1924, a Michigan corporation.  eommniy ice Rotee Fees Sues 
ed 1.C.C. Docket Nos. MC35628 and MC48645. indie na Motor Rate & Ly pd Fee gg 
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Teletype service. Courteous operators. 
Insurance inspectors at terminals. Fully insured cargoes. 
Highway Patrol System. Modern equipment. 











Cargo: $120,000 (Pri . $155,000 (Ex- United States. 
sees}; Public’ Liability, $100.000/200 

Property Damage, 
Compensation. 


y : Association Memberships 
000; Workmen’s A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
of Commerce in principal cities served. 
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MOTOR TRANSPORT SECTION 


Serial Page 758 EASTERN & CENTRAL STATES Transport Section Page 


cs OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 

rw (Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350); Clyde, 402 
pring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple st, 

(Phone 3484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 11th 


sate igs , St. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606); Medina, 
Satisfy your Customers with 254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwalk, 
Norwalk Service’’ Midland OES scinaw Ba 36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 



















2276); Toledo, 145 8. St. Clair St. (Adams 4291); Vermilion (Phone 


LF por TEER 8363); Warren (United Terminals) (Phone 4886). 
. F. Ern MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); Battle 
President or tee eye 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First st, 
Cc. rtificate No. 71096 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint, 
©. ¥. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
-F re. en 


8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 





Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 

Established 1921 Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Are, 
Incorporated (Ohio) (Phone 29201): Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINSLS—Auburn, 334 W. 9th St. (Phone 618-J); Elk. 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 

Telephone—266 St. (Anthony 4362)- Goshen. 1201 S. 10th St. (Phone 111); Hammond, 

1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main St. 

NORWALK, OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 


City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
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rm e Travelers ral Motor Freig ssn., Inc. . omic ie been 
Insusance Co. & The’ Travelers Liability Ohio Motor Frt. Tariff Bureau 208 delivery tracks (139 company owned) | Makers Roce 








Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J.T. Bennett, Traffic Manager Call—SOuth 1551 







‘Maps and Information in this Section | 
Superior to Any Other Type Published!” 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwau- 





HARRISBURG && 
Lemoyne Nal Ste 
| New Cumberland KS Heven 


| 4 NAF Colue 
| CHAMBERSBURG. fF) SAeE—GUL ANCASTER 











ih © 











pring Grove WOGiner™: WS Quarryville BRANCH OFFICES kee, Wis., wrote this: 
sburg TZ hen,d\ «PENNSYLVANIA Aberdeen, Md. , . 
worl Rock iShrewsbory NS I} (Call 111) : “In the issue of the Traffic World which is 
sienna Frederick, Md. 


(Parkion Yoel AdNe EmESer| | 300 East St. (Call 557) published in the third week of each month, 
ont Seg a you have a Motor Transport section. We find 
that the maps and information which is pub- 
lished in this section to be superior to any 


other publication of this type, which we have 
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York, Pa. 
; \ Charlies & Howard Sts. 
CG Zone Conds) (Call 6122) 
V7, 2 < a | Weshiogen, 5. = 
= : mi . ° . 
= BALTIMORE "|| (Call Republic 2224) 
SSW ASHINGTON Fredericksburg, Va. 
>) en” (Call 1199) 










“ , no eo Richmond, Va. seen. 
vincuea 2% A AEE, 8 S. 18th St. (Dial 7-4366) 
VE . i) cron K Westminster, Md. lik be advised if th d 
WASHINGTON im. S 77 John St. (Call 288) “We would like to be advise the maps an 
o__GEKEMOND rT other information which you show in the 


TARIFF AGENCIES 


Individual Southern Motor Carrier Rate Conference 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Rocky Mountain Tariff Bureau 


EQUIPMENT 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. 

INSURANCE 


x Cargo, $10,000 (Northern Assur. Co. of London). . . Public 


Liability, $10,000 & $50,000; Property Damage, $50,000-$50 
deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
Compensation (Lumberman’s Mutual Casualty). 


Motor Transport section are available under 
separate cover. If not, what suggestions do 
you have relative to filing these pages to make 
them readily available for reference works?” 


It is little wonder that this typical leading shipper finds 
this motor transport section so helpful—information and 
maps are set up according to shippers’ specifications. 
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Highway “Clipper” special design by Kroger, built by Highway 
—one of a fleet operated by Kroger Grocery and Baking Company. 


The Food of Freedom rides in... 


HIGHWAY 


AMERICA’S QUALITY 


TRAILERS 


Trailers that lead! 


On highways everywhere throughout the land, 
day and night— speeding the food and the freight 
of freedom, from where it is to where it has to be! 


Now, if ever, quality counts—and the world 








knows there has been no compromise on the qual- | 


ity of cab Trailers a why they 








incomparably dependable, even under this gruel- 
ing war-service punishment. 


You can depend that our engineers and crafts- 
men have their eyes and ears open—that, out of 
this super-wartime service, they are gaining expe- 
rience—finding new ways to make Highway 
“Freightmaster” and “Clipper” Trailers, more 
than ever “The Trailers that Lea 


HIGHWAY TRAILER COMPANY 


Factory and General Offices 
Edgerton, Wisconsin 


Eee Trailers and Bodies « Earth 
Machines « Winches and other 
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Another valuable wartime 
transportation aid from 


STUDEBAKER 


ERE’S a new, specially prepared, illustrated, 52-page 

handbook —“Wartime Information for the Delivery 
Truck Operator.” This comprehensive daily reference has 
been acclaiméd as one of the most. useful home-front helps 
to the war effort in the transportation field. 

It tells delivery truck operators exactly what, when, 
and where they may deliver—summarizes; and interprets 
government regulations affecting truck operations—offers 
helpful suggestions on truck care and maintenance. 

This handbook is one of the many continuing special 
services that Studebaker has been offering the public through 
its dealers, ever since the war began. For afreé sample copy, 
see any Studebaker dealer—or write direct to The Studebaker 


Corporation, Truck Division, Department TW-3,* South 
Bend 27, Indiana. 
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